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CHAPTER I 
INTRODUCTORY 

In the latter half of March 1968, two unfortunate railway accidents— 
one at Yalvigi on the Southern Railway on 19-3-1968 and the second at 
Bharwari on the Northern Railway on 30-3-1968—involving heavy casual¬ 
ties and damage to railway property took place in quick succession. The 
close sequence in which they followed each other greatly agitated the public 
mind. Immediately after the Yalvigi accident, the Press and Parliament had 
shown considerable concern and in response to it, a Commission of Inquiry 
presided over by a Judge of a High Court had been appointed under the 
Commission of Inquiry Act (1952) to determine the cause of the accident. 
The view was also expressed in Parliament that some radical measures were 
required to ensure a reasonable measure of safety in rail travel. It was 
against this background that on 1-4-1968, while making a statement on the 
accident at Bharwari in Parliament, the Minister for Railways, Shri C. M. 
Poonacha, announced the setting up of a Committee under the Chairman¬ 
ship of Shri K. N. Wanchoo, retired Chief Justice of India, to go into the 
question of railway accidents. Two days later, through their Notification 
No. ERB-I/68COI /46 dated 3-4-1968, the Government of India made the 
following announcement 

“Following the two Railway accidents at Yalvigi and Bharwari on 
the 19th and 30th March, 1968, the Minister for Railways an¬ 
nounced in Parliament that a High Power Committee would be 
appointed to look into the causes leading to accidents on the 
Indian Railways, with particular reference to the implementa¬ 
tion of the recommendations of the Railway Accidents Com¬ 
mittee of 1962, headed by Shri H. N. Kunzru. 

2. The Government of India have accordingly decided to constitute 
a Committee, to be known as the Railway Accidents Inquiry 
Committee 1968, consisting of the following: — 

(1) Shri K. N. Wanchoo, retired Chief Justice of India— Chairman. 

(2) Shri M. R. Masani, Member of Parliament— Member. 

(3) Shri S. R. Vasavada, President of National Federation of 
Indian Railwaymen—Mem&er. 

(4) Shri F. C. Badhwar, retired Chairman, Railway Board— 
Member. 

(5) Shri P. B. Aibara, Commissioner of Railway Safety— Member. 

3. The terms of reference of the Committee will be; — 

(i) To review the position of accidents on the Indian Railways 
since the appointment of Railway Accidents Committee—1962, 
in the light of ret.ommcndations made by it and the imple¬ 
mentation thereof. 
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(ii) To suggest measures for fm tfier minimising the accidents. 

f. The Committee will endeavour to complete their \vark as early as 
possible. 


Sd/- C. S. PARA.MKSWARAN 
Secretary^ Railway Board.” 

2. On 11-4-1968, Shri K. D. Madan, an officer of the Operating Depart¬ 
ment of the Northern Railway, was appointed to function as the Secretary 
of the Committee. The necessary provision of ministerial and other staff 
f6r the Committee was made shortly thereafter. 

.‘5. Line of approach :—ITie Railway Accidents Inquiry Committee 
(1968) (hereinafter referred to as the Committee) held their first meeting on 
29-4-1968 to chalk out their line of approach. It was decided that for the 
purpose of review of the position of accidents as required in item (i) of the 
Committee’s terms of reference, a period of .6 years commencing from 1st 
April 1963 and ending on 31st March 1968 be taken. This, the Committee 
considered, would not only facilitate discernment of any patterns or trends 
in the incidence of railway accidents but would also show whether as a re¬ 
sult of the impact of the implementation of the recommendations made by 
the Railway Accidents Committee, 1962 (hereinafter referred to as the 
Kunzru Committee), the curve or curves reflecting the incidence of acci¬ 
dents had been deflected in any way. It was also decided that notwithstand¬ 
ing the broader definition given by the Railway administration to the term 
'railway accident’ which includes a wu'de variety of occurrences including 
failures of engines, rolling stock, permanent way etc., not necessarily result¬ 
ing iji mi.shap.s, the Committee, for the purpose of their study would con¬ 
fine their analysis mainly to the four principal categories of accidents, 
namely, collisions, derailments (induditig those caused by train wrecking), 
fives in trains and accidents at levd crossings. Some other categories of acci¬ 
dents like averted collisions, breach of block rules and drivers passing 
signals at danger which though accidents only in a technical sense carry 
potential hazard would also be studied. 

4. Since the terms of reference laid down in the Notification required 
of the Committee, in particular, to review the position of accidents in the 
light of recommendations made by the Kunzru Committee and their imple¬ 
mentation, the Committee were also called upon to examine closely the 
action taken on the recommendations made by the Kunzru Committee so 
as to be able to render an appreciation of the implementation of these re¬ 
commendations. 

5. With this end in view, as a first .step, statistical and analytical data 
on accidents in various categories and information on other cognate mat¬ 
ters were called for from the Railway Administrations. For this purpose, 
about 70 proformae were prescribed by the Committee. Simultaneously, 
questionnaires were addressed to the Railway Administrations, the Com¬ 
missioner and the Additional Commissioners of Railway Safety and the Re 
search. Designs and Standards Organisation for furnishing information on 
specific issues. Communications were also addressed to the two organised 
bodies of railwaymen’s trade union.s, namely, the National Federation of 
Indian Railwaymen and the All-India Railwaymen’s Federation, to the two 
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associate bodies of chambers of commerce and industry, namely, the Asso¬ 
ciated Chambers of Commerce and Industry, Calcutta, and the Federation 
of Indian Chambers of Commerce and Industry, New Delhi, to the Zonal 
Railway Users’ Consultative Committees (which have among others, passen¬ 
gers’ interests represented on them) requesting them to give to the Com¬ 
mittee the benefit of any observations which they may like to make having 
a bearing on the terms of reference of the Committee. A public notice was 
also published in about 30 newspapers-—both English and regional langu¬ 
ages—having a wide circulation and given countrywide publicity requesting 
the general public to come forw'ard and send their observations or sugges¬ 
tions on matters connected with the terms of reference of the Committee. 
The public notice evoked a good response and a large number of letters 
were received reflecting wide-spread public concern in the matter of rail¬ 
way safety. In addition, a detailed appreciation was called for from the 
Railw'ay Board of the action taken on each of the recommendations con 
tained in the Kiinzru Committee’s Report. On the information furnished 
by the Raihvay Bo.ard in this behalf, further elucidation was sought and 
obtained. 

fi. Decision to submit Part I of the Report —The Committee, after due 
deliberation, considered that the twm terms of reference set down for them 
W'ere distinct from each other in character. The first of these terms, broadly 
speaking, required (a) a statistical appreciation of the trend of accidents 
since the setting up of the Kunzru Committee and (b) an appreciation of 
the action taken by the Government on the Kunzru Committee’s recom¬ 
mendations and the Committee’s evaluation in regard to these. The second 
term of reference which is broader in character required of the Committee 
to suggest further ways and means for minimising the accidents. The Com¬ 
mittee decided that the first teim of reference may be covered in Part I of 
their Report, 

7. The second part of the Committee’s Report would be devoted to 
suggestions to minimise accidents further. These-suggestions would be 
crystallised in the light of discussions with senior railway officers—work¬ 
ing and retired—^visits to railway installations during the course of the 
tours of the Committee and their talkg with railwaymen of different cate¬ 
gories and w’ith outsiders, and in the light of other ideas which may be 
thrown up in the course of their deliberations. It is possible that the Com¬ 
mittee may find it necessary to amplify, in the second part of their Report, 
some^ of the observations made here, in the light of further infonnation and 
elucidation. 
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CHAPTER II 

STATISTICAL APPRECIATION OF IMPORTANT CATEGORIES OF 

TRAIN ACCIDENTS 

8. The survey of train accidents which follows is. as stated in para¬ 
graph 3 of Chapter I, restricted mainly (o four categories of accidents, 
namely, collisions, derailments, accidents at level crossings and tires in 
trains, it is these categories which ordinarily result in loss of life or damage 
to property, and by and large the rail user judges the record of safety of rail¬ 
way travel by the incidence of such accidents. Apparently, it is on this con¬ 
sideration that the Kunzru Committee had referred to these categories of 
accidents as important’ accidents. It is in view of this that in the para- 
giaphs which follow the analysis is mainly confined to these categories. In 
addition, other categories which are accidents only technically but are 
otherwise potential hazards like averted collisions, breach of block rules, 
drivers disregarding signals have been surveyed in broad terras towards the 
end of this chapter. 

9. In the course of Part I of their Report, the Kunzru Committee had 
covered a period of five years from 19.57-58 to 1961-62 and in Part II, had 
projected their survey to the year 1962-6.3 for certain categories of accidents. 
In order, therefore, to bring out a comparative perspective, this Committee 
have, wherever possible, juxtaposed the corresponding figures for the years 
19r)7-58 to 1962-63 in their study. 

10. The following table indicates the year-to-year incidence in each of 
the four categories of accidents from the year 1957 58 onwards till the year 
1967-68; — 

TABt.E 1 



Incidence: of important 

train 

accidents 



Yonr 



Colli- 

sionR 

Derail¬ 

ments 

Accidents 
to trains 
at level 
OToasings 

Fires 

in 

trains 

Total 

1 



2 

3 

4 

6 

6 

1967-68 

1958 69 

1959- 60 

1960- 61 

1961- 62 

1962-6.‘1 



126 

108 

111 

129 

123 

103 

1164 

1389 

1466 

1412 

1433 

1338 

138 

161 

127 

182 

181 

168 

302 
367 

303 
402 
236 
242 

1729 

2016 

1997 

2126 

1962 

1861 

Total for six years 



699 

8192 

927 

1861 

11669 

Yearly average 



116-5 

1355-3 

164-5 

308-6 

1944-8 

1963- 64 

1964- 6r> 

1966-66 

1956-67 

1907-68 



86 

86 

79 

88 

70 

1277 

1028 

951 

865 

879 

164 

133 

128 

104 

114 

115 

32 

42 

63 

42 

1642 

1279 

1200 

1090 

1106 

Total for five years 

• • 


389 

6000 

643 

284 

6316 

Yearly average 



77-8 

1000 

128-6 

•SO-8 

1263-2 
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11. it will be seen that in each of the four categories of accidents, thete 
was a significant decrease during the 5 years ending 1967-68 as compared to 
the 6-year period ending 1962-63. The decline over these years was fairly 
steady except for the year 1967-68 when there was a slight reversal of the 
trend. 

12. The position which emerges by relating the annual total of such 
accidents gaugewise to the volume of traffic (reckoned in terms of million 
train kilometres) is shown in the following table: — 

Table 2 

Incidence of accidoiis gaugewise in relatioti lo density factor in terms of 

million train kilometres 


Tsar 






Broad Gauge 


< 

Number 
of acci¬ 
dents 

(Million) 

train 

kilometres 

Accidents 
per million 
train 
kms. 

Index 

1957-68 





989 


4-0 


1968-59 





950 


3-9 


1969-60 





962 


3-8 


1960-61 





1068 


4-1 


1961-62 





914 


3-4 


1962-63 





907 


3-3 

loo 

1963-64 





827 

270-0 

3-1 

94 

1964-66 





589 

276 9 

2-1 

64 

1966-66 





635 

287'4 

1-9 

58 

1966-67 





484 

291-3 

1-7 

62 

1967-68 





503 

296 1 

1-7 

52 







Metre Gauge 







1 --— 








Number 

(Million) 

Aoci- 

Index 






of 

train 

dents per 







aeoideiits 

kilometres 

miUioa 









train Kms. 


1967-68 





640 


6-4 


1968-69 





939 


7-8 


1969-60 





881 


7-1 


1960-61 





896 


7-0 


1961-62 





893 


6-8 


1962-63 





858 


6-5 

100 

1963-64 





732 

133'09 

6-6 

85 

1964-65 





810 

137-36 

4-1 

68 . 

1985-66 





698 

140-43 

4-3 

66 

1966-67 





633 

140-88 

3-8 

58 

1967-68 





528 

139-97 

3-8 

5S 
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Table 2— contd. 


Year 


Narrow Gauge 

'-- —1 

Number (Million) Accidents Index 
of train per million 
accidents kilometres train 

kmi. 


j.y.)7-ois 

1958- 59 

1959- 60 

1960- 61 

1961- 62 

1962- 63 




*130 


11-4 

*100 

196.3-64 




83 

11-41 

7-3 

63 

1964-65 




80 

11-.37 

7-0 

61 

1966-66 




67 

11-31 

6-0 

53 

1966-67 




73 

11-54 

6-3 

56 

1967-68 




74 

11-66 

6-3 

r,5 


*This figure repi'eseuts tUe avergc nuuiboi' of important accidents on the naj'row gauge sys¬ 
tem of the Indian Qovorninont Kaihvays during the years 1957-u8 to 1962-03, based on the in¬ 
formation contained in the Kunr-ru Committee’s Repoi-t. 

1"). It will be seen that the number of accidents as well as the derivative 
obtained b)' relating the incidence to trattic density expressed in terms of 
million train kilometres declined uniformly during the years 1963-64 to 
1967-68 ill comparison with the previous six years over all the gauges. Tak¬ 
ing 191)2-6.3 as the base year, the index came down by somewhat less than 
half, ranging from 52 to 58 over the different gauges. 

M. The overall picture being as indicated above, ive now pass on to 
individual categories of accidents. 

Collisions 

15, (Collisions can s the highest hazard iti respect both of casualties and 
damage. This is highlighted by the figures in the folloiving table; — 

Tabus 3 


Casualties 

, -*._ 

Numl)er No. of Total I^oss in Rupees 
number of per- persous number 

sons injured 

killed 


Importa lit train aecideuts 
Oollisions 
}'croon tage 

6:il0> 

389 

6-2 

623 

265 

40-9 

3662 

195-5 

53-4 

4285 

2210 

51-5 

4.02.68.738 

1,50,53,510 

30-6 

percentage for six yrs, 1957-58 
to 1962-63 (ns recorded bj- 
Kunzru Committee) 

6 



42 

27 
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16. It will be seen that the collisions while constituting only 6 per cent 
ol the total number of important accidents accounted for no less than 41 
per cent of the deaths, 53 per cent of the injuries and 31 per cent of the 
loss arising from damage as well as ex-gratia payments and compensation 
claims. It may be stated that even during the years 1957-58 to 1962-63, the 
Kunzru Committee had found that the collisions while constituting only 
6 per cent of the total number of the important categories of train accidents 
accounted for 42 per cent of casualties and 27 per cent of damage. 

17. The number of train collisions on the Indian Government Rail¬ 
ways during the years 1957-58 to 1967-68 is given in the follotving table; — 

Table 4 


Number of collisions per million train kilometres 


Year 



XumboiT of train 
collisions 

Incidence of train 
collisions per 
million train 
kilometres 

1037-58 



120 

0 Ui 

1068-50 



108 

0-29 

1959-60 



Ml 

0-29 

1900-61 



129 

0,'33 

1961-03 



123 

0-Sl 

1903-65 



103 

0-25 

Total for 6 years 



099 

Olli 

1963 04 



86 

0-20 

1964-6,5 



86 

0-20 

1965-66 



79 

018 

1966-67 



OS 

0 1.5 

1907 08 



70 

0-10 


Total for 6 years 


389 

0-18 


18. It will be seen that there wr4S a perceptible decline in the number 
of (ollisions during the years 1963-64 to 196T6S in comparison with the 
preceding six years. Even it for the sake of parity, only a period of 5 years, 
namely, 1958-59 to 1962-63 w'cre to l>c taken of the previous period reviewed 
by the Kunzru Committee, the tnimber of train'collisions during these years 
was 574 in comparison with wliich the figure of 389 collisions in the last 
5 \ears registered a significant imi>roveracnt. No doubt, the position dur¬ 
ing ilie last two years 1966-67 and 1967-68 remaiiled more or less unchang¬ 
ed. rin incidence in relation to the traffic density reckoned in terms of mil 
lion tiain kilometres also showed a perceptible decrease, having come down 
from 0.31 for the six vears ending 1962 63 to 0,18 during the subsequent five 
years signifving a fall of about 42 per cent. 




















19. At this stage, it is also necessary to observe that the analysis of 
train accidents in the siibsec^uent paragraphs (except where otherwise in¬ 
dicated) is confined to the incidence on the broad and the metre gauges. 
The analy.sis relating to accidents on the narrow gauge portion of the 
Indian Government Railways is attempted separately cowards the end of 
this chapter. This course was adopted as the narrow gauge sections of the 
Indian Government Railways constitute a very small proportion. The num¬ 
ber of accidents on the narrow gauge in the context of the overall figures 
is small and incorporating these along with accidents on other gauges in 
gaugewise analysis would have, on the one hand, cluttered up the tables and 
on the other made comparisons difficult on account of factors which arc 
characteristic of narrow gauge alone. 

20. Having made these initial observations on train collisions, we re¬ 
vert to die analysis of train collisions on the broad gauge and the metre- 
gauge. During the six years lOaT-aS to 1962-63, G88 train collisions occurred 
on the broad and the metre gauge sections. As against this, during the five 
years 1963-64 to 1967-68, the number of train collisions on the broad and 
the metre gauges was 380. The position of collisions on the various Rail¬ 
ways is shown in Annexure I. It will be seen that the number of collisions 
came down noticeably on all the Railways individually. If, for paritv, the 
performance for an equal number of veais were to be compared, it is observ¬ 
ed that during the years 1958-39 to 1962-63, the total number of collisions 
was 563 as against which 380 collisions in the last five years signify a dis¬ 
tinct improvement. Moreover, the incidence of cttllisions expressed in terms 
of the rate per million train kilometres also showed an appreciable improve¬ 
ment during the five years 1963-64 to 1967-68 when compared with the per¬ 
formance of the' preceding years. The overall improvement in the rate per 
million train kilometres has been of the order of about 41 per cent. 

21. If tlic figures were to he rearranged separately for the broad and 
the metre gauges, the position would be as .shown in Annexure II. The 
figures show at a glance a decrease of aftoui 49 per cent in the incidence of 
collisions per million train kilometres on the broad gauge and about 30 per 
cent on the metre gauge during the years 1903-64 to 1967-68 as compared 
to the years 1957 .58 to 1962-63. It would also be noted that the wide gap 
in the incidence of collisions per million train kilometres between the two 
gauges which the Runzrii Commi'tee had brought out in their Report nar¬ 
rowed dowui consideralily during the last five years even though the inci¬ 
dence on the metre gauge coiitiniicd to be lower than on the broad gauge. 
The narrowing down of the gap in the incidence on the two gauges was 
thus primarily because of the improvement on the broad gauge. Here we 
feel constrained to remark th.it we arc unable to sec why the incidence of 
collisions related to traffic density factor should he more on broad gauge 
than on metre gauge. 1 he Kunzru Commiuee had apparently accepted the 
position that the higher incidence of collisions on the broad gauge than on 
the metre gauge was inevitable inasmuch as thev had prescribed different 
long-term targets for the tw'o gan.ges. Even the Railway Board took this 
phenomenon for granted and in their directives to the Railway administra¬ 
tions issued from time to time, laid down separate targets for the two 
gauges. We see no reason for fixing targets in this behalf and are unable to 
subscribe to the view that higher incidence of collisions on the broad gauge 
is inevitable. The fact that the disparity in the int idenre on the tivo gauges 
has narrowed down considerably during the last few years lends support to 
our view. 
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22. Restating these figures Railway-wise and separately for the broad 
and the metre gauges the position is as shown in Annexure III. The relevant 
figures would show that the incidence on the broad gauge both in terms of 
the number of accidents as also in relation to the traffic density tacror has 
decreased significantly on almost all the Railways. The very wide variation 
in the fterformance of the various Railways shows no clear pattern from 
which any useful conchision can be drawn. 

2‘S. At this stage, it is relevant to study the incidence of collisions 
separately for passenger and goods trains and to relate it to pas.scnger and 
goods train kilometres respectively during the last five years ending l‘>t)7 ()8. 
The position which emerges is shown in the following table: — 


Tabi.e 5 


Year 


Passenger trains 


Gf)ods trains 


Broad gauge 

- S f 

Metre gauge 

Broud gauge 

Slotre gauge 
> 

No. 

Incidence 

per 

million 

paiss. 

train 

kni8. 

> i - 

No. 

Incidence 

per 

million 

pasB. 

train 

km8. 

No. 

Incidence 

per 

million 

goods 

Iraifl 

kms. 

No. 

Incidence 

per 

million 

goods 

train 

kma. 

I9fl3-64 

14 

on 

10 

0 13 

44 

0-33 

15 

0-30 

1964-C.3 

13 

0-10 

13 

017 

41 

0-33 

16 

0 31 

1965.66 

27 

019 

9 

Oil 

31 

O'24 

12 

023 

1966-67 

18 

012 

2 

0 02 

33 

0-26 

14 

0-27 

1967-68 

.. 23 

0 10 

12 

015 

25 

018 

8 

0’16 

Total 

96 

014 

to 

0 12 

174 

0-27 

65 

0-26 


24. The incidence in relation to the density factor in respect of goods 
trains, it would be seen, has been around double that of passenger trains. 
It would also be seen that while in relation to per million goods train kilo¬ 
metres the incidence of goods train collisions has been showing a more or 
less downward trend, the position in regard to passenger train collisions in 
this behalf has been fluctuating. In fact, both on the broad gauge and the 
metre gauge the incidence as akso the index in relation to million train 
kilometres show'ed an increase in 1967-68 in so far as passenger trains are 
concerned—a none too happy feature. 

2a. In Annexiires JV and V, collisions have been classified into certain 
w’ell-recognised types for the purpose of analysis. These show the compara¬ 
tive position of each group of collisions during the five years from 1963-64 
to 1967-68 in comparison w’ith the preceding six years. The group of colli¬ 
sions, namely, between ‘a train and shunting engine etc.’, which had been 
treated as one tvpe by the Kiinzru Committee was for the purpose of our 
review split up into two separate groups, namely, ‘between a train and a 
shunting engine or vehicles during .shunting’ and ‘between a train and rake 
or load or vehicles stabled on running line’ because of their distinct charac¬ 
teristics. 
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26. Taking the broad gauge first, the relative position of the various 
groups is shown in Annexure IV. It will be seen that the largest proportion 
of collisions during the period 1963-64 to 1967-68 was between two trains 
OT between trains and light engines. These collisions constituted 50.6 per 
cent of the total number of collisions on the broad gauge. It is noteworthy 
that during the years 1957-58 to 1962-63 the percentage of such collisions 
was only.28.7 per cent of the total numlier of collisions even while the colli¬ 
sions between two light engines were then included under this head. These 
have since been excluded. The incidence of such collisions shot up in 
1962-63 and though since then, some decline has been registered, the inci¬ 
dence has continued to be high. 

27. As stated above, the group which in Annexure IV has been classi¬ 
fied as collisions ‘between a train and a shunting engine etc.’ during the 
years 1957-58 to 1962 6.3 has for the purpose of subsequent years been split 
up under two heads. This, therefore, has to be kept in view while compar¬ 
ing the period of 6 years from 1957-58 to 1962-63 with the subsequent five 
years from this angle. Hearing this in mind, il would be seen that in this 
group, a distinct improvement was registered during the five years ending 
1967-68 when comparing it with the period surveyed by the Kunzru Com¬ 
mittee. Notwithstanding this improvement, the percentage of collisions 
‘between a trainband a rake or load or vehicles stabled on a running line’ 
during the years 1963-64 to 1967-68 was substantial, namely, 12.6 per cent. 
This w'ould appear to be a pointer to the fact that lever collars-and similar 
reminder appliances on which the Kunzru Committee laid much stress do 
not seem to he in regular use and this haltit needs to be ingrained into the 
station staff. 

28. The incidence of collisions between a train and a trolly or lorry, 
happily, registered a substantial decrease in the years 1963-64 to 1967-68 
when compared with the earlier six years. It is, however, noticed that as 
between one year and another, there were tvidc fluctnations in the incidence 
and whereas only 3 such accidents occurred in 1963-64, no less than 10 occur¬ 
red in 1967-68. Considering that in most such collisions the responsibility 
rests squarely on the official-in-charge of the trolly or lorry who is usually a 
responsible railway official, and also that usually such accidents are caused 
by misjudgraent of speed or distance of the train by the official-in-charge of 
the trolly and his aides, there is clearly considerable scope to reduce and, 
if possible, to eliminate such accidents. 

29. In the group of collisions ‘between a train and buffer ends or other 
stationary objects’ too, the number decreased from 20 in the 6 years ending 
1962-63 to 11 in the subsequent five years. Here too, the trend over the 11 
years has been a fluctuating one and in particular during the first four years 
of the five reviewed by the present Committee, the incidence registered a 
rise from 1 to 6. 

30. On the metre gauge, the break-up of collisions under similar types 
wars as shoAvn in Annexure V. It would be seen from the Annexure that 
there has been a decline in the number of collisions under each group ex¬ 
cept those between a train and buffer ends or other stationary objects when 
comparing the five years 1963-64 to 1967-68 with the previous six years end¬ 
ing 1962-63, Here also, the collisions under the group ‘hetw?een n Wain and 
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shunting engine etc.’ during the preceding six years have, for the purpose 
of comparison, to be considered against uvo separate groups taken together, 
namely, ‘between a train and a shunting engine or vehicles during shunting’ 
and ‘between a train and a rake or load or vehicles stabled on a running 
line’. It would be seen that there has been improvement under this head. 
Unlike on the broad gauge, the number as well as the percentage of colli¬ 
sions between a train and a rake or load or vehicles stabled on a running 
line exceeds those between a thain and a shunting engine or vehicles during 
shunting during the period under review. Observations made in the con¬ 
cluding portion of para 27 w'ould thus apply equally here too. 

31. Rendered separately for passenger and goods trains, the yearly in¬ 
cidence and percentage of the different classes of collisions during the years 
1963-64 to 1967-68 is given in Annexure VI for the two gauges together. It 
will be seen that during the years 1963-64 to 1967-68, I4I passenger trains 
and 239 goods trains constituting 37 per cent and 63 per cent respectively 
of the total number of tases w'ere involved in collisions. The position in 
1967-68, how'ever, was that more passenger trains were involved in collisions 
than goods trains, tlie respective number being 35 against 33. 

32. Studied Railway-wise, the incidence and percentage of different 
classes of collisions on the broad and metre gauge systems taken separately 
for each of the Railways for the years 1963-64 to 1967-68 are given in An¬ 
nexure VII. 

33. We now turn to the principal causes for train collisions during the 
years 1963-64 to 1967-68. In the following table, the number of collisions 
due to various broad causes for each of the years 1957-58 to 1962-63 on the 
one hand atid of 1963-64 to 1967-68 on the other, is shown. 

Table 6 


Causciihse analysis of collisions—Yearly and according to causes 


Year 

Reception of a 
train on a blocked 
line or despatching 
it into a blocked 
section 

Drivers disregard¬ 
ing signals or 
failing to control 
trains 

Trollies or 
Lorries not being 
protected. 

Miscellaneous 

r"- 

B.G, 

M.G. ' 

'b.g. 

M.G. ' 

' B.G. 

M.G. 

B.G. 

M.G. ’ 

1967-58 .. 

44 

11 

14 

6 

13 

4 

25 

8 

1058-69 .. 

23 

17 

10 

6 

18 

1 

24 

8 

1960-60 .. 

33 

11 

10 

2 

17 

9 

IS 

9 

1960-61 .. 

32 

8 

.31 

3 

30 

4 

15 

5 

1981-02 .. 

21 

16 

22 


28 

10 

11 

4 

1062-63 .. 

21 

9 

20 

1 

14 

2 

21 

8 

Total 

.. 174 

72 

107 

29 

120 

30 

114 

42 

1963-64 .. 

42 

14 

H 

7 

2 

2 

3 

2 

1964-65 .. 

28 

16 

17 

.5 

7 

7 

2 

1 

1966-66 ,. 

32 

14 

15 

7 

8 


3 


1966-67 .. 

23 

9 

20 

4 

5 

i 

3 

2 

1967-68 .. 

19 

If, 

23 

6 

6 

3 


1 

Total 

.. 144 

63 

.86 

29 

28 

13 

11 

6 










34. It will be seen that during 1963'64 to 1967-68, 144 collisions on the 
broad gauge and 58 on the metre gauge were caused by reception of trains 
on a blocked line or despatching the trains into a blocked section or in¬ 
correct setting of points. During the previous six years, the corresponding 
figures due to this cause had been 174 and 72 respectively. The average 
number of collisions contributed by this cause in the years 1963-64 to 
1967-68, taken on the broad gauge and metre gauge together, remained more 
or less the same as during the preceding six years, the re-spective annual 
averages being 41 in each period. As for collisions caused by drivers dis¬ 
regarding signals or failing to control trains, the number of such accidents 
was 86 on the broad gauge and 29 on the metre‘gauge during 1963-64 to 
1967-68 against the corresponding figures of 107 and 29 respectively during 
the previous six years. The average number of accidents attributable by this 
cause during the five years ending 1967-68 loo remained more or less the 
same as during the preceding six years. The averages during the two respec¬ 
tive periods were 23 and 22.7 respectively, indicating a marginal increase. 

35. These causes taken together, or in other words, the specific failures 
of station staff and drivers, were responsible for 230 collisions on the broad 
gauge and 92 on the metre gauge during the years 1963-64 to 1967-68, Dur¬ 
ing the previous six years, sucli failures contributed 281 on the broad 
gauge and 101 on the metre gauge. 

36. The Railwaywise position showing the contribution of each cause 
to collisions on bioad gauge and metre gauge systems during the last five 
years is shown in Annexure VIII. The incidence of collisions due to failures 
of station staff was the heaviest on the Central, the Northern and the South 
Eastern Railways, due to failures of drivers on tlie South Eastern and the 
Eastern Railwa)s and due to non-protection of trollies or lorries on the 
Southern Railway. 

37. We next analyse the failures of station staff* splitting them up ac¬ 
cording to various specific failures. For the purpose of this analysis, we 
group the^e according to whether the collision look place at the time of 
reception of the train, or while despatching a train or in the block section, 
collisions which occurred at stations due to vehicles escaping being taken 
in the third group. The results are shown in the following table: — 

Table 7 


Failures of station staff classified 


Causes 


1. Reception of a train on 
a blocked line due to 
(o) line being occupied 
(6) inororrect setting of 
points 

(c) Signals taken off for 
a train not put back 
“ON” 

(d) fouling mark not 
clear 

(e) obstruction of line 
during shunting 


B.G. M.G. Total 


No. 

- ^ 

0/ 

/o 

No. 

% 

No. 

' 

0/ 

/o 

49 

50-0 

22 

43-8 

71 

48'6 

IS 

18-3 

14 

29*2 

32 

21-9 


3-2 

1 

2'1 

4 

2-8 

18 

18-3 

7 

14-0 

25 

17-1 

10 

10-2 

4 

8-3 

14 

9-6 


100 


100 


100 

98 

681 

48 

76-2 

143 

70-6 


Total* 


13 


Table 7— contd. 


B.G. M.G. Total 


Causes 

r- 

No. 

-A -, 

% 

'no. 

0/ 

/Q 

(“• - 

No. 

0/ 

/O 

2. When dospateliing a 
train: 

• 






(a) by sending it into n 
blocked seulion 

c 

19-8 


IC'7 

8 

18-2 

(6) fouling mark not clear 

b 

18-8 

1 

8-3 

7 

15-9 

(c) obstruction during 
shunting or bumping 
against train going 
away 

11) 

59-3 

5 

41-7 

24 

04-6 

(d) Incorrect setting of 
iwinta 

I 

«1 

4 

33 3 

5 

11-4 



100 


100 


100 

Total* 

32 

22*2 

12 

19’0 

44 

21'3 

3. Collisions in block soo- 
tion or at stations due 
to vehicles escap¬ 
ing 

14 

9-7 

3 

4-8 

17 

8-2 

Grand ToWl 

144 


83 


207 



•Tbe percentages worked out in the total column are of the total of each group to the 
‘Grand total’. 

38. It will be seen that nearly 71 per cent of the collisions occurred at 
the time of reception of trains and 21 per tent at the time of despatch of 
trains. Of the collisions caused by reception of trains on blocked lines, near¬ 
ly half (49 per cent) were due to lines being occupied, 22 per cent due to 
incorrect setting of points and 17 per cent due to fouling marks not being 
cleared. Ten per cent of such accidents were due to obstruction of the line 
during shunting. As against this, of the collisions which occurred during the 
course of despatch of trains, nearly .55 per cent occurred dile to obstruction 
of line on account of vehicles in the process of shunting. 
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39. The failures of drivers in so far as they were responsible for colli¬ 
sions have been analysed under various heads in the table below: — 

Table 8 


Drivers’ failures classified 


Causes 

B.G. 

M.G. 


Total 

No. % 

No. % 

r~ 

No. 

— - ^ 

o/ 

/o 

Collisions caused by drivers: 

(a) disregarding signals 
or overshooting 

40 53-5 

17 58-6 

63 

.54-8 

(i) failing to control 
trains on account of 
defective brake power 

7 8-2 

1 3-5 

8 

6-9 

(c) mismanagement of 
the engine crew , or 
running at e.xcesaive 
speed ,, 

9 10-4 

8 27-6 

17 

14-8 

(d) not observing rules 
when passing Automa¬ 
tic iSigual 

14 16 3 

^ 6-8 

16 

13-9 

(e) moving against sig¬ 
nals daring shunt¬ 
ing. 

10 11-0 

1 3-5 

11 

9-6 

Total 

80 

29 

116 



40. ft will be seen that more than half of the collisions on both the 
gauges (nearly 54 per cent on the broad gauge and 59 on the metre gauge) 
occurred as the drivers disregarded signals or overshot the signals governing 
them. In addition, nearly 10 per cent of the collisions were caused due to 
drivers moving against signals during shunting. 

41. A study was also conducted to see if any particular speed range 
figures in a pronounced manner in the incidence of collisions whether on 
the broad or the metre gauge and whether in respect of passenger or goods 
trains. The results of the study are shown in Annexure IX. This Annexure 
will show that in respect of collisions involving passenger trains, 59 per cent 
of such collisions on the broad gauge involved trains in the speed range of 
over 50 and upto 75 kilometres per hour. Another 25 per cent of collisions 
involving passenger trains on the broad gauge took place on trains with 
speeds above 75 kilometres per hour. On the metre gauge, 61 per cent of 
collisions involving passenger trains were of trains with speeds of 50 kilo¬ 
metres per hour or less and the remaining 39 per cent of trains over 50 and 
upto 75 kilometres per hour. In the case of collisions involving goods trains, 
49 per cent of the trains on broad gauge bad speeds of 50 kilometres per 
hour or less and 80 per cent of the trains on the metre gauge had speeds of 
40 kilometres per hour or less. On the basis of these observations, it is clear 
that the factor of speed has no marked correlation with the incidence of 
collisions within auihorised speed ranges. 
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42. Thus far, in the preceding paragraphs, tlie survey attempted to 
bring out the incidence of collisions and the frequency of these causes. In 
concluding the study on collisions, the categories of staff, who on inquiry, 
were found responsible for the collisions during the 5 years ending 1967-68 
and the respective number of each are shown in the following table. For 
the purpose of this table, all the staff held responsible for a particular colli¬ 
sion have been included. In other words, M'here more than one individual 
were found to blame for the collision all have been reckoned. 

Table 9 

Cntegarii'S of sltiff held responsible for crnising collisions 

Categories of staff held responsi blc Number 


1. SMs.ASMsaiidCASMs .. .. .. .. .. .. 148 

2. Switchmen, Pointsmen, Levermen and C'ab'nmen .. .. .. 103 

3. Shunting Jamadars.YardForemen,other Shniitingand Yard Staff ., 78 

4. Guards .. .. .. .. .. .. .. 64 

6. Drivers, Motonnen and Shunters .. .. .. .; .. 212 

6. PWIs and APWIa .. ■ .. .. .. .. .. SO 

7. Gangmates a i'<l Permanent Way Mistries .. .. .. 29 

8. Signalling and Interlocking staff .. .. .. .. 8 

9. Carriage and Wagon staff .. .. .. .. .. .. 12 

10. Loco Maintenance Staff .. .. .. .. .. .. 3 

11. Other staff .. .. .. .. .. .. 65 


Total .. 748 


4.1 The primary responsibility for collisions, as is well known, ordi¬ 
narily lies on staff m the categories of .station masters, assistant station 
masters or cabin assistant station ma.siers, switchmen, levermen, cahinmen, 
pointsmen, shunting and yard staff, guards, drivers, motormen and shunt¬ 
ers or more generally on the station staff or the loco running staff. It will 
be seen that 80 per cent of the staff responsible for collisions belonged to 
these categories. 

44. The nature of punishments awarded to staff held responsible for 
causing collisions during the last five years was also studied. The position 
is indicated in the table below: — 

Table 10 


Nature of punishment No. of staff 

punished 


(»■) Bemovallrom service ., .. .. .. .. 109 

(it) Compulsory retirement .. .. .. .. .. 5 

(m) Beductiou in rank or grade .. .. .. .. .. 201 

(t«) Withholding of increments .. ., ,, .. 272 

(r) Withholding of promotion .. .. ., .. .. 3 

(ei) Other punishments like fines, censure, stoppage of privilege of passes 

or Privilege Ticket Orders or both .. ., ,. .. 23 

(vie) Prosecuted and convicted .. .. .. .. .. 44 

(viii) Punishment not yet finalised .. .. .. .. 83 


Total .. 740* 


*Nott:— A few of the errant staff either lost their lives or roiild not otherwise be proceeded 
against. 
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Derailments 

45. Next to collisions, the highest hazard potential in railway acci¬ 
dents is in derailments. Derailments of trains take place either during the 
run between stations or at stations while being received or despatched or 
during shunting. Of the important train accidents, they constitute the 
largest number. This is brought out in the following table relating to the 
yeais 196:164 to 1967-68: — 

Table 11 


Particulars of accidents 

Total 


Casualties 


Loss in 
, Rupees 


Killed 

loured 

Total 

Important train accidents 

6316 

623 


4285 

4,92,68,738 

Derailments 

.5000 

202 

1250 

1452 

2,74,64,216 

Percentage 

79-2 

32-4 

34-1 

33-9 

55-7 

Percentage for the .six]yoar8ll957- 
.58 to 1962-03 (Asrecorded byj 
Kunzru 0)inmittee) 

70 

(app.) 



3.5 

71 

(damage) 


46. It will be seen that during the 5 years ending 1967^8, derail¬ 
ments which constituted about 79 per cent of the total number of import¬ 
ant accidents on all the Railways accounted for 34 per cent of the casual 
ties and 56 per cent of loss due to the damage to property, compensation 
claims, etc., resulting from all important accidents. Here, it may he 
remarked that during the 6 years ending 1962-63, derailments constituted 
about 70 ^er cent of the important accidents and resulted in 35 per cent 
and 71 per cent respectively of casualties and damage. Considering the 
magnitude of this category of railway accidents, we think it necessary to 
make a detailed study of train derailments. 

47. The table below gives the incidence of derailments separately for 
the broad gauge and the metre gauge during the .5 years 1963-64 to 1967-68 
as also the preceding 6 years ending 1962-63. Derailments on the narrow 
gauge have not been included. 

Talbe 12 


Number of derailments per million train kilometres 
(from 1957-58 to 1967-68)_ 


Year* 

Broad Gauge ' 

Metre Gauge 

Total 

number 

of 

derailments 

Derailments 

per 

million 
train kms. 

Total 

number 

of 

derailments 

Derailments 

per 

million 
train kms. 

1957-68 

594 

2-4 

483 

40 

1958-59 

660 

2-2 

736 

61 

19.59-60 

624 

2-4 

702 

6-6 

1960-61 

608 

2-3 

686 

6-3 

1961-62 

619 

2-3 

707 

6-4 

1962-63 

615 

2-2 

661 

50 

Average for six years 

600 

23 

665 

5-2 

1963-64 

623 

2-3 

693 

4-6 

1964-65 

4.52 

1-6 

605 

3-7 

1965-66 

386 

1-3 

608 

8-6 

1966-67 

338 

1-2 

463 

3-3 

1967-68 

368 

1-2 

449 

3-2 

Total for five yeans 

2167 


2618 


Average for five years 

433 

1-5 

504 

3-7 
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48. A generally detlining trend is discernible over the years both on 
the broad gauge and the metre gauge though on the broad gauge the 
position remained more or less static since 1965-66. It is, hots-ever, reassur¬ 
ing to observe that compared with the earlier six years, i.e., 1957-58 to 
1962-6.3, the rate of deradments per million train kilometres has, during 
the years 1963-64 to 1967-68, fallen by about 35 per cent on the broad 
gauge and about 29 per cent on the metre gauge. 

49. The incidence of derailments on the metre gauge has continued to 
be consistently higher than on the broad gauge despite the lesser train kilo- 
metrage on the former. While the train kilometres on the broad gauge 
are more than double that on the metre gauge, the incidence per million 
train kilometres on the broad gauge has been less than half of that on th« 
metre gauge. This of course as stated in the earlier part of this para has 
been there all through and was so even during the years 1957-58 to 
1962-63. 

50. Annexure X shows the derailments on each Railway separately 
for the broad and the metre gauge portions, indicating the relative posi¬ 
tion or midsection and station derailments during the 5 yeais ending 
1967-68 in juxtaposition with the 6 years ending 1962-63. While overall, 
there has been an improvement in the position as far as incidence of de¬ 
railments is concerned the position relating to mid-scction derailments, 
which by and large are the more .serious among train derail¬ 
ments, has not kept pace with the improvement as registered in station 
derailments. This is borne out by the fact that whereas during the yean 
1957-58 to 1962-63 the proportion of midsection derailments to the total 
was 17 per cent on the broad gauge and 36 per tent on the metre gauge, 
the corresponding percentage dunng the 5 years 1963-64 to 1967-68* was 
27 and 39 respectively. Furthermore, the figures contained in Annexure X 
indicate that the position in regard to midsection derailments has regis¬ 
tered comparative deterioration on the broad gauge. This was contributed 
by the Northern, the Southern anti the South Eastern Railways. On the 
metre gauge too, ther6 was a sharp rise in midsection derailments on the 
Northeast Frontier Railway. 

51. Hitherto, we had surveyed the overall incidence of derailments 
over the two gauges. Studying the incidence separately for passenger and 
goods trains the position is shown in Annexure XI. Incidence per million 
passenger train kilometres and goods train kilometres in respect of each 
gauge is shown separately in this Annexure. It will be .seen that there was 
an increase in the number of passenger train derailments on both the 
gauges and goods train derailments on the broad gauge during 1967-68 
as compared to the previous year. 

52. Railway wise, the position over the five years, 1963-64 to 1967-68, 
is represented in Annexure XII which shows that the Southern and the 
Northeast Frontier Railways take the top positions both in respect of pas¬ 
senger as well as goods train derailments per million train kilometres on 
the broad and metre gauges respectively. 

53. Annexure XIII shows the incidence separately in re.spect of pas¬ 
senger and goods train derailments from the point of view of whether they 
took place at stations or in midsection. This shows that on the_ broad 
gauge, the incidence of passenger train station and midsection derailments 
was the highest on the Northern Railway and of goods train station and 
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inidscction clerailtnents on the Central and the South F.astern Railways. 
On the metre gauge, the derailments involving both passenger and goods 
trains at stations were the heaviest on the North Eastern Railway and in 
midsection on the Northeast Frontier Railway. 

54. Having made these ob.scrvations on the incidence of derailments, 
we pass on to the chief factors responsible for causing derailments. The 
following table sets out the position according to the broad causes tabu¬ 
lated in column 1. 


Table 13 

Main ravsrs of derailments at stations and in midsection 


1957-5Sto 1962-63 

Derflilments (.aused hy -----.. 

Broad fJaugo Metre gauge 


' ■ ■ ■-■ ■ 


t --- 


At In 

All 

At In 

All 

Rtations mid- 

derail- 

statiemfi mid- 

derail- 

sect ion 

inents 

section 

ments 


1. Staff failures 

.. 02-0 

10 8 

45-1 

45-9 

19-0 

36-4 

(1562) 

(66) 

(1628) 

(1176) 

(269) 

(144.5) 

2. Permanent way failures 

.. 11 6 

19-3 

12-9 

13-9 

10’7 

12-8 

(.349) 

(117) 

(•16C) 

(368) 

(161) 

(.509) 

3. Carriage aitd Wagon defeats 

12-6 

33-4 

16-1 

12-3 

- 32-6 

19-5 

(378) 

(201) 

(582) 

(316) 

(460) 

(775) 

4. Engine defoels .. 

3-5 

5-9 

3!) 

4-3 

3-8 

4-1 

• (105) 

(36) 

(141) 

(110) 

(54) 

(164) 

r». Miseella neons eiiusee 

20-3 

.30-6 

22-() 

23'6 

33-9 

27-2 


(607) 

(187) 

(794) 

(603) 

(479) 

(1082) 

6. Total 

3001 

010 

3611 

2662 

1413 

3975 


■> 


196.3-64 to 1907-68 


Broad gauge Metre gauge 


Derailments caused by 

At 

stations 

- 

In 

mid- 

section 

All 

derail¬ 

ments 

i 

At 

stations 

,A, 

In 

mid¬ 

section 

All 

derail¬ 

ments 

T. Ptaff failures 

.51-8 

160 

420 

43-8 

20-7 

.34-8 


(814) 

(96) 

(909) 

(676) 

(202) 

(877) 

2. Permanent svav failures 

14-6 

28-4 

18-4 

1.3-0 

16-6 

14 4 


(229) 

(170) 

(309) 

(201) 

(162) 

(363) 

3. Carriage and Wagon defects 

18-4 

30-0 

21-6 

16-8 

32-4 

22-3 


(280) 

(178) 

(467) 

(245) 

(316) 

(561) 

4. Engine defects 

40 

4-6 

40 

11-6 

6-0 

01 


(68) 

(27) 

(90) 

(179) 

(49) 

(228) 

6. Miacellnneous cansea 

11-2 

21 0 

140 

16-8 

25-3 

19-4 


(177) 

(125) 

(302) 

(243) 

(246) 

(489) 

6. Total 

1.572 

.595 

2167 

1543 

975 

2518 


> 


Note :—^The Railwaywiae position is given in Annexurps XIV to XIX. 
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55. It will be seen from ihe above table that except in the case of en¬ 
gine defects on the metre gauge, the incidence of derailments attributable 
to each of the five groups of causes on both broad gauge and metre gauge 
declined substantially in the five years ending 1967-68 as compared to the 
preceding six years. In respect of engine defects, the number of derail¬ 
ments on the metre gauge went up from 164 in the six years ending 1962-63 
to 228 in the subsequent five years, the annual average having thus in¬ 
creased from about 27 to about 45, a rise of nearly 66 per cent. 

56. Staff failures :—As for the relative contribution of each causative 
factor, we first take ‘staff failures’. Staff failures which mainly consist in 
faulty manipulation of points, improper setting and non-locking of points, 
drivers’ failures, and defective loading accountc-d for 42 per cent derail¬ 
ments on the broad gauge and about 35 per cent on the metre gauge dur¬ 
ing the five years ending 1967-68. In comparison, during the six years end¬ 
ing 1962-63, 45 per cent on broad gauge and 36 per cent on metre gauge 
resulted from such failures. 'I he total number attributable to this cause 
on the two gauges was 909 and 877 respectively during the last five years 
as compared to 1628 and 1145 during the preceding six years. Not only 
did the total number of derailments attributable to staff failures come 
down during the last five years but even the relative weightage (in percent¬ 
age) of staff failures as a cause of derailments showed a marginal reduc¬ 
tion during the period under review. The inidsection derailments attri¬ 
butable to staff failures, taken separately, however, went up on the broad 
gauge from 66 during the preceding six years to 95 during the last five 
years. Their percentage too registered a corresponding rise from about 11 
to 16. On the metre gauge, even though the total number of midsection 
derailments attributable to staff failures came down from 269 to 202, the 
relative percentage of such derailments to the total number of derailments 
on the metre gauge went up from 19 to nearly 21 in the last five years. 

57. Permanent Way failures :—Here too, while the total number of 
derailments attributable to this cause came down substantially during the 
period under review as compared to the preceding six years, i.e., from 975 
to 762, the number of raidsection derailments attributable to this cause 
went up on both the gauges—on the broad gauge from 117 to 170 and 
on the metre gauge from 151 to 162. Considering that the figures for 
the earlier period relate to six years, the increase in the midsection de¬ 
railments on the two gauges during the picriod under review when com¬ 
pared to the previous six years becomes all the more substantial. This is 
also reflected in the increase in the percentage of midsection derailments 
attributable to permanent way failures to the total number of derailments 
from about 19 to about 28 on the broad gauge and from nearly 11 to 
nearly 17 on the metre gauge. The derailments at stations, no doubt, came 
down on both the gauges, but even so the picrcentage contribution of 
the permanent way failures in such derailments went up from about 12 
on the broad gauge during the period to about 15. 

58. Carriage and wagon defects :—The number of derailments attri¬ 
butable to carriage and wagon defects—in midseclion as well as at stations 
—showed a decrease on both the broad and the metre gauges during the 
five years ending 1967-68 as compared with the preceding six years. The 
relative weightage of carriage and wagon defects as a cause, however, under¬ 
went some change during these years. As would be observed from Table 
13, 21.6 per cent of the derailments on the broad gauge and 22.3 per cent 
of the derailments on the metre gauge were d.ue to carriage anu wagon 
L/P(T))1RB—2(a) 
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defects during the last five years. The corresponding figures for 1957-58 to 
1962-63 were 16.1 per cent on the broad gauge and 19.5 per cent on the 
metre gauge. The relative weightage of carriage and wagon defects as a 
factor in the incidence of derailments rvas thus more pronounced during 
the last five years on both the broad gauge and metre gauge systems. As to 
midsection derailments, the carriage and wagon defects were responsible 
for 30 per cent and 32.4 per cent of the midsection derailments on the 
broad gauge and metre gauge respectively during 1963-64 to 1967-68 as 
against the corresponding figures of 33.4 per cent and 32.6 per cent of the 
derailments on the two gauges respectively during 1957-58 to 1962-63. The 
weightage of this factor in midsection derailments thus remained more 
or less static. On the other hand, in .station derailments, the relative contri¬ 
bution of carriage and wagon defects as a factor roistered a rise on the 
broad as well as the metre gauges during the last five years as compared 
to the period 1957-58 to 1962 63. 

59. Since carriage and wagon defects bear an obvious relation to the 
work performed by rolling stock expres.sed in terms of million vehicle kilo-- 
metres, the incidence of derailments on the Railways due to carriage and 
wagon defects has been correlated to vehicle kilometres in Annexure XX, 
for the broad gauge and in Annexure XXI for the metre gauge. 

60. It will be seen that on the broad gauge, there was an improve¬ 
ment on the Eastern, the Central, the South Eastern and the Western 
Railways but some deterioration on the Northern and the Southern Rail¬ 
ways. On the metre gauge, however, all the Railways showed improvement. 

61. Engine Defects :—^We next turn to engine defects as a causative 
factor. As already mentioned in p-ara 55 it would be seen from Table 13 
that while on the broad gauge, the incidence of derailments attributable 
to engine defects showed a clear decline in the five years ending 1967-68 
as compared with the previous six years, on the metre gauge, the incidence 
due to this factor went up both in respect of midsection as well as station 
derailments. This is indeed disquieting. 

62. As to the rtdative weightage of engine defects as a factor in de¬ 
railments, it is observed that particularly in respect of station derailments, 
the percentage attributable to engine defects on both the gauges increased 
during the five years ending 1967-68, being 4 on the broad gauge and 11.6 
on the metre gauge as against 3.5 and 4.3 during the preceding six years. 

63. Related to the density, of traffic, the incidence of derailments attri¬ 
butable to engine defects on the broad and the metre gauges is shown in 
Annexure XXII and Annexure XXIII respectively. 

64. These Annexures will show that while on the broad gauge im¬ 
provement was registered on all the Railways except the Southern, on 
the metre gauge, the position deteriorated on all the Railways except the 
Northern. 

65. Miscellaneous Gauges :—As will be seen from Table 13 and An¬ 
nexures XIV to XIX, there was a substantial reduction in the incidence of 
derailments attributable to ‘Miscellaneous causes’ during 1963-64 to 
1967-68 as compared to 1957-58 to 1962-63 on both the broad gauge and 
the metre gauge systems. This decrease is noticeable in respect of both sta¬ 
tion and raidsection derailments on all Railways except that the Northeast 
Frontier Railway has registered an ina-ease from 71 midsection d,erail- 
raents during 1957-58 to 1962-63 to 100 such derailments during 1963-64 to 
1967-68 due to miscellaneous causes. 
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66. In Annexure XXIV the passenger and the goods train derailments 
have been' analysed separately according to each of these broad causes. 
It will be seen that failures of staff accounted for the largest number of 
derailments of both passenger and goods trains on the broad gauge and 
of goods trains on the metre gauge. 

67. With a view to having a closer look at isach of the broad causes 
referred to in the foregoing paragraphs, these have been further itemised 
according to their nature. Taking ‘staff failures’ first, the primary' causes 
which constitute .this broad head have been classified in Annexure XXV. 
It will be clear from this that a large proporlioii of derailments on both 
the gauges was caused by incorrect setting or non locking or faulty opera¬ 
tion of points. Disregard of approach and departure signals and failure 
to regulate or control trains on the broad gauge, ‘ excessive speed and 
faulty driving on the metre gauge were the other main contributory 
factors. 

68. I'he Railwaywise position reflecting the weightage of various 
primary causes under the main head stafl. failures’ is given in Annexure 
XXVI. It will be seen from this that the largest number of derailments 
due to incorrect setting or non-locking of points and due to drivers’ 
failures occurred on the Central Railway on the broad gauge and on the 
North Eastern Railway on the metre gauge. 

69. The broad cause 'tiack defects’ has been itemised according to 
the nature of defects found responsible for derailments in Annexure 
XXVII. It will be seen that a substantial number of derailments on both 
the gauges was caused by sinkage of track and other causes like defective 
cross or longitudinal levels, bad alignment, incorrect gauge, etc., which 
are manifestations of unsatisfactory maintenance of track. 

70. Raihvaywise position in this regard is given in, Annexure XXVUI. 
The incidence of derailments due to poor maintenance of track has been 
the heaviest on the Southern and the South Eastern Railways and due to 
sinkage of track on the South Eastern and the Northeast Erontier 
Railways. 

71. By way of comparison, the position in respect of derailments 
caused by sinkage of track on the one hand and by defective track mate 
rial and other track defects on the other on some of the Railways during 
the years, 1963-6-1 to 1967-68 in juxtaposition with the preceding six years 
as brought out by the Kunzru Committee is shown in Annexure XXIX 
It will 1^ seen that the position on the Southern and the South Eastern 
Railways worsened as far as sinkage of track was concerned. 

72. The broad cause ‘carriage and wagon defects’ has also been classi¬ 
fied under various primary causes according to their particular nature in 
Annexure XXX, It will be seen from this that defective or broken springs 
or suspensions, broken axles or journals, defective wheels and tyres, and 
breakage of undergear, vacuum or brake fittings were the chief carriage 
and wagon defects responsible for derailments on both the gauges. 

73. The corresponding position of such carriage and wagon defects 
according to Railways is given in Annexure XXXI. The incidence of de 
railments due to defective or broken springs or suspensions was the high¬ 
est on the South Eastern and the .Southern Rhilways, due to broken axles 
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and journals on ihe Norlherii and ihe Western Railways and due to 
breakage of undergear and brake fittings on the South Eastern and the 
North Eastern Railways. 

74. Engine defects as a cau.saiive factor in derailments are itemised 
under primary causes in Anncxure XXXil. The largest single primary 
factor in derailments due to engine defects on the broad giuige as seen 
from this annexure was defective wheels and tyres. On the metre gauge 
too, apart from “other engine defects” this was the largest single factor. 

75. The po.sition in regard to the primary factors responsible for de¬ 
railments under the main cause “engine defects” Railway-wise is given in 
Annexure XXXIIl. It will be .seen that the incidence of derailments due 
to defective wheels and tvres was the highest on the Southern Railway on 
the broad gauge and the Western Railway t>n the metre gauge. 

7G. Annexure XXXIV gives a break-up of the causes which go to form 
the broad cause refericd to as 'miscellaneous causes’ Railwaywise position 
is given in Annexure XXXV. The largest number of derailments due to 
‘miscellaneous causes' was attributable to obstruction of track. Derail¬ 
ments due to ‘cause not determined’ and ‘other causes' accounted for 
nearly .^9 per cent and 42 per cent lespectively on the two gauges. 

77. It may be perMucru to observe that during the course of our in¬ 
vestigations, while going into certain other cognate matters, we noticed 
that in respect of a large number of cases of derailments, the Railway 
administration were, for the purpose of their own analysis showing the 
cause as “accidental". On enquiry, we were advised by the Railway Board 
that cases where responsibility could not be fixed wet'e being classified ns 
'accidental'. We apprehend that by treating the causes of derailments 
whole.sale as ‘accidentar in a substantial number of cases, the administra¬ 
tion’s attention is unlikely to be pin-pointed on the source of trouble. 
Furthermore, the plethora of cases shown under this head would appear to 
indicate as if the enquiring officers were bringing a departmental appioach 
ta bear on the question and avoiding the fixing of pointed responsibility. 

78. ihe analysis in the preceding paragraphs was from the point of 
view of causes that lead to derailments. In Annexure XXXVI, the results 
of a study bringing out the factor of the speed range of trains involved 
in derailments are shown. It will bo recalled that a similar study in respect 
of collisions was attempted in Annexure IX and para 41. 

79. On the broad gauge, the largest number of passenger trains in¬ 
volved in derailments had a speed of over 50 kms. p.h. and upto 75 kms. 
p.h. It will be recalled that in (ollisious too, it is this >peed range which 
featured most. In rase of goods trains, the largest number involved trains 
having a speed range of 50 kms.p.h. or less. 

80. On the metre gauge, the largest number of passenger trains in¬ 
volved in derailments had a speed of 50 kms. p.h. or less and the largest 
number of goods trains involved in derailments had speeds of 40 kms.p.h. 
or less. 

81. It would thus appear that within these ranges, che speed factor 
does not have a direct correlation with the incidents of derailments. 
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82. As in the case of collisions, the categories of staff found responsi¬ 
ble for causing derailments during the 5 years ending 1967-68 have been 
enumerated in the table below. In the figures of the number of staff held 
responsible, all staff found to blame in a case of derailment have been in¬ 
cluded. In other words, where more than one person was found to blame 
in a single case of derailment all have been included. 

Table 14 


Number of 


Categories of staff staff held 

responsible 

1. Station Masters, Assistant Station Masters .. .. .. .. 322 

2. Pointsmen, Levermen and Cabinmen .. ., ,. ,, 69.5 

3. Shunting Oamadars and other shunting staff .. .. .. 69 

4. Yard Foremen and other yard staff .. ,. .. .. 31 

5. Guards .. .. ... .. 534 

6. Commercial staff .. .. .. .. .. 138 

7. Drivers ., .. .. .. ., 1180 

8. Shunters .. .. .. .. .. 33 

9. P.W. Is and A.P.W. Is . .. .. 334 

10. Gangraates, Permanent Way Mistries and Keymen .. .. .. 612 

11. Signalling and Interlocking staff .. .. .. ,. .. 39 

12. Carriage and wagon staff .. .. .. ., .. 861 

13. Loco maintenance staff .. .. .. .. .. 219 

14. Other staff .. .. .. ., .. 09 

13. Total .. .. .. ,. .. 5142 


83. It will he seen that the staff maiuly held responsible are in the 
tategorics of drivets, carriage and wagon staff, pointsmen, levcmien and 
cabinmen, gangmates, permanent way mistries and keymen and guards. 
The drivers constituted the highest number licld responsible for causing 
derailments and accounted for nearly one-fourth. The carriage and wagon 
staff were the next highest in number followed by staff in the ealcgorv of 
pointsmen, levermen and cabinmen together. 

84. A study was also conducted to sec the nature of punishments im¬ 
posed on the staff held responsible for causing derailments. The results are 
shown in the table below: 

Table 15 


Nature of punishment Number of 

staff 


(») Kemoval &om service .. .. .. .. .. 175 

(«V) Compulsory retirement '.. .. .. .. .. 15 

(iti) Reduction to lower time scale of pay, grade, post or service .. 511 

(it)) Withholding of increments of pay .. .. .. .. 3,485 

(t)) Withholding of promotion for a specified period .. .. .. 25 

(®i) Other minor penalties like censure, withholding of the privileges of 

Passes or Privilege Ticket Orders or both, fine .. ,. ., 702 

(vii) Prosecuted and convicted .. .. .. ,. .. 5 

(viii) Action not yet finalised .. .. .. • .. .. 219 

Total .. 5,137* 


♦Note—A few of the errant staff either lost their lives or could not otherwise be prooeeded 
ag.ainst. 
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Accidents at Level Crossings 

85. Accidents at level crossings are collisions between trains and road 
vehicles. These pose a danger primarily for the road user and to a lesser 
degree for the railway. During the last live years, such accidents resulted in 
the death of 225 persons travdling by road vehicles and injuries to anotlier 
846. It is noteworthy that train collisions during the same period caused 
255 deatns and injuries to 1955 persons and derailments of trains caused 
202 deaths and injuries to another 1250. Accidents at level crossings thus 
assume importance. 

86. Level crossings are classified according to their importance as 
Special Class, A Class, R Class, C Class and D Class in consultation with 
State (lovernments. This classification is determined by the nature of the 
road and the density of road and rail iraflic and indicates the structural 
character of the level crossing and the precautions necessary for protection 
of both road and rail traffic. 1 he number of different types of level cross¬ 
ings is shown below: — 


Tablx 16 


I'ypes of Level Crossings 


Number 


.Special Claes 
A Class 
M Class 

C Class (Manned) 

C Class (Unmanned) "I 

D Class (Cattle crossings) J* 


249 

1,229 

3,540 

11,282 

20,080 


Total 


42,385 


87. There are at present 16,300 manned level crossings and 26,085 un¬ 
manned level crossings. In othei words, 38 per rent are manned level cross¬ 
ings and 62 per cent arc unmanned level crossings. At the end of 1963, 34 
per cent were manned level crossings and 66 per cent, unmanned level 
crossings. 

88. The number of accidents at manned and numanned level cross¬ 
ings during the last five years on all gauges is shown below: — 

Table 17 


Year 

Number of aeoidonts 
at level erossings 

A 

» 3 

Manned Unmanned 

Total 

19(1.3-64 

56 

108 

164 

1964-6.5 

38 

96 

133 

1965-66 

48 

80 

128 

1966-67 

27 

77 

KM 

1967-68 

:t3 

81 

114 

Total 

202 

441 

643 

Tercen' aga 

31-4 

68-6 

lOO-O 
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89. A perusal of the figures would show that nearly 69 per cent ol 
the accidents at level crossings occurred at unmanned level crossings which 
constitute 62 per cent of the total number of level crossings. The remain¬ 
ing 31 per cent of the accidents at level crossings took place at manned 
level crossings which constitute 38 per cent of the total number of level 
crossings. 1 his broadly confirms the conclusion drawn by the kunzru Com¬ 
mittee that the manning of the level crossings does not provide a com¬ 
pletely satisfactory remedy against accidents at level crossings. 

90. The number of accidents per manned and utimanned level cross¬ 
ing on the different railways during the six years ending with 1962-63 and 
the five years ending with 1967-68 is given in Annexure XXXVII. It will 
be seen that the incidence of accidents per manned and unmanned level 
crossing taken separately as well as together has falleti during the last 
five years as compared with the six years ending with 1962-6‘). The reduc 
tion has been to the extent of 50 per cent. 

91. Taking passenger and goods trains separately, the number of 
accidents at manned and unmanned level crossings for each type of train 
on the broad and the metre gauges is brought out in the Annexure 
XXXVIll. It would be observed that on both the gauges, more passenger 
trains were involved in accideiys at level crossings than goods trains, the 
disparity being greater in case of metre gauge. The number of accidents 
at manned level crossings involving passenger trains has increased from 9 
to 14 on the broad gauge and from 1 to 5 on the metre gauge during 
1967-68 as compared to the previous year. Moreover, at manned level 
crossings, 14 passenger trains were involved in accidents against 10 goods 
trains on the broad gauge and .5 pa.ssenger trains against 4 goods trains on 
the metre gauge. This is a disturbing feature as passenger trains run to a 
fixed schedule which is known to gateiiien and there should be less reason 
for their being taken unawares. 

92. 'The number of accidents at level cTOssings on the broad gauge 
and metre gauge in correlation with train kilometres is given in Annexure 
XXXIX. 'Ihe figures would show at a glance that the rate per million 
train kilometres was less during the last five years as compared with the 
six years ending with 1962-63. The trend has been more or less downward. 
Whereas on the broad gauge, it remained static during the last three 
years, there was a reversal of the trend on the metre gauge during 1967-68. 
We hope this is a sporadic feature and the downward trend will be re¬ 
sumed. The picture would be complete only if density factor of road 
trafiBc were available which unfortunately was not. 

93. The incidence of accidents at level crossings involving passenger 
and goods trains—over all and on different Railways—in corrdation with 
the density of traffic is brought out in Annexure XL and XLI respectively. 

94. The incidence involving passenger trains per million pas.senger 
train kilometres showx'd an upward trend on the broad gauge during the 
last two years and a reversal of the declining trend in 1967-68 on the 
metre gauge. In case of goods trains, the trend was throughout downward 
on the bioad gauge but got reversed on the metre gauge in 1967-68. The 
highest iticidence of accidents at level crossings was on the Northeast 
Frontier Railway and the next highest on the North Eastern Railway in 
the case of both passenger and goods trains. 



95. We next analyse the incidence of accidents at manned level 
crossings according to different causes. The result is shown in the follow¬ 
ing table: — 

Table 18 


Causes 

Number 

Percentage 

Ihio to open or improperly closed or secured gate 

08 

48-6 

Drivers disregarding signals 

7 

3-6 

Road vehicles coming over the level crossing when barrier on 
one side i.s closed 

17 

8*6 

Road vehicles crashing into the lifting barrier or swing tM>o 
gate.s or breaking the lock and opening the gate 

28 

13-8 

Road vehicles breaking or opening the chain at a level crossing 
closed by chains 

8 

3-9 

Road vehicles left at level crossing or infringing the track 

15 

7-4 

Other causes 

29 

14-4 

Total . , . . .. . 

202 

100-0 


96. The staff held responsible for causing accidents at manned level 
crossings during the last five years comprised 94 gatemen, 21 drivers and 
29 others. Apart from these, 126 road users were held responsible. This 
implied that in these accidents about 55 per cent railway’ staff' and 47 
per cent road users were involved in acts of omission or commission. 
This position is also reflected in the cause-wise analysis given in the 
foregeting paragraph wlierein 52 per rent of the accidents at level cros¬ 
sings could be directly attributed to the failure of the railway staff, the 
remaining being mainly due to the fault of road users. 

97. This position, as it has developed, is at variance with the picture 
draw'n by the Kunzru (Committee which found that only 12 per cent 
of the accidents at manned level crossings were due to the failure of road 
users. 

98. We also considered it relevant to examine the position regard¬ 
ing the punishments imposed for lapses resulting in accidents at level 
crossings. This is shown below: — 

Table 19 


Nature of punishment 


Number 


Bemoval from service 
Compulsory retirement 
Reduction in (o) rank 
(b) grade 

Vyitliholding of promotion 
WillihoI<ling of increments - 
(o) Recurring 
(b) Non-recurring 
Prosecuted and convicted 
Cases subjiidiee 
Cases under investigation 
Total of Railway staff 
Road users prosaculed and convicted 


.30 


12 

4 

4 

:n 

2B 

30-, 

1 

144 

45 
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9!). A study ivas conducted of the types of road vehicles involved 
in accidents at level crossings—both manned and unmanned—during 
the last five vears with a view to pinpointing the tvpo of road user on 
whom attention should be concentrated. The residls are given in the 
following table: — 

TABt.E 20 


Types of Road Vehicles 


Number Percentage 


Motor trucks 
Passenger buses 
Taxis, cars and jeeps 
Tract ors 
Tongaa 
Bullock carts 
Others 

Total . 64.1 100 0 

100. It will be seen that the largest proportion of the accidents at 
level crossings involved niotoi trucks, the builc>ck carts coining second. 
Between themselves, these two were involved in about O" per cent or 
two-thirds of all the accidents that occurred a: the level crossings during 
the last five vears. This lends support to the commonly hekl impression 
that truck drivers arc the most reckless in driving and the linllock cart 
drivers too indolent to care. 

101. We also considered it fir to examine the distribution statewise 
of level crossing accidents—both manned and unmanned—and the tasual- 
ties resulting therefrom statewise. The position is shown below: — 

Tabi.e 21 


31) 

0-1 

48 

7-4 

2.') 

:t-9 

3 

0-4 

182 

28-4 

97 

1.5-0 


dumber of level evossing (’asimUies 

Name of .State accidentfl at 



Manned 

Unin mined 

Tot ul 

Killerl 

Injured 

Total 

Assam 

16 

Ifi 

32 

5 

39 

44 

Andhra 

14 

53 

67 

43 

142 

185 

Bengal (West) 

31 

49 

80 

32 

89 

121 

Bihar 

27 

43 

70 

47 

114 

101 

Gujarat 

7 

47 

.54 

12 

85 

97 

Haryana 

6 

5 

11 

I 

25 

20 

Himachal 


1 

1 




Kerala 

• > 

5 

7 

5 

3.5 

•40 

Madhva Pi*a<loi=^h 

s 

39 

47 

8 

21 

2tl 

Maharashtra 

f- 

12 

19 

15 

48 

03 

Madras 

4 

47 

51 

11 

33 

44 

Mvsoro 

14 

19 

33 

.I 

40 

.51 

Orissa 

•> 

12 

14 

3 

38 

41 

Punjab 

10 

;tt) 

40 

12 

31 

43 

Rajasthan 

8 

17 


19 

85 

104 

Uttar Pradesh 

47 

40 

93 

7 

15 

22 

Tnt al 

202 

44 

043 

225 

846 

1071 
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102. Tpe numbei of accidents at level crossings according to time 
blocks of four hours each is shown below: — 

Table 22 

Number of accidenta 
at level crossing!! Total 

Time Blocks r--'--i Number 

Manned Unmann¬ 
ed 


0-4 





44 

o7 

101 





.. 

3.1 

71 

lot) 

8—12 





:u 

73 

104 

12—lU 




. . 

20 

94 

123 

1G--20 





23 

9t 

117 

20—24 


•• 

•• 

•• 

40 

.72 

92 

Total 





202 

441 

t>43 


103. It would be seen that the number of accidents at manned level 
crossings was the highest during 0 to 4 hours closely followed by that 
during 20 to 24 hours. In the 8 hours period from 20 hours at night to 4 
hours in the morning, 42 per cent of the total number of accidents 
occurred. The remaining 58 per cent occurred during the remaining 16 
hours i.e., from 4 to 20 hours. The need for intensive and surprise checks 
of gates at night is thus clearly indicated. 

104. On the other hand, the largest number of accidents at un¬ 
manned level crossings, i.e. about 38 per tent of the total number of 
accidents at' unmanned level crossings occurred during the hours of total 
daylight i.e., from 8 to ^ ho'urs and another ,37 per (cnt during the 
hours of partial daylight viz. f to 8 hours and 16 to 20 hours. This is 
probably due to t'he fact that the nature of irathc using unmanned level 
crossings move mainly during the day. 

Fires in Trains 

105. A lire in a running train—passenger or goods—is treated as a 
train accident on the Railways. The Kunzru (iomniitt'ce had recommend¬ 
ed that in order to bring the delinitioii of lircs in trains on the Indian 
Railways in consonance with the practice on some of the railways abroad, 
a fire in a train should be treated as a train accident when it resulted in 
death or injury or in loss of property of Rs. 500 or more. Accordingly, the 
definition of fires was revised in ihe middle of 1964. With effect from the 
year 1964-65, thus, cases involving loss of property less than Rs. 500 and 










not resulting in death or injury were excluded from the figures of fires in 
trains and began to be accounted for under miscellaneous accidents. In 
the light of the revised definition, thus, the number of cases of fires in 
trains as would be seen from the figures which follow, fell sharply in 
the years 1964-G5 onwards. Comparison of the figures in this category of 
accidents during the five years 1963-64 to 1967-68 with the figures of the 
preceding six years ending 1962-63 is, therefore, not tenable. 

106. With the revised definition, the fires in trains during the years 
1963-64 to 1967-68 constituted 4 4 per tent of the total niimbcT of im¬ 
portant accidents. These, however, resulted in 2.4.4 {x;r cent of deaths, 
9.9 per tent of injuries to passengers and staff and 13.4 per cent of the loss 
to property, compensation claims etc. The significance of this category of 
accidents is thus evident. 

107. The yearwise position in respect of fires in trains on the two 
gauges during the last five years as' compared with the six years ending 
1962-6.3 is given in the table below: — 

Table 23 


Broad gaugo Metro gauge 


Year 




No. 

Rate per 
million 
train 

kilometres 

No, 

Rate per 
mflUon 
train 

kilometres 

1057-58 

.. 



221 

•87 

73 

•56 

19.S8-50 

. . 

- - 


254 

1-0 

97 

•75 

1059-60 


-- 


199 

•76 

91 

•68 

1900-61 

. . 

-- 

.• 

264 

10 

109 

•81 

1961-62 


., 


167 

•56 

09 

•50 

1962-63 

•• 

-• 

•• 

142 

•60 

93 

•68 

Average for six years 


•• 


206 

•81 

89 

•68 

1963-64 


,, 

♦ . 

77 

•28 

36 

-26 

1964-66 


-- 

-- 

21 

•08 

10 

•07 

1965-66 


-- 

-- 

32 

•11 

10 

•07 

1966-67 


-- 

-- 

34 

•11 

19 

•13 

1967-08 


-- 

-- 

20 

•09 

16 

•11 

Average for five years 




38 

•13 

18 

•IS 



108. As would be seen from the table above, the incidence of fires in 
trains as also the rate per million kilometres showed a sleep fall on both 
the gauges during the yeare 1903-64 to 1907-08 rompared with the pieced^ 
ing six years. This, however, as stated earlier was prim.trily because of 
the exclusion from the definition of fires in trains of a large number of 
cases of fire. 


J09. Confining our attention to the position during the last five 
years, it would be observed from the table above that the average incidence 
of fires in trains per million train kilometres was identical on the two 
gauges even while the number of fires in trains on the broad gauge was 
nearly double that on the metre gauge. On neither of the two gauges was 
there a consistency in the trend and fluctuations took place from yeai to 
year. 


110. Taking passenger and goods trains separately on the ttvo 
gauges and correlating their incidence with the traffic derisity factor, the 
position which emerges is shown in Annexure XLII. It will be seen that 
the incidence of fires involving passenger trains on the broad gauge in 
1967 68 showed a welcome rever.sal of the upward trend which became 
manifest from 1964-65 to 1966-67.- In the case of goods trains, the incidence 
remained static over the last two years. A comyarison with 1963-64 is not 
quite valid since as mentioned a change in definition occurred in 1964-6.5. 
On the metre gauge the incidence of fires in trains involving passenger 
trains showed a fluctuating tendency. In the case of goods trains, how¬ 
ever, the incidence stayed at a steady low level. Here it may be observed 
that during the last two years, nainelv. 1966-67 and 1967-68, the incidence 
of fires in passenger trains p>eT million passenger train kilometres was 
much higher on the metre gtCTige than on the broad gauge. Oonsideiing 
that overall, the passenger train kilometres on the broad gauge are neaily 
twice that on the metre gauge, the relatively higher incidence of fires in 
trains on the ihetrc gauge cannot but be viewed with concern. 

111. On individual railways, the position in respect of fires in trains 
on the two gauges during the last five years correlated to the traffic density 
factor was as shown in Annexure XI,III. The incidence of fires in trains, 
it will be seen, has been substantial on the Southern, the Central, the 
Eastern and the South F.astern Railways. 

112. Taking the cases of fires on passenger and goods trains separately 
on each of the Railways, the position is shown in Annexure XLIV. It will 
be seen that three-fourths of the cases of fires in trains look place on 
passenger trains and only one-fourth on goods trains. It would also be noted 
that the incidence of fires in passenger trains on the broad gauge w’as 
more than double that of the goods trains and on the metre gauge, more 
than six times that of the goods trains. 


113. In the table ivhich follow's, we analyse the causes of fires in 
passenger trains on the different Railways during the years 196.3-64 to 


1967-68; 
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Table 24 


Causes 


C.R. 

E.R. N.R. N.R.R. N.F.R. 

.S.R. .s.r.R. 

•S.K.R. 

W.K. Total 

1. Defects in or fail¬ 

No. 

4 

14 

8 

4 . . 

19 


10 


07 

ure of electrical 
equipment or .sliort 

A 

li-.T 

40.() 

.-.3 3 

2*^*2 

34 0 


84 1 

IR-O 

31-0 

circuiting of elec¬ 
trical wires. 

B 

00 

20-9 

12-11 

60 

2S-3 


23-8 

30 

100 0 

2. Sparlce from engines No. 


0 


4 

s 

3 


1 

22 


A 


171 


22'2 

14 3 

23-1 


(to 

10-6 


B 


27 3 

•• 

r8-2 

36-4 

13«6 


4-5 

100 0 

3. Negligence of pas¬ 

No. 

3 

9 


7 10 

1) 


1 

2 

38 

sengers and other 

A 

9-4 

2o-7 


390 91 0 

10-7 


.5-3 

18-0 

18-1 

outsiders e.g. bidi A 

B 

7-9 

23 7 


lS-4 2«:3 

1.5 8 


2-6 

5-3 

100-0 

cigarette ends th¬ 
rown earelc^ssly, 

lighting of fires in 











carriages, carrying 
of infiammable 











goods etc. 











4. Negligence of rail¬ 

No. 

1 

1 



18 




25 

way staff, e.g. im¬ 

A 

3'1 

2-9 



32 1 

38-4 


. , 

11-9 

proper examinaf ion 

B 

40 

4-0 



72 0 

20 0 



100 0 

of loading of explo¬ 
sives, dangerous or 











inflaiumahle goods. 











rough shuitting, 

■wrong marshalling 











etc. 











3. Accidental e.g., 

No. 

3 

4 

3 

1 

4 


1 


10 

wire contacts due to 

A 

9-4 

n-4 

200 

90 

7 1 


.5 3 


7-6 

pilferage of fittings, 
overheating of 

B 

18-7 

230 

18-7 

6-3 

2.5 0 


6-3 


1000 

paint etc. 











6. Cause not doter- 

No. 

21 

1 

4 

3 

1 

4 

1 

6 

41 

mined. 

A 

0.'5-8 

2-9 

20-7 

10-C 

10 

30-8 

5 3 

65 0 

19-5 


13 

51-2 

2-4 

9-8 

7-3 .. 

2 4 

9-8 

2 4 

14-7 

1000 

7, Cases not finalised 

No. 






I 



I 


A 






7-7 



0-5 


B 






100-0 



100-0 

8. Total 

No. 

32 

3.0 

1.3 

18 11 

56 

13 

19 

11 

210 


A—Perccntdze of ths cuuse to iho total on eauh Railway. 

B—Peroentiige of the cnuao on enoti railway to tho total of all railways. 


114. It will be seen that 67 cases forming 32 per cent of iires in pas¬ 
senger trains resulted from defects or failures of electric equipment or 
.short-circuiting of electric wires. As had been brought out in the beginning 
of this study of fires in trains, comparison with eailier vears is not tenable 
due to a change in definition. Nevertheless, it may be relevant to state that 









during the preceding 6 years ending 1962-63, defects in electrical equip¬ 
ment or short-circuiting etc., had accounted for 35 per cent of fires in 
passenger trains. This cause has thus continued to be the most important 
single factor resulting in fires in trains. 

115. .Sparks from engines were responsible for about 11 per cent of 
the cases of fires in passenger trains. Here too, it may bci observed that 
during the six years ending 1962-63, sparks from engines had accounted 
for 18 per cent of fires in passenger trains. Since then a fair number of 
passenger trains have been brought onto electric and diesel traction. 

116. Negligence ol passengers and railway staff was responsible for 
18 and 12 per cent respectively of fires in passenger trains during the 
last 5 years. As against this during the preceding 6 years the relative con¬ 
tribution of these causes had been 10 and 3 per cent respectively. The 
directions in which action is called for, as for instance punitive action 
against defaulting staff, intensification of propaganda about the hazards 
of careless acts on the part of the passengers etc., are thus clearly indi¬ 
cated. 

117. Cases of fires classified as ‘accidental’ during the last 5 years 
numbered 16 in all and constituted 7.6 per cent of the fires in passenger 
trains. In 41 cases, or nearly 20 pter cent, of fires in passenger trains, uie 
cause (ould not be established. The position was the worst on the Central 
Railway on which 21 out of the 41 such cases remained undiagnosed. 
Taking the cases of fires in trains on the Central Railway itself of which 
there were 32 in all, the Central Railway was thus unable to determine 
the cause in 21 or nearly 66 per cent. This Railway even in the preceding 
6 years had been unable to determine the cause in 78 per cent of its cases 
^of fires in passenger trains. This is indeed a highly unsatisfactory state of 
affairs. We are unable to see any spedal reasons why the Central Railway 
should be less able to locate the cause of fires in pa'ssenger trains than its 
other counterparts and should accept that position with complacency. 

118. The causes of fires in goods trains are analysed in Annexure 
XLV under the same headings as m the case of passenger trains. It will be 
seen that the highest contributory factor in fires in goods trains was the 
negligence of railway staff and the next highest the negligence of outsiders 
etc. 

119. We conclude the study of fires in trains by indicating the num¬ 
ber of staff held responsfcle for fires in trains. The position is given in the 
table below: — 

Table 25 


Categoriefi of staff Number 


Elentric staff .. .. .. •• .. .. .. 11 

Station staff .. .. .. - ■ . • .. .. 8 

Engine orew .. .. .. .. .. .. • .. 24 

Guards .. .. .. .. .. .. 7 

Other staff .. .. .. .. .. 16 


Total 


66 
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120. The punishments awarded to staff held responsible for causing 
fires in trains are shown below; — 

Table 26 


Nature of punishment 

Number of 
staff 

(»■) Removal from service .. ,. ■ .. ;; 

3 

(it) Reduction in rank .. .. .. .; 

3 

(tii) Withholding of increments 

35 

(iv) Withholding of promotion for a specified period ,. 

1 

(») Other punishments like fines, censure, etc. .. 

(vi) Cases in which punishments not yet finalised 

28 

i 

Total 

66 


Accidents on Narrow Gauge Sections 

121. The narrow gauge sections worked by the Government Railways 
consist of two different gauges—some of 0.762 metres (2 ft. 6 inches) gauge 
and others of 0.610 metres (2 feet) gauge, the former of the two predomi¬ 
nating. The distribution of narrow gauge kilometrage on the different 
Railways as on .81-3-1967 and their percentage to the total narrow gauge 
route kilometrage on the Government Railways is brought out in the fol¬ 
lowing table: — 


Table 27 


0-762 m. 0-010 m. Total Percen- 
Railway (3'-6’') (2'-0") tage to 

Gauge Gaugo total 

Narrow 
Gauge 
kilo- 
inetrage 
on Govern¬ 
ment 
Railways. 


Central 



334-54 

462-02 

706-56 

18-4 

Eastern 

. , 


79-84 

, , 

79-84 

1-8 

Northern 



269-56 

, , 

2.59-66 

6-9 

Northeast Frontier 




87-48 

87-48 

2-1 

Southern 



1.56-76 


1,56-76 

3-6 

South Central 



370-18 


370-18 

8-6 

South Eastern 



., 1,381-04 


1,381-04 

31-9 

Western 



.. 1,134-82 

66-92 

1,201-74 

27-7 


Total .. 3,716-74 616-42 4,333-16 100-0 


M/P(n)lRB—3 







^4 


122. The incidence of the four important categories of accidents on 
the narrow gauge sections of the Railways during the five years from ISGi- 
(i4 to 1967-68 is shown in the table below in juKtaposition with the inci¬ 
dence during the six years ending 1962 6;5:— 

Table 28 


Yours 


(Jullisioiui Derailiueuts Accidents Fire-s in Total 

at level Tiaiivs 

cTos-sings 



Sii years 1967-58 tol9C2- 

63.. .. .. 11 17 COC 8-8 S3 1-22 82 1-22 78211-4 


I''iveyeor6l903-04to 1907- 

68 .. .. .. 9 -10 31.> 5-5 49 -86 4 -07 377 6-0 


XoTE: A—Number of aeeicleiitp. 

B—Rule per million train kilometres. 

12;>. It will be seen that the numbei of accidcnls on the narrow gauge 
cainc down substantially during the last 5 years, the yearly average having 
declined from about 130 to about 75. The extent of reduction works out 
to nearh 12 per cciu. 'I'lie (ictline is rellecied in tlie incidence of all eale- 
goi ies of accidents except collisions where the incidence during the two 
periods was more or less equal. 

12-1. During the last live years, there wcic nine collisions on the 
nairow gauge, all involving passenger trains. Of these, si.x were between 
two trains including betwc'cn a train and a light engine. Reception of 
trains on blocked line ui incttrrect selling of points were the causes of 
six ol the collisions. One each was caused by ilisregard of signals by driver, 
due to vehicles escaping ;ind due to despatch of a train into a seection occu¬ 
pied hy another uain or vehidcs. 

125. Derailments consliluted 83.6 per cent of all the important acci¬ 
dcnls on the narrow gauge. Year-wise incidence of these derailments is 
shown in Annexure XLV'l. It will be seen that even while the number of 
deiaiiinents involving passenger trains was somewhat higher than that 
involving goods trains, the incidence lor goods trains when coiTelated to 
tlte tiailic density factor was neatly tloultle tliat for passenger trains. I'his 
paliein is discetiiiblc more or less uiiifonnly throughout tlie last live 
years. I rom year to veto, there have been Hiictuaiions in the trend of inci¬ 
dence in the ease of both passenger and goods trains. 

126. The position in respect of derailments over the individual Rail- 
ways conelaled to the dcn.sit) factor during the last 5 years is shown in 
the Annexure XI.\'ll. 1 he position in rcspeei of pieeeding (i years ending 
1962-03 appears in juxtaposition. 



127. The nature and extent of the causes of deraihnents is indicated 
in the table below. Station and midsection derailments have been classi¬ 
fied separately for the purpose of this analysis. 

Table 29 


Paasongor trains 
-- 


Goods traias 


Total 


Caiisc.s 


At .Stations Mid-Seotion At Stations Mid-Section At Stations Jlid.Seotion 


No. 


% No. % N.>. 


No. % No. 


(- 

No. 


1. Failures 


of staff .. 

14 

33-3 

14 

11-7 

12 

46-3 

34 

26-.' 

20 

38-3 

48 

19'4 

2. Perma¬ 
nent Waj’ 
failures ,. 

4 

9;'. 

12 

10-1 

•> 

7-7 

13 

Ill-1 

6 

8-8 


lO'I 

3. Carriage 
and Wagon 
defects .. 

,1 

7 1 

17 

14-3 

C 

23-1 

44 

34-4 

9 

13-2 

01 

24-S 

4. Kngine 
defects .« 

9 

21 5 

17 

14-3 

4 

15-4 

1 

0-8 

13 

191 

18 

7-3 

0. Miscellft- 
ncous 

12 

28-6 

SO 

49-6 

2 

7-6 

36 

28-2 

14 

200 

95 

38-4 

(t. Total . , 

42 

lOO'O 

119 

100 •<) 

26 

100-0 

128 

100 0 

08 

100-0 

247 

1 8 


128. Failure of staff accountedt for 74 out of 315 derailments, i.e., 
nearly 24 per cent. Of these 74 derailments, 48 occurred between stations 
and the remaining at stations. In the preteding (3 yeais, failure of stall had 
resulted in 11.5 derailments which constituted 19 per cent of the total. 
The specific failures which led to the derailments included 9 cases^^of in¬ 
correct setting or non locking or faulty manipulation of points, 17 cases 
of defective or uneven loading and 19 cases of excepive speed. These 
cases between lliemselves thus accounted for a majority of derailments 
attributable to stall failures, i.e., about 61 per cent. 

129. "I hc total number of derailments attributable to track delects 
was 31 which formed about 10 per cent of the total derailments. During 
the pvei eriing 6 years, this factor had accounted for 13 per cent. Of the 
31 derailments caused by track defects, 25 occurred between stations and 
6 at stations. Furthermore, 16 of the derailments attributed fo track defects 
involved passenger trains. 

130. Carriage and Wagon defects accounted for 70 out of 315 or 
nearly 22 per cent of the derailments. During tire preceding six years end¬ 
ing 1962-63, nearly one-third of the 448 derailments had been due to this 
cause. Of the 61 midsection derailments a.scrihable to carriage and wagon 
defects, 17 involved passenger trains and 44 goods trains. Of the 9 station 
derailments due to this cause, 3 were passenger train derailments. 

131. The break-up of the nature of defect or defects which led to the 
70 derailments attributed to carriage and wagon defects is in .Vnne.xure 

XLVIII. 
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1:52. Engine defects accounted for 31 derailments during the last fiVe 
)cars, of which 18 were in iiiidseciioii and the remaining 13 at stations. (.)f 
the 18 midsection derailments, 17 involved passenger trains and of the 13 
station derailments 9 were of passenger trains. In other words, about 84 
per cent of the derailments put down against engine defects involved 
passenger trains. Of the .31 derailnienls caused by engine defects, 6 were 
due to broken or defective springs or suspension, another 6 due to defec¬ 
tive wheels or tyres and 5 due to broken axles or journals. 

133. The Kunzru Committee had observed that the high incidence 
of derailments due to carriage and wagon and engine defects was partly 
due to the high percentage of overaged locomotives and rolling stock on 
the narrexw gauge. The position obtaining then and now is brought out in 
Annexure XLIX. It will be seen that; — 

(i) the percentage of overaged lodomotives has increased on all 
the Railw ays except the Northern. On the Northeast I rentier 
Railway, all the locomotives on ;)l-:i-19li8 were overaged. 

(ii) tire percentage of overaged coaches has come down on all the 
Railwavs except the Eastern whith had all its 88 carriages 
overaged on 31-3-1968. On this date, about half of the coaches 
on all the nanxjw gauge sections were overaged as against 6(J 
per cent on 31-3-1963. 

(iii) Apart from a slight reduction in the percentage of overaged 
stock on the Northern, the .Southern and the South Easiein 
Railways, all the other Railways had an increased percentage. 
Particularly, on the Eastern and the Southern Railways, the 
number of overaged stock was high being 81 out of 83 on the 
Eastern and 75 out of 92 on the .Southern. 

131 We next turn to the accidents at level crossings on the narrow 
gauge sections, f igures of such accidents in terms of million train kilo¬ 
metres on the narrow gauge sections during the 5 years ending 1967-68 are 
given in the Table below: — 

Table 30 


Year 




Number 

Rate per 
inilLiou train 
kilometres 

1363-64 



.. 

16 

1-4 

1904-(i.'> 


. . 


r, 

0-44 

196.5-66 




10 

0'88 

1906-67 

. . 

. . 


8 

0-69 

1967-68 




10 

0-85 

Total 




49 

0-85 


135. It would be seen from the table that the trend has been a fluctu¬ 
ating one. All the level crossing accidents which took place on the narrow 
gauge sections dujing the years were at unmanned level crossings. 
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136. The incidence in respect of passenger and goods trains is shown 
in the Annexiire I.. It will be seen that the number of pasi^ngcr trains in¬ 
volved in accidents at level (rossings was about twice that involving goods 
trains even though in ternis of million train kilometres, the incidence 
was almost etpial. On individual Railways, the break-up of accidents at 
level crossings was as shown in Annexure I.I. It will be seen that the inti- 
dence of accidents at level crossings has been the heaviest on the Western 
and the Northeast Frontier Railways. 

137. On the narrow gauge sections, otdy 4 cases of fire—3 on the 
South Eastern Railway and 1 on the Northern Railway—occurred during 
the 5 years ending 1967-68. Two of these cases involved passenger trains 
and the other two goods trains. 

Technical Accidents 

138. It will be recalled that in paragraph 3 of Chapter I, it had been 
stated that in addition to the four important categories of railway acci¬ 
dents, we proposed also to take into consideration certain other categories 
which are accidents only in a technical sense. Having surveyed the position 
in regard to the important categories of accidents, we now turn to these 
technical accidents. What ditides these technical accidents from actual 
mishaps is oidy a fortuitous circumstance which with or without a last 
minute action by an individual may save a train from actual disaster. Rut 
for this, these occurrences have all the elements of incipient tragedy. Any 
measures which aim at preventing these occurrences would ipso focio 
go to reduce the chances of more seiious accidents. We consider three 
categories, namely, breach of block rules, drivers disregarding signals and 
averted collisions. 

Breach of Block Rules 

139. Basic rules of train working prescribed to ensure the safe running 
of trains are commonly referred to as block rules and an instance of their 
violation is known as a case of breach of block rules. The nature of lapse 
which leads upto a bleach of block rules is fundamentally not very different 
from an act of omission or commis.sion which results in an accident with 
more serious consequences. From the Railway Administration’s point of 
view, a case of breach of block rules is an accident even though only 
technically so. 

140. The incidence of breath of block rules on the broad and the 
metre gauges during the last five years was as follows: — 

Table 31 


Broad Gauge Metro Gauge Total 

Year r- -^-« r--'- r'r- -^ 




Number 

Rate per 

Number 

Rate per 

Number 

Rate per 




million 


million 


million 




train 


train 


train 




kilometres' 


kilometrea 


kilometres 

1903-64 


40 

•15 

40 

-.30 

80 

•19 

1964-05 


36 

13 

38 

■28 

74 

•18 

1968-60 


22 

•08 

3.5 

•2,5 

.57 

•13 

1966.67 


22 

•08 

32 

•23 

.54 

•12 

1967-68 


21 

•07 

20 

•14 

41 

•09 

Total 


141 

•10 

165 

•24 

306 

•14 
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141. While no doubt a steadily falling trend is noticed in the number 
of eases as also the rate per million train kilometres on either of the two 
gauges, the figures will show that the rate [jer million train kilometres 
on tile metre gauge was roiisistenily higher than on the broad gauge being 
2 lo ;! limes as high. Considering that train kiloinelres on the metre gauge 
arc about half of those on the broad gauge, the incidenre on the metre 
gauge assumes an unduly high proportion. 

142. The imidence ol breach of block rules correlated lo the traffic 
density factor is shown in Aunexiire ITI indicating separately the number 
of cases involving passenger and goods trains. 

143. The Kuri/ru Committee hadi also studied the incidence of breach 

of blexk rules during the course of their analysis but they had confined 
tiieir attention in tfiis behalf onlv to passenger trains for a period of fi\e 
sears from to 1111)1-02. During those five years, the number of 

block irregularities was 128 on ifie broad gauge and 83 on the metre 
gauge. As against this, the corresponding figures for the years 1963-64 to 
1967-68 relating to passenger trains were 79 on the broad gauge and 85 
on the metre gauge. While thus a distinct decline has been recorded on 
the broad gauge, the position on the metre gauge remained, more or less, 
as in the previous years. 

144. The position on individual Railways as far as cases of breach 
of block nrlcs are concerned, was as brought out in Annexure LIIL The 
heaviest infidenc:e of cases of breath of block rides on the broad and 
metre gauges respectively was on the Central and the Southern Railways 
as brought out in this aniie.xurc. 

IT'). An analysis of the nature and extent of the irregularities com¬ 
mitted by the staff in these cases of breach of block rules is attempted in 
the: table below: — 

Table 32 


flUlSCri 


Brood 

Gauge 

Metre 

Gauge 

Total 

1. Desp)itoliii\‘i of triiiiis without oWaining 
pcnnissioii to approach or despatching 
a train in an occupied section ■ r closing 
the line ))hoii the section is not clear or 
giving perniission to approach when eon- 
<lilious for giving permission to approach 
are not fulfilled or starting a train on the 
line clear of another train. 

Number 

I’ercentage 

23 

li;-38 

21 

12-73 

44 

14-38 

2. Trains entering a section without an .au¬ 
thority to proceed or with an incorreot 
authority to proceed (not resulting in 
collision or .averted collision). 

Number 

Percentage 

59 

41 -84 

104 

63-03 

163 

.53-27 

3. Rercption of trains on blocked lines or 
wrong line or rlespat' hing into a wTong line 
bv inc orrect setting of points (not resulting 
10 collision or iivcrtcd collision). 


44 
.31 -2 

30 

IS-Is 

74 

24-18 

-1 . .. 

Numl>er 
Percent ago 

1.5 

10-58 

10 

(!-06 

25 

8-17 


30fi 


Total 


141 


165 
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H6. These figures sho^v that more than half the cases, i.e. ,j)cr cent, 
were coinprised oi' drivets entering the block section without an authority 
or W'ith an incorrect authority to proceed. In ‘19 per cent cases the irregu 
larities were on the part of the station staff wlio i eceived trains on blocked 
lines or despatched them into occupied sections or closed the line when 
the section was not clear etc. In other words, nearly 92 per cent of the 
cases of breath of block rules wei'e composed cjf such irregidarilies in 
which either the diiveis or the station staff erred. 

147. With a view to ascertaining the directions in which preventive 
action is nccressary we have given further consideration to the nature of 
breach of block rules and the location where they occunetl I'he results 
of this investigation are shown in Annexure LIV. It will be .seen that 
block irregularities take place preponderingly on the single line. At the 
satnc time, it is not established that the staff are more alert w'hen dealing 
with passenger trains than goods trains since overall more block irregu¬ 
larities involved passenger trains than gcxtds trains during the last five 
years. 

148. The position on individual Railways in regard to the nature 
and extent of blexk irregularities is brought out in Annexure LV. It 
would be observed tliat' the incidence of block irregularities attributable 
to both station staff and drivers was the heaviest on the Southern Railway. 

149. The variotts categories of staff held resjronsible for block iriegii- 
larities, their number and the punishments awarded to them have been 
studied in the table given below: — 

Table 33 


Xumber bold N'amre of punisbrncents awariied 

C>'itc;gorie.s of staff responsible 

, -;—a—-, , -s.-, 

No. Porcen- Removal Rednc- With- Other Oases 

luge from tion in holding punish- not yet 
service ranker of in- inents finalised 
grade rremeiits 


(i) Station masters. Assistant 
station masters, cabin 


assistant station masters 

192 

i 0 

14 

36 

128 

14 

-- 

(ii) Switchmen ... 

11 

20 

4 

3 

0 


■ _ 

(tie) Pointsmen, levermen and 
oabinmon 

40 

8 4 

6 

9 

28 

3 

_ 

(tv) Drivers & firemen 

218 

.39-8 

6 

53 

133 

26 

-- 

(«) Guards 

25 

4-6 

_ 


21 

4 

— 

(in') Signalling staff 

23 

4-2 

— 

0 

11 

6 


(vii) Others 

30 

.3-5 

3 

3 

10 

8 

— 

(v/ii) Cases not yet finalised 

3 

0-5 


- 

- 

— 


Total 

S48 

1000 

3.3 

109 

342 

01 

.3 

Percentage 



01 

19-9 

62-4 

IM 

0-5 


150. It will be seen that about 90 per cent cases of breach of block 
rules were caused by failure of station masters and assistant station 
masters, switchmen, pointsmen, Icvetmen, cabinmen, guards, drivers and 
firemen, i.e. station staff and loco running staff, 
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Disregard of signals by drivers 

If)]. When a driver tails to control his train on the indication of a 
signal showing 'on' (Danger) asjjeci, the result not infrequently is a col 
lision, a derailment or an accident at a level crossing. More often, how¬ 
ever, due to fortuitous circumstances such consequences do not follow. 
Even so, failure to observe a signal is treated as an accident technically. 

152. The table below shows the number of cases of disregard of 
signals h\ diivers—separateK in respect of passenger and goods trains— 
indicating also the nuiuber of cases in which collisions, dcrailiuents etc., 
occurred. 

Table M 


Broad On uge Met re Gauge 

ParticTilars f— --> <-'■ — ' 

Piisnenger tt-jnds Passenger OraHis 

Train-s IVaiiui 'I'raina Traias 


Total 


Passenger Ctoods 

Trains Trains 



•A. Oases of 
mishap ro- 
suiting in— 


t'ollisions 13 

4'7 

35 8-2 

6 7-0 

9 7-8 

19 

6-4 

44 

8-2 

fJerailmenfs 14 
Accidents 
at level 

51 

128 30-1 

13 16 5 

42 36-2 

27 

7-0 

0-6 

170 

31-4 

ero.s.sitig.s 2 

0'7 

2 0-5 


2 1 -7 

2 

4 

0-7 

Total , . 29 

Iti'j 

105 38-8 

19 24-1 

.53 45-7 

48 

13-6 

218 

40-3 

B. ('uses where 









tu) mis' ap 
resulted 240 

89-5 

200 61'2 

60 75-9 

63 54 3 

300 

86-4 

323 

59-7 

Grand Total 275 100 0 

42.'i 100-0 

79 100-0 

116 KHI 0 

3.54 100-0 

541 

100 0, 

153. Of the 

2GG 

cases of disregard of signals w 

Inch 

resulted in 

mis- 


haps, 48 related to passenger trains. 

1.54. The total number of cases of disregard of signals on the two 
gauges during the last five vears i;)(>;!-()4 to 19G7-G8 compared with the 
preceding six years is shown in the table below: — 

Table 35 




3057.58 to 1902-03 

f-, - ^ - 

Total Average 
number number 
of eases of cases 
per j’ear 


19(i3-6i to 1907-68 


Total Average 
number number 
of eases of ease.s 
per year 


Broad (!auge 
Metre Gauge 


1049 175 700 140 

220 :t7 195 39 


Total 


1276 


212 


896 


179 


41 


155. It will be seen that there has been a .substuiuial reduction in tlie 
average number of cases of disregard of signals overall as also on the 
broad gauge. On the metre gauge, however, there was a marginal deterio¬ 
ration. 

156. I'he yearwise incidence during the years 1963-64 to 1967-68 is 
brought out in Annex.urc I.VI. The rate per million train kilometres is 
also juxtaposed. It will be seen that there was a steady decline both on 
the broad gauge and in the total in the 3 years from 1964-()5 till 1966-67 
in the number of cases as also the rate per million train kilometres. On 
the metre gauge, the position kept fluctuating during these three years. 
Howcvlt, in the year 1967-68, there was a slight setback in the position. 
We hope this was a temporary phase and would be got over. 

157. On individnnl railways, the incidence of disiegard of signals was 
as shown in .Annexnrc I.V'TI. i'he posiiion for the broad atid the metie 
gauges is indicated separately. I'he traflie density factor in terms of million 
train kilometres is coirelated. Ihe annexure shows that the incidence of 
disregard of signals in lespect of both passenger and gocxls trains was the 
heaviest on the VVestern Railway on the bioad gauge and the North liastern 
Railway on the metie gauge. 

158. We now come to the number of instances in which the different 
types of signals were disregarded on the two gauges during the hvc years 
from 1963-64 to 1967-68. This and the comparative position fgor the pre¬ 
ceding years are shown in Annexure I.VITI. 

159. It will be seen that on the broad gauge, the average number of 
cases in respect of each type of signal came down in the years 1963-64 to 
1967-68 when compared with the preceding six years, except where two or 
more signals were di.sregarded togethc'r. As for the number of c ases in which 
two or more signals were disregarded together, the position remained more 
or less the same, the yearly average having come down from 23 to 22. 
Signals on automatic territory were disregarded to the extent of nearly 7 
per cent of the total number. On the metre gauge, there was an increase iti 
the incidence of disregard of approach signals and a markerd deterioration 
in respect of departure sigtials. In lespect of the latter, the average yearly 
number increasctl from 6 to 12 in the two periods compared. In the case of 
disregard of two or more signals together the position did not alter mate¬ 
rially. Overall, there was a deterioration of the position on the metre gauge 
which deserves due notice of the Railways concerned. 

160. The number of instances in which the different types of signals 
were disregarded on the various railways is shown in Annexure IJX. The 
jiosition relating to the two gauges is shown separately in this Annexure. 
A pertisal of this annexure will show that there was some deterioration on 
the South Eastern, the VVestern, the .Southern and the Northern Railways 
during the years 1963 64 to 1967-68 as compared with the preceding six 
vears. 


161. It mav here be remarked that disregard of two signals or more at 
the same time by a driver indicates not merely a momentary lapse but a 
total aberration of the faculties of perception and control. In fact, during 
the last five years, on no less than 19 occasions, three signals or more were 
disregarded together and in 6 cases all the four signals of a station were 
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ignored at the same time. We suggested tliat this would be a fruitful field foi 
study of the Psycho leLhiiical Cell who may, as a result of the study, be 
placed in a position to indicate the line of action by which mattcis can be 
icmeclied. 

162. The incidence of disregard of signals according to the types of 
signalling in use on the different railways is brought otit iti Annexure LX. 
Nearly 81 pet cent erf the cases of disregard of signals on the bioad gauge 
and 78 pet cent of such cases on ifie metre gattge took place at stations pro¬ 
vided with lower quadrant two-aspect signalling. Signals were disregarded 
on 6,7 occasions on the broad gauge and on 27 occasions on the metre gauge 
;it staticjiis eeptipped with nttihiple aspect upper quadrant signalling. Iti 
another 47 c:ases on the btoad gattge anti I'l cases on the metre gauge, colour 
light signals were disregarded. I he need for educating drivers in observing 
the aspec ts of multiple aspect signals and reading their indications correct- 
Iv is thus highlighted. 

163. We endeavoured to inter relate tfie incidence of disregard of 
signals with the service record and allied particulars of individual errant 
diivers to sec if atty jjattern emerged therefrom. The position is shown in 
-Annexure LXI. Relating the incidence to the total service of the errant 
drivers, it will Ire seen that the largest number of instances involved drivers 
with less than ,7 vears service followed by drivers whose length of service 
ranged from 7 to 10 yeat s. This is as it should be since in the cadre of drivers 
the largest ntimber is composed of those who have less than ,7 years experi¬ 
ence as drivers. The curious phenomenon, as revealed by the study, how¬ 
ever, is that drivers with more than 15 years of service were involved in dis¬ 
regard of signals ofiner than those with service ranging from 10 to 15 years. 
The data available tvith the Committee are too meagre to state that after a 
certain number of years of service the driver is apt to become over confident 
atid thercbv less alert and responsive to the dictates of signals. Nonetheless 
this phenomenon may present another useful field for study for the Psycho- 
Tethniral Cell. 

164. The annexure would also show that of the drivers held respon¬ 
sible for the disregard of signals, 31 per cent had previous punishments for 
accidents or other similar lap.ses and another 32 per cent, for other irregu¬ 
larities during a period of 3 years prior to their disregarding the signal. For 
about 36 per cent of the drivers, however, this was the first offence. Needless 
to say, a driver who disregards a signal is an incipient accident maker and 
should be classified as accident prone. Public safety demands that he should 
as far as possible not be put on driving duty thereafter. 

167. Of the 682 drivers held responsible for the disregard of signals, 
427 or over 60 per cent were in the age group of 47 years or less. More than 
half of the drivers, 367 in all, wore using spectacles. These figures also might 
furnish useful data for a clinical study of drivers hy the Psvcho Technical 
C^ll. 


Averted Collisions 

166. A breach of rules mav take the shape of a blcKk irregularitv or a 
case of a driver passing a signal at danger and may rest at that; or it may 
lead to a situation in which a collision cither occurs or is averted. The 
averted collision thus, differs from other technical accidents in the degree 
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ot giaviiy of the puiciuinl danger. An averted eolli.sion ha.s been deliiied as a 
circumstance under whieb, but for the vigilance shown by any person or per¬ 
sons a collision would have occurred between two trains or between a train 
and an obstrnt tion. The danger of a collision in such a situation thus remains 
imminent till the train or tiains (inallv come to a stop short of an actual 
impact. This element is tdrsent in the <ase of a mere blotk iiregularity or 
disregard of a signal by a driver. 

I(i7. The number of averted collisions on the broatl and the metre 
gauges during the (i\e years from Ifth'S-tVl to 19f)7-HS were 157 and 89 respec¬ 
tively. The corresponding figures for the sis. yetirs ending with 19r)2 ()li were 
and 17,7. The marked reduction in the number of averted collisions on 
both the gauges is obvious. 

1()8. In the following table, the incidence of avertc'd ccrllisions per mil¬ 
lion train kilometres is sliown for the broad ;ind the metre gauges during 
the last live years. 


T.\bi.i. .36 


Broad Gauge Metre (taiige 

Ve.ir r— --*--s — 



XuiuBf-r 

R»1P ))(T 

tuillioti 

triiiii 

kili.uiK'ircij 

N.u 

Hate per 

niillioii 

train 

kilometres 

190:!-1)4 

40 


.>2 

•17 

1961.(W ,. 

ae 

•12 

0*1 

•17 

IWtt.S-OO . . 

21 

•07 

21 

•13 

1906-67 .. 

37 

• 13 

8 

•06 

1967-68 

27 

•09 

15 

•11 

Totnl 

167 

•11 

89 

•13 


169. The trend though heading downward when viewed over a long 
peiiod has nonetheless been fluctuating within narrow limits on both the 
gauges. The incidence correlated to density factor has generally been higher 
on the metre gauge than that on the broad gauge. 

170. The position on the different Railways in regard to the incidence 
of averted collisions correl.ited to densitv of traffic is in Annexurc LXII. 

171. The nature of averted collisions on the different Railways separa¬ 
tely for the broad and the metre gauges is given in .\micxurc LXIII. The 
largest number of averted collisions occurreef between two trains including 
between a train and a light engine on both the gauges. Next came averted 
collisions between a train and a rake or vehicles or load stabled on a run¬ 
ning line. This again, as in the case of collisions, highlights the need for 
enforcing the use of lever and slide collars until track circuiting becomes 
available. The incidence of each type of averted collisions was higher on 
the broad gauge as compaicd to the metre gauge. 
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172. The nature and frequency of lapses leading to averted collisions 
on the hroad and the metre gauge systems of different Railways are brought 
out in the following table ;— 


Table 37 


Rui'ways 

Kfreplion of a 
train on a block- 
r*d line due to 
line occiipi»*d or 
dnr to incorrect 
setting of points 

1 

DcspuUhing a 
train into an 
oerupied J-ec- 
tion 

Averted colli¬ 
sions in block 
section or at 
station due to 
vebifU's escap¬ 
ing 

A 

Drivers disre¬ 
garding signals 
or their failure 
to rontrul trains 

4 

_A_ . 

Kf; 

MO ' 

t “ ^ --—^ 

BO MO 

RG MG ' 

r 

BO 

MG 

Central 

30 

0 

3 


5 


Eastern 

7 


3 


3 


N ortbern .. 

31 

4 



2 


North Eastern 


20 

1 



5 

Northeast Frontier 

o 

17 



i 

9 

Southern .. 

u 

It 

1 


6 

3 

South-Central 

3 

1 



<) 

1 

South Eastern 

8 


3 


o 


Western .. 

8 

9 

1 

i 

7 

] 

Total 

1(1!) 

64 

11 1 

1 

28 

19 


Railways 


Tr<lilies iKit be¬ 
ing protected 

.5 


Failure of .signal¬ 
ling and inter¬ 
locking 
6 


Mi.sc. cause.s 


7 


Total 

(Colg. 1 to 7) 


Central 
Knatcrn 
Jiorthern . . 

North Eastern 
Northeast Frontier 
Southern . . 

South Central 
South Eastern 
We.stern 


'J'otal 


-- ^ ^- 

BC; MO BG 

MG ' ‘ 

lie 

mg' ' 

BG 

MG 

1 


1 


46 

2 



1 


14 




1 


34 

4 






26 





3 

26 

i i 



1 

22 

10 



i 


G 

2 





13 


i i 


i 

2 

19 

i.3 

1 2 2 


5 

3 

1.S7 

89 


173. It would be observed fnim the above table that the highest num¬ 
ber of averted collisions was caused by the reception of trains on blocked 
lines on both the broad and the metre gauges. Lapses of station staff result¬ 
ing in averted collisions were far more frequent than those of drivers on 
either of the two gauges. 
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174. The calcgoiies and niimher of staff held responsible for causing 
averted collisions and the nature of punishments awarded to the defaulting 
staff are shown below: — 


Table ‘58 


Categories of staff 

Number 

Ver- Nature of punishments 

Number 

Ver- 


held 

cent- 

of 

eeii- 


respon- 

aible 

uge 

staff 

lage 


). SM.S, ASMS, CA«Ms 

loa 

:to- H 

1. Removal from serviee 

.5(i 

12-3 

2. Switehnien, Levormeu, 
Pointsmen 

i:ts 

:t<>-4 

2. Compulsory retirement 

1 

0-9 

3. Shunting .laimulars and 
other shunting stuff, Yard 
Foreman and other yard 
staff. 

:V> 

7-1 

3. Uednetion in rank or 
grade. 

J8t) 

39-7 

■1. Guards 

!.*> 

3-3 

4. Withholding increment 

101 

:53-3 

5. Drivers and Alotorinfn 

04 

14-1 

5. Withholding promotion 

6 

1-3 

0. l>Wls and APWls 

1 

0-2 

0. Other ponuUies likf* 
fine* censure, stoppage 
of privilege of passes or 
PTOs or both. etc. 

23 

5-t) 

7. Gangmates and I’ermn- 
nent Way Mi tries. 

4 

0!» 

7. Rro-ieeuted and eonvieted 

2 

(1-4 

S. Signalling ai\d other inter- 
loeking stu/T. 

17 

3-7 

K. (tases not yet finalised 

32 

7-1 

9. Others 

20 

4-4 

9. Total 

404 

100-0 

10. Total 

4.i4 

100-0 





175. It will be seen that of the .staff found responsible for averted colli 
sions, nearly 78 per cent were traffic staff and 14 per cent loco running staff. 



CHAPTER III 


SERIOUS ACCIDENTS DURING THE YEARS 1963-64 TO 1967-68— 
CAUSES AND CONSEQUENCES 

176. The public at large are apt to judge the safety of rail travel from 
the frequency of atcidciits attended with serious consetjueiKcs like loss of 
life anct limb or extensive damage U) property. I'liis is biu natural because 
it is such accidents which draw banner headlines in the newspapers and 
receive mention on the radio. It would, therefore, be of interest to analyse 
accidents of this description during the past few years. 

177. According to the rules for reporting of, and enquiring into, acci¬ 
dents contained in Railway Board's Notification No. of) rTV^-/12/I/l, dated 
11th April 1966, issued iti pursuance of the powers under Section 81 of the 
Indian Railwavs Act, an iticjuirx itiio every serious accident, i.e, an accident 
to a tfiiin carrsing passengers attended with loss of human life or grievous 
hurt or damage to railwas propertv to the extent of Rs. .50,000 or over, by 
the .Additional Commissioner of Railwav .Safety is obligatory unless the Gov¬ 
ernment set up a Omitiiissioti of Impiiry under the (Commission of Inquiry 
Act (1952) for the purpose. 

178. During the five years, 1963 61 to 1967-68, 79 such accidents occur 
red on the Indian Railwavs. In 78 of the.se atcidenis, statutorv inquiries 
were held by the Commission of Railway Safetv and in one case the inquiry 
was held liv a (amimissioti appointed under the Commission of Intjuirv 
Act, (1952). 

179. In oidei to biing itito propei focus the lelaiive importance of 
such cases, the extent of casualties and damage in the serious accidents 
vis-a-vis the total numbet of tiain accidents in impoitant categories involv¬ 
ing passctiger atid goods tiaiiis. i.e.. collisions, deiailments. fires in trains 
and accidents at level t tossitigs during the years ]!i6.3 6-1 to 1()67 68 is given 
in the table below: — 

r.vni.K 39 


S. N'.>. 

Total 

nDinlxr 

fillet! 

Ctl^tllltit'S 

.A, 

Injiift'd 'ftitnl 

DiiDUijff' in 
rupees 

(i) Aeeidf-iits iit file .catf-'.'iirifi of 

follision.s. tliTiiiliiifiils. firr-t in 
Trains nn<l lev-t-I erossiiii; net'itftntt s 

ii.:tlit 

CiL'a 

:;.tit>2 

l.2.S.'i 

!.!l2.i:.S.7a.S 

(f/) scriciis riC'.i<K'iils* 

7!t 

7:t^i 

2 27J li.Oln 

tlG..V0,SoS 

(Hi) J>cri(His ncuiilj-ntR faninj: undpr the 
(.■Atci<"rics uioiliont’d in ft ) . . 

7!> 

aaG 

2.2:!:: 2.7.S.S 

!'2.,Stt,.SI t 

(I'tt) Pen entiige ttf (ot) to (,) 

1-2 

St:-2 

( 01» 

66'0 

18'y 


’i'TlifSo itn.-liidr iii-ciitfiit , tiki - r\[>losions. w.Tshiiiir um of tj';» in tty ;t fit In) w ;i \ n, [i;if.>('nnir> 
travel lint' ini thn ft .of hit liy Dvcrliftid si nivi iircs or In niiflios ttf Iro o> nnil kiJIftl. |init,oiis run ti\ or 
nnd killed nt Luekfcsariii t ie, w hii ti 'ht itol fnM iinfler item (t). 

46 
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180. It will be seen that while the serious accidents constituted one per 
cent of the total number of accidents in item (i), these contributed to 89 
per cent of the deaths, 61 per cent of the injuries and 19 per cent of the 
damage caused by all the important accidents involving passenger and goods 
trains. 

181. The causes of these serious accidents and the casualties and dam¬ 
age resulting therefrom have been classified under certain broad heads in 
Annexures LXIV and LXV respectively. We would ordinarily have classified 
the causes under different gronps in the annexures but with a view to com¬ 
pare the position with earlier years, the manner in which the figures of such 
accidents had been classified by the Kunzru Committee has been adopted. 

182. It will be seen from Annexure LXIV that the total number of 
serious accidents increased from 74 in the five years from 1957 to 1962 to 79 
in the five years 1963-64 to 1967-68. In both the five-year periods, however, 
the accidents attributable to the first four causes, namely, drivers disregard¬ 
ing signals or running at an excessive speed, station staff setting incorrect 
points or receiving/despatching trains onto blocked lines or sections, sabot¬ 
age and collisions at level crossings were equal in number, namely 56. Their 
percentage to the total number of serious accidents in the two respective 
periods was 76 and 71 per cent. 

183. A study of the 56 accidents during the years 1963-64 to 1967-68 
reveals that: — 

(i) drivers caused 38 per cent of these either by disregarding signals 
or by running at excessive speeds or by violating other safety 
rules; 

(ii) station staff were responsible for 23 per cent of the accidents hav¬ 
ing caused these by incorrect setting of points or by receiving or 
despatching trains on blocked lines or sections; 

(iii) 30 per cent of these resulted from wilful tampering with track 
or other acts of sabotage; and 

(iv) 9 per cent were level crossing accidents for all of which road 
users were found to be responsible. 

184. A comparison of serious accidents during the last five years with 
those of the preceding five years i.e., 1957 to 1962 has been made in the 
tables I and II in Annexure LXIV. Summarised, the position is as follows:— 

Table 40 

1957—62 1963-64 

Broad Causes to 

1967-68 


(i) Failure of drivers and station staff 
{ii) Train wrecking 

(Hi) Aecidenta at level crossings due to J 

( ) failure of Eailway staff .. ’ .. 

(b) failure of road users .. ' 

(i«) Defects in rolling stock or locomotives r ,. 
(v) Defects in track 
(i}i) Fires in trains .. 

(vii) Miscellaneous causes 
(viii) Causes not determined 


40 34 

12 17 

I 

3 5 

5-] S') 

4 >.11 3 J.9 

2J .3J 

7 12 

Nil 2 


Total 


74 


79 
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185. It IS significant that the number of serious accidents due to failure 
of drivers apd station staff decreased from 40 to 34 and those caused by 
defects in track, rolling stock, engines and fires in trains from 11 to 9, there¬ 
by registering a reduction of 15 per cent and 18 per cent respectively. Put¬ 
ting these together, the number of cases in which the responsibility can be 
laid on the railway administration or its staff, came down from 52 in the 
years 1957 to 1962 to 43 in the years 1963-64 to 1967-68. 

186. It will also be seen from Annexure LXIV that the increase in the 
number of serious accidents was almost entirely due to a rise in the number 
of cases attributable to acts of sabotage, failures of road users and other 
miscellaneous causes like rash acts of outsiders, natural calamities, explo¬ 
sions and undetermined causes. 

187. The increase in the number of accidents by tampering with track 
Or other acts of sabotage is a continuance of the rising trend over the last 
15 years which rose from 6 cases in the years 19,52 to 1957, to 12 in the next 
5 years and to 17 during the years 1963-64 to 1967-68, thus, registering an 
increase of 100 per cent and 42 per cent respectively during the last three 
quinquennia. This evidence of increasing lawlessness in our national life 
cannot but be viewed with disquiet. 

188. Turning now to the analysis of casualties and damages, the posi¬ 
tion will he clear from Annexure I,XV. It will be seen that the number of 
persons killed me leased from 312 to 739. The reason for this large increase 
however, were the heavy casualties in three accidents for which the Rail¬ 
way Administration was not directly responsible. Of these, 2 were cases 
of sabotage near Furkating and at' Lumding stations on the Northeast 
Frontier Railway in 1966 and one where the whole train was washed away 
by a tidal wave near Dhanushkodi in 1964. These 3 accidents accounted 
for 223 killed. F.ven excluding such cases, the figures of those killed in 
accident's, caused by failure of staff rose from 166 to 240, 

189. The total number of persons injured in the serious accidents in 
the years 1957 to 1962 was 1802 whereas in the subsequent five years it rose 
to 2,271. This increase again was mainly on account of the injuries caused 
in explosions and accidents to trains near Furkating and at Lumding sta¬ 
tions on the Northeast Frontier Railway due to sabotage. 

190. There was also a large increase in damage to property in the years 
1963-64 to 1967-68 when compared with the previous 5 years. The damage 
due to accidents attributable to failure of railway staff went up from 
Rs. 16.5 lakhs in the five years 19,57 to 1962 to Rs. 51 lakhs in the five years 
1963-64 to 1967-68. 

191. In other words, while the number of accidents due to human 
failure came down from 40 to 34, the consequences of such accidents in the 
latter period were more serious both in the matter of loss of life and limb 
and in the matter of damage to property. While to an extent this may be 
fortuitous, it does emphasise the importance of finding ways and means of 
eliminating human failure. 



CHAPTER IV 


AN APPRECIATION OF THE RECOMMENDATIONS MADE BY THE 
KUNZRU COMMITTEE AND OF ACTION THEREON 

192. As has been stated, in paragraph 4 of Chapter I, the Committee 
were called upon by the first of their terms of reference, to review the re¬ 
commendations made by the Kunzru Committee and their implementation. 
We have already in an earlier chapter made a statistical review of the rail¬ 
way accidents during the years since the Kunzru Committee submitted their 
report. To what extent the declining tendency in the incidence of accidents 
was a direct result of the implementation of the recommendations of the 
Kunzru Committee is indeed a matter on which it is difficult to make a pre¬ 
cise assessment. Nonetheless, it is clear that the recommendations of the 
Kunzru Committee did make an impact in promoting safety in train opera¬ 
tion on the Indian Railways during the last few years and in reinforcing 
the normal efforts made by the Administration fiver the y'ears to bring down 
the incidence of accidents. The annual Review of Accidents published by 
the Railway Board recounts the measures taken by the Railway administra¬ 
tion towards that end. 

193. In the paragraphs which follow, we take under certain group 
heads, the more important of the recommendations made by the Kunzru 
Committee for the purpose of our review. So as to be able to render an 
appreciation of these recommendations and of the action taj^en on them, 
we have expressed wherever we considered it necessary and justified, our 
views on the recommendations as also on the action taken thereon as re¬ 
ported to us by the Railway Board. We may stale here that our observa¬ 
tions are based primarily on the information furnished to us by the Rail¬ 
way Board. Wherever the Committee had in its possession data relevant to 
the implementation of any of the recommendations gathered either from 
the Railway Administrations or from other sources, such data have been 
used to amplify our comments. As stated before, the comments in the para¬ 
graphs which follow in this Chapter are confined only to those recommenda¬ 
tions which we consider were the most significant and to which we attach 
importance. The other observations of the Kunzru Committee which are 
factual in nature or suggestions which emphasize the observance of exist¬ 
ing procedures and practices, we have refrained from commenting upon. 
'n»ese, however, we place in an appendix and against each of these we re¬ 
cord the action taken as reported by the Railway Board. The remarks of 
the Railway Board on these are self explanatory and we do not add any 
comments thereon. 

194. We may add that we may have occasion to refer back to some of 
the recommendations made by the Kunzru Committee when we attempt to 
make our suggestions and recommendations in Part II of our Report for 
further minimising railway accidents. It is also likely that in the light of 
our visits to the Railways, the R.D.S.O. and the production units, and dis¬ 
cussions with senior Railway officers and others, it may be necessary to modi¬ 
fy some of our observations contained in this Part of the Report; and we 
fhall have no hesitation in doing so. 

LlPlT))!!!!?—4 't'- 
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195. With these initial observations, we now go on to the review of 
recommenfdations of the Kururu Committee and action taken on them. 

196. For the purpose of our review, the observations and recommenda¬ 
tions made by the Kunzru Committee have been put together under certain 
main heads indicated below: — 

Staff, 

Safety Organisation, Rules and other operating matters. 

Permanent Way, 

Level Crossings, 

Signalling, 

Rolling Stock, 

Stores, post-accidetit relief measures and other matters. 

197. Wherever the observaiion.s of the Kunzru Committee on any sub-- 
ject were contained in various parts of their Report, these have been 
reviewed together to avoid repetition. 

198. In regard to the ob.servations made by the Kunziu Committee 
concerning the Research, Designs and Standards Organisation, we have, on 
account of the special nature and obvious importance of the subject, 
placed our appraisal of the recommendations ana the action taken on tnenx 
in Chapter V of the Report in.stcad of discussing them in this Chapter 
along with other recommendations As for the Railway Insptxtorate (now 
called the Commission of Railway Safety), we propose to deal with it 
separately in Part-II of our Report. 

Staff 

199. Training Schools — capacity, utilisation, courses and manning: — 
(Recommendations No. 52, 53, 54 and 55, Pari-ll)—Ihc Kunzru Com¬ 
mittee had observed that the training facilities on the Eastern Railway in 
case of class III transportation staff and on the Western Railway in the case 
of class IV staff were inadequate They also found the capacity of the. 
training school at Tiruchirapalli on the .Southern Railway inadequate,- 
On most of the Railways, the utilisation even of the then existing trainirjg 
facilities was found to be limited and unsatisfactory. 

200. A survey of the training facilities and their utilisation for the 
various categories of staff during the years 1960-67 and 1967 68 is brought’ 
out in Annexure LXVl. 

201. In regard to the capacity of the Zonal Training School on .the 
Southern Railway on which the Kunzru Committee had remarked, the com¬ 
ments of the Railway Board and the information furnished by the Southern. 
Railway do not indicate whether the capacity has been increa.sed. The., 
-Southern Railway has not intimated the extent of utilisation of the existing i 
training facilities beyond saying that every effort is being made to ensure, 
that the school capacity is not wasted. These remarks are too general for us 
to make any appraisal. 
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202. Ii will also be seen from Annexure LXVI that the utilisation of 
capacity for permanent way class 111 staff is very low on the Eastern, the 
Northern, the North Eastern and the Northeast Frontier Railways. The 

K ncentage of utilisation of capacity has dropped on the Central, the 
ortheni, the North Eastern and the South Eastern Railways, in case of 
class 111 operating staff, on the Central, the Northern, the Northeast Fron¬ 
tier Railways and to some extent on the Western Railway in case of loco 
running staff, on the (kmtral and the North F^stern Railways in case of 
train examiners, etc. It is evident from the limited information available 
that the available captuities have been only partially utilised. We urge that 
factors which militate against the proper utilisation of training facilities 
should be located and remedied. 

203. 1 he Kutizru Ciommittce had examitied the training periods and 
disfavoured the reduction in tlie initial {jeriod of training on a few Rail¬ 
ways. We have examined the duration of initial and refresher training, the 
periodicity of refresher courses for certain categories of staff and the educa¬ 
tional qualifications prescribed for various categories. Tliese details for the 
various Railways are given in Annexure LXVII. 

204. It would appear that while the North Eastern, the Northeast Fron¬ 
tier, the South Eastern and the Western Railways have not laid down anv 
educational qualifications in case of switchmen, the Central and the South¬ 
ern Railways have prescribed 6th standard and the Eastern Railway 8th 
standard for them. The Northern Railway has laid down “under raatric" 
which does not signify anything specific by way of standard of education. 

205. It will also be seen that there is a wide disparity in the duration 
of initial and refresher training on the different Railways for certain cate¬ 
gories of staff. The range of ihis disparity is shown below: — 

Table 41 


Category of staff Duration of Initial Duration of 

Training Refresher Training 




Minimum 

Maximum 


1 

.Minimum 

Maximum 

(») 

S. Ms and A.8. Ms 

7 months 

14 months 


3 weeks 

If months 


Svitchmen . 

. 16 days 

4 months 


10 days 

I month 

iiii) 

Cabinmen 




10 days 

3 weeks 

(ic) 

Guards 

. 21 days 

12 weeks 


16 days 

1 month 

(®) 

Drivers 

4 weeks 

:i month 


3 weeks 

6 weeks 

<r*) 

Train Examiners . 

4 yearn 

6 years 


3 weeks 

1 month 

{vUy 

PWIs and APWIs 

. 74 months 

if yean 

1 




(a) Diploma holders 

. (3 months 


1 

I 

2 months 



on South 



> 15 working 




Eastern 

8 years 


1 days 



(/)) Matriculates. 

7 months 


J 




206. We are unable to appreciate the wide variations in the duration 
of the courses. We feel that working conditions on all Railways are more 
or less the same and the nature of duties of the' various categories of staff 
do not differ very much on the different Raibvays. We w'ould therefore sug¬ 
gest that a uniform practice in this regard may be adopted taking into ac¬ 
count the requirements of the average employee in each category. 
L/T>(D)1RB 4 a 
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207. With the increasing introduction of modern signalling techniques 
on the Railways, the inaintainers who have actually to maintain the sophisti¬ 
cated gadgets have to play a vital role in ensuring safety of operations. We 
consider that certain minimum educational qualifications and the duration 
and nature of training to meet the job retjuirements should be prescribed 
lor them. Here too, at present, there is no uniformity on the different Rail¬ 
ways. For exanmle, the Eastern Railway had prescribed 8th standard while 
the Northeast Frontier and the .Southern Railways have laid down matri¬ 
culation standard as the minimum educational qtialifications. Some Rail¬ 
ways have not laid down anything. The frequency of refresher training for 
them also needs to be specified. 

208. It is necessary that the training of staff should be examined in all 
its aspects, streamlined and rationalised. 

209. Instructors :—The Kunzru Commiuee recommended that the In¬ 
structors for the training schools should be selected by a .Selection Com¬ 
mittee after undergoing a test devised to a.ssess their capacity and aptitude 
lor leaching and tliereaftei should undergo a teachers' training course in 
an Institute. The Kunzru Committee further suggested that the services of 
experienced Instructors should be utilised beyond 58 years, if physically fit. 
'Hie Railway Board accepted these recommendations. 

210. We found in one of the training schools that many Instructors 
were those who had been selected on ad hoc basis. We were further inform¬ 
ed that many of them were “rejects” from the line. Some of the Instructors 
in the school were reported to be there for more than a decade. We consider 
these aspects unhealthy and suggest that only persons with an outstanding 
record of work to their credit on the open line should find their way into 
the school as Instructors so that they can make an impression upon the 
pupils whom they have to guide and instinct. I'heir tenure should be -1 
to 5 years so that the training in the schools is not divorced from practical 
working on the line. 

211. Heads of Zonal Schools: —The Kunzru Conunittcc observed that it 
was essential that the heads of Railway Zonal Trainirig .Schools should be 
selected with care and di.scrimination and should remain at their posts for 
not less than three years. The Railway Board accepted this recommenda¬ 
tion. Some instances, however, came to our notice in which the heads had 
been transferred in shorter periods. We presume these ’transfers took place 
in the larger interest of public service and that generally speaking the 
interests of training of staff are kept in view by the Railw^ay.s. 

212. Refresher Courses: —[Recommendations f57, .H8 (Part I) & 109 (Part 
II)]—The Kunzru Cktmmittee had observed that the training of an em¬ 
ployee should be a continual proces-s. The employee should go back to the 
training school to refresh his theoretical knowltxlge, to get new ideas and 
learn new techiuqucs, to compare what is being done on the line with what 
should be done and to get his dotibts and misunderstandings clarified from 
the instruciors. 

213. With this end in view, the Kimzru Ciommiliee surveyed the posi¬ 
tion in respect of refresher training given to station masters and assistant 
station masters, levermen, cabinmen, sw’itchmen and drivers. They found 
that the percentage of .staff in the categories of station masters and assistant 
station masters, levermen, cabinmen, .ssvitchmeti and drivers, who actually 
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attended relieshcr courses was low and that a large number of staff were 
overdue refresher courses. The Railways attributed this state of affairs to 
inadequate relief arrangements or shortage of instructors or to staff being 
reluctant to go for training. The Kunzru (committee recommended that 
special steps should l)e taken to see that such courses should be imparted 
at least once in five vears to the operating categories of staff and during 
these refresher courses emphasis should be laid on safety aspects of working. 

2H. The Kunzru Cioinmiitee had also observed that Permanent Way 
Inspectors and .Assistant Permanent Way Inspectors were getting practically 
no refresher courses except on the North Eastern and the Western Rail¬ 
ways. They had suggested that steps should be taken to ensure that these 
categories received refresher training regularly. They also considered it 
necessary for the gangmates to have refresher courses at regular intervals in 
view of the varying conditions of traffic and track. 

215. The Railway Board observed that the frequency of refresher 
courses once in 5 years and the safety orientation of refresher training was 
already the accepted policy. Thev added that the matter had been examined 
and steps for imparting of effective and regular refresher training to staff 
had been indicated to the Railways. 

216. We understand that, apart from the categories referred to above, 
the Board issued instructions for giving refresher courses to shunters and 
firemen, train exaniincrs and signal and telecommunication inspectors also. 

217. The Railways were asked to indicate the position in respect of 
refresher training imparted to the different categories of staff during the 
years 1966-67 and 1967-68. I hc percentage of shortfall as between the staff 
who were due to attend the refresher courses on 1-4-66 and 1-4-67 and who 
actually attended during the years ending 31-3-1967 and 31-3-1968 respec¬ 
tively is shown for the different Railways in Annexure LXVIII. 

218. It will he seen that despite the action taken by the Railway Board 
as fat back as 1963, tlic shortfall in the refresher training of staff on some 
of the Railways was sufistantial even in the categories of staff referred to by 
the Kunzru Committee, viz., station masters and assistant station masters, 
switchmen, cabinmen, levermen, pointsmen, drivers, permanent way inspec¬ 
tors and assistant permanent tvay inspectors and gangmates. In some cate¬ 
gories, the shortfall on certain Railways exceeded 80 per cent. The position, 
was also not happy in the case of refresher courses for shunters and firemen, 
train examiners, signal and telecommunication inspectors and assistant 
inspectors, i.e., the categories of staff for w'hich refresher training was 
ordered by the Board as far back as 1955. 

219. It would also appear that while some of the Railways are impart¬ 
ing refresher training to certain categories of staff, namely, shunters, assis¬ 
tant drivers and firemen, carriage and wagon fitters, keymen, block signal, 
electric signal and mechanical signal maintainers, others are not doing so. 
TTrcrc is, thus, no unifonnity in the practice of giving refresher courses to 
certain categories of staff. 

220. Some of the Railways like the North Eastern, the Northeast Fron¬ 
tier, tlie Southern, the South Central, the South Eastern have attributed the 
backlog to inadequacy of leave reserve or inadequacy or absence of trainee 
reserve posts. We deal with tliis later in this Chapter. 



221. It ^oes without saying that the categories of stall in need of re¬ 
fresher training .should be given such training on all Railwiays without any 
exception. We think that much remains to be done if the backlog in re¬ 
fresher training is to be cleared and the recommendation of the Kiiniru 
Committee effectively implemented. 

222. Shortage of Staff :—[Recommendations Nos. 4.S(i), 44-Part-I, No. 
47-Part-II]—The Runzru Committee had observed that there were conti¬ 
nuous shortages in the categories of station masters and assistant station 
masters, cabinraen, levermen, drivers and other operating categories. They 
had asked for special efforts to be made for filling up these vacancies. They 
further suggested that in view' of the continuing shortage in the cadres, 
staff in operating categories like drivers, station ma.slers, cabinmen, lever- 
aien, etc., should be given extension of service. 

223. The Railway Board in their comments ob.served that the age of 
compulsory retirement had been raised to ">8 years with effect from 1-12-1962. 
T he latest orders issued on 1-3-1968 regarding the grant of extension of 
service beyond the age of 38 years are that (i) no proposal for extension bc- 
vond the age of supierannuation should ordinarilv be considered, (ii) exten¬ 
sion may be given only in very exceptional circumstances and in any event 
not beyond the age of 60 years in respect of non technical/non-scientific 
posts and not beyond the age of 62 in the case of technical/scientific per¬ 
sonnel. According to the Railwav Board, shortages in cadres are also being 
progressively eliminated. 

224. We have examined the existing shortages iti the various categories 
of staff on the different Railways over the past thtee years. The position on 
the different Railways in case of various cadres of stall has been shown in 
the succeeding paragraphs. In the case of South Cetttral Railway, the posi¬ 
tion as it existed on 31.,3.1966 on the portions which later on (on 2-10-19G6) 
went to form the Railway has been shown. 

22.3. Station Masters :—The position over the past three years was as 
follows; - 


Table 42 



As on 

31-3-1966 


Ak on 

31-3-1967 

As on 

31.31968 











r 

Sane- 

V»o«n- 

Per- 

Sane- 

Vacan- 

Per- 

/ 

Sane- 

Vacan- 

Per- 

RailwsT 

tioned 

e’es 

cen* 

t'oned 

C’CS 

ren* 

tioned 

cica 

een* 


fitren- 


tagp 

Btron- 


tage 

stren- 


tnge 


gth 


Rth 



Rth 



Contra! 

528 

6 

11 

.560 

7 

1-2 

,553 

6 

1-0 

Eastern 

471 

23 

5 0 

481 

9 

19 

486 

13 

2-8 

Northern . 

947 

1 

0 1 

948 



958 



North Bastetn . 
Northeast Fron- 

561 

16 

3 0 

.560 

8 

1 -4 

578 

5 

0-9 

tier 

572 

23 

40 

,581 

22 

40 

58.5 

25 

40 

Southern . 

8.56 

3 

0-3 

831 



831 

8 

I-O 

South Central 

615 

f; 

0-9 

624 

2 

0-4 

632 

15 

2 4 

South Eastern 

609 



603 



620 


, , 

Western 

990 



0!)3 



988 



All Bailway* 

6.149 

78 

1-26 

6.181 

48 

0-77 

6,231 

72 

11 
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226. It will be seen that the overall shortage on .Sl-3-1968 increased 
when compared to that which existed on 31-3-1967. Of the 72 vacancies on 
all Railways on 31-3-1068. more than one-third existed on Northeast Fron¬ 
tier Railway. The shortages on the Eastern, the Northeast Frontier and the 
■South Central Railways, exceed the average of 1.1 per cent as on 31-3-1968. 
Ft is to be noted that the vacancies of station masters are to be hllcd in by 
promoting assistant station masters and not by direct recruitment. 


227. Assisiani Statio7i Masters :—The position during the last 3 years 
was as follows: — 


Tablh 43 


Aa oti 31-3-19«6 As on .31-3.J967 As on 31-3-1908 


Kail tray 

r-— 

Saiic- 
t. onod 
stron- 
gth 

Vacan- 

o.'.tn 

Per- 

cen- 

tage 

Sanc¬ 

tioned 

stren- 

gt.h 

-A-_ 

Vacan¬ 

cies 

Per Sanc- 

nen- tioned 

tage stren¬ 
gth 

^ ' > 

Vaoan- Per- 
eiea oen- 
tago 

Central 

2,388 

16 

0-7 

2,319 

2.3 

0 9 

2,.507 

18 

0-7 

Eaatern 

2,530 

28 

M 

2.618 

28 

11 

2,619 

10 

0-4 

Northern . 

3,056 

141 

3-9 

3,725 

69 

18 

3,689 

74 

20 

North Eastern . 

1„503 

47 

30 

1,580 

10 

0 6 

1,618 

4 

0-3 

Northeast Fron- 










tier 

1,630 

17 

11 

1,663 

66 

3-6 

1,.5.34 

17 

11 

Southern . 

3,247 

26 

0 8 

3,200 

79 

2-6 

3,195 

140 

4-4 

South Central . 

2,168 

41 

1-8 

2 192 

25 

12 

2,212 

32 

1-4 

South Eaatern . 

2,400 

22 

09 

2,469 

34 

1-3 

2,466 



Weatern 

3,102 

18 

0 5 

3,123 

13 

0 3 

3,182 

36 

0-8 

All Railwaya 

22,583 

3,56 

1-6 

22,669 

337 

1-4 

22,821 

3;io 

1-4 


228. It would be observed that the shortage on the Southern Railway 
has been increasing from year to year; the shortage as on 31-3-1968 was well 
above the average. There was a slight increase in the shortage on the 
Northern, the South Central and the Western Railways during 1967-68 as 
compared to the previous year. Of the 330 vacancies on all Railways on 
31-3-1968,140 were on the Southern Railway and 74 on the Northern Rail¬ 
way. The Kunzru Committee had observed that the most glaring shortages 
in the categories of station masters and assistant station masters were on 
the Southern and the Northeast Frontier Railways. It is, however, reassur¬ 
ing that the shortage in the categories of station masters and the assistant 
station masters which stewd at 4.9 per cent on 31-3-1962 came down to 1.4 
per cent on 31-3-1968 indicating considerable improvement. 
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229. Swilchmen :—In the entire of switchmen, there were only 22 
vacancies against a strength of 5,197 on 31.3.1968. The shortage was thus 
negligible. 

230. Cabinmen :—The position during the last 3 )ears was as 
follows: — 


Iable 44 


Railway 

As 

on 31-3-1966 

As on 31-3-1967 

As on 31-3-1968 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan 

oiefi 

Per- 

cen - 
tage 

Sane* 

tionecl 

fttren- 

gth 

V'acHn- 

cies 

Per- 

cen* 

tage 

Sane- Vacan 
tioned oies 
stren- 
gth 

Per¬ 

cen¬ 

tage 

Central 

242 



713 

2 

0-3 

876 

1 

01 

Eastern 

42S 

52 

12 2 

629 



667 



Northern . 

1,743 

8 

0 45 

1,773 

8 

0^ 

1,960 

5 

0-2 

North Eastern . 

710 

2 

0-2 

763 

10 

1-4 

764 

8 

1-0 

Northeast Fron-* 










tier 

626 

67 

100 

833 

4 

0-5 

814 

20 

21 

Southern 

1,619 

16 

0-9 

1,689 

2 

O’l 

1,6S6 

40 

2-5 

South Central 

861 

74 

8-6 

782 

27 

3'5 

1,118 

16 

1-4 

South Eastern . 

354 



289 



474 

10 

20 

Western 

303 



.531 


160 

538 

61 

110 

All Railways 

6,883 

218 

3-2 

7,902 

140 

IS 

8,696 

161 

I'S 

231. The shortage in the category was 

particularly pronounced on the 

Western Railway, Even on 

the Northeast Frontier, the Southern and the 

South Eastern Railways the shortag 

e increased during 1967-68 

as compared 

to the previous year. 

It may be remarked that the shortage of cabinmen on 

1-5*1963 on all Railways as 

noted by the Kunrrn Committee 

was only 19. 

It is evident that this gap has con.siderably widened. 




232. Levernien and Poinlsmen: 

—The position 

over 

the past 3 years was 

as follows: — 

/ 












Table 45 







As on 31-31966 

As on 31-3-1967 

As 

on 31-3-1068 












Sane- 

Vacan- 

Ver- 

Sane- 

Vacan- 

Per- 

Sane- 

Vacan- 

Per-' 

Railway 

tioned 

cies 

cen- 

tioned 

cies 

cen- 

tioned 

cies 

con- 


stren- 


tage 

stren- 


tage 

stren- 


tage 


gth 



gth 



gth 



Central 

8,682 

68 

0-8 

8,517 

296 

3-5 

8,236 

143 

1-7 

Eastern 

3,190 

213 

6-6 

3,216 

54 

1-5 

3,037 

4 

0-13 

Northern . 

5,18.5 

103 

19 

5,126 

112 

2-2 

4,908 

27 

0-65 

North Eastern . 

2,992 

80 

2-0 

3,036 

41 

1-3 

2.971 

23 

0-78 

Northeast Fron- 










tier 

3,183 

169 

5-0 

3.170 

70 

2-5 

3,247 

26 

0-8 

Southern . 

4,501 

69 

1-6 

4,201 

32 

O'75 

4,172 

834 

20-0 

South Central . 

4,758 

60 

1-3 

4,616 

71 

1'.5 

4„341 

163 

3-7 

South Eastern . 

5,092 

46 

0-9 

4,289 



5,010 



Western 

7,686 

51 

0-7 

7.386 

33 

0-4.5 

7,337 

69 

0-94 

All Railways 

46,169 

829 

1 8 43,.565 

709 

1-6 

43,26.8 

1.289 

2-9 
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2j‘>. In this category tlie extent of shortage increased in 1967-G8 as com¬ 
pared to previous years; it was 1.8 per cent on 31st March, 1966, 1.6 per cent 
on 31st March, 1967 and 2.9 per cent on 31st March, 1968. The position on 
the Southern Railway as on .31-3-1968 was very unsatisfactory. The Kunzru 
(’onnnittee had also found the position unsatisfactory on the Southern Rail- 
uav in the category of levermen. 

234. Shunting Jamadars, Gunners, Shunting Masters and Shuntmcn: — 
The position over the past 3 years was as follows; — 

Table 46 



A a 

on ;u-a i366 

As 

on 31-3-1967 

A 

As on 

31-3-1968 


- 

Sanc¬ 

Vacaii- 

—> 
Per¬ 

Sanc¬ 

-- — 

Vacan- Per¬ 

Sanc¬ 

Vacan- Per¬ 

Railway 

tioned 

cieft 

cen¬ 

tioned 

cies cen- 

tioned 

cies een- 

sfcren- 

gth 


tage 

stren- 

gth 

tage 

stren - 
gth 

tage 


Contra! 

343 

9 

2-6 

350 

13 

3-6 

355 

13 

}-6 

Baatern 

4,067 

209 

5-1 

4,004 

274 

6-8 

3,813 

1.33 

3-2 

Northern 

3,667 

125 

3 4 

3.573 

10.5 

2-9 

3,608 

37 

1-0 

North Eastern . 

502 

11 

2 2 

508 

18 

5-8 

534 

19 

3-6 

Northeast Froii- 










tier 

88.0 

23 

36 

860 

36 

4-1 

853 

48 

5-6 

Southern 

738 

8 

0-8 

721 

10 

1'3 

707 

12 

1-7 

South Central , 

552 

18 

3 2 

.571 

33 

5-8 

1,333 

21 

1-5 

South Eastern . 

1,894 

14. 

6-74 

1,891 

11 

0-.58 

1,8.54 

13 

0-7 

Western . 

479 

1 

0-2 

484 

7 

104 

479 

6 

1-2 

All Railways 

13,027 

416 

31 

12,968 

507 

39 

13,626 

302 

2-2 


235. The shortages have been increasing from year to year on the 
Northeast Frontier Railway. The shortages on the Central, the Eastern, the 
North Eastern and the Northeast Frontier Railways in 1967-68, were more 
than the average for all Railways. 

236. Guards :—^The position over the past 3 years was as follows: — 

Table 47 


Railway 

As on 31-3-1966 

As on 31-3-1967 

As on 31-3-1968 

^ _ 

1 — 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan¬ 

cies 

Per¬ 

cen¬ 

tage 

( 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan- , 
oies 

Per¬ 

cen¬ 

tage 

( 

Sanc¬ 

tioned 

stren- 

gth 

Vacan¬ 

cies- 

Per¬ 

cent 

tage 

Central 

1,621 

2 

0-1 

1,662 

17 

I’O 

1,960 

16 

0-8 

Eastern 

1,471 

19 

1-3 

1,471 

30 

2-0 

1,477 

13 

0-8 

Northern . 

1,525 

68 

4-4 

1.663 

88 

6-6 

1,573 

50 

31 

North Eastern . 

773 

13 

1-7 

787 

15 

2-0 

790 

6 

0-8 

Northeast Fron¬ 










tier 

742 

121 

6-3 

740 

78 

10-5 

741 

7 

0-9 

Southern . 

855 



812 

3 

0-4 

809 

7 

0-9 

South Central , 

983 

18 

1-8 

1,060 

35 

3-3 

1,053 

16 

1-4 

South Eastern . 

1,908 

32 

1-7 

1,9.54 

19 

10 

1,979 

44 

20 

IVestern 

1,256 

18 

1-4 

1,281 

20 

1-6 

1,436 

11 . 

0-8 

Ail 

11.131 

291 

2 6 

11,320 

;-{05 

2-6 

11,818 

168 

1-4 
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237. In this categoiy, the shortages have been decreasing from year to 
year over the past 3 years. The Northeast Frontier Railway was able to 
wijre out the extent of shortage noticeably by the end of March, 1968. The 
position on the .Northern Railway shows consistent shortage throughout 
these years. 

238. Drivers -.—The position over the past 3 years was as follows: — 

Table 48 


Railway 

A« on 31-3- 

1960 

As 

on 31-3 

1967 

As on 

31-.3- 

1968 

r 

Sanc- 

Moned 

stren- 

(?'h 

V’aoan 

ciefl 

Per¬ 

cen¬ 

tage 

- 

San<>- 

tionefl 

stren- 

gth 

Viicaii 

<-ies 

Per¬ 

cen¬ 

tage 

ry 

Sane- Vacan* 
tioned niea 
Rtren- 
gth 

Per- 

cen- 

tage 

Central 

2,1.33 

70 

31 

2,071 

70 

33 

2,143 

126 

5-8 

Eastern 

2,()70 

62 

3-0 

2,107 

104 

4 9 

2,236 

141 

6 3 

Northern . 

2,722 

17 

0-6 

2,704 

12 

0-45 

2,741 

19 

0 69 

North Eastern . 

1,360 

09 

50 

i,:)62 

61 

4-5 

1,368 

.56 

4 0 

Northeast Fron¬ 










tier 

1,08-1 

40 

3 7 

1.061 

1,5 

14 

1,030 

23 

2-2 

Southern . 

1,593 

24 

1 -6 

1,60.5 

37 

2 3 

1,611 

67 

3 6 

South Central 

1,441 

4.5 

31 

1,430 

38 

2-6 

1.452 

73 

8-0 

South Eiitorn . 

2,476 

26 

10 

2,171 

16 

0-7 

2,144 

13 

0-6 

Western 

2,190 

08 

3 1 

2,274 

53 

2-3 

2,214 

12 

0 6 

All Railways 

17,069 

421 

2-5 

16,776 

406. 

2-4 

16,938 

6I» 

SO 


239. The overall shortage, it would be observed, has increased over the 
three years. It was 3 per cetit on .31-3-1968 compared to 2.4 per cent on 
31-.3-I967 and 2.3 per cent on 31-3-1966. The shortage has been increasing 
on the Central, the Eastern and the .Southern Railways. Here it may be 
observed that the overall shortage of drivers on l-.')-1968 was only 41 as 
noted by the Kiinzru Committee. The corresponding shortage of .319 on 
31 3-1968 is theiefore a matter of concern. 

240. Firemen -.—The |x>sition over the past 3 years was as follows: — 

Table 49 



As on 31-31966 

Ab 

on 31-3-1967 

As on 

31-3-1068 

Railway 

^Sanc- 

tione^l 

stron- 

Rth 

Vacan- 
eies 

Per¬ 

cen¬ 

tage 

Sanc¬ 
tioned 
atren- 
gth 

Vacan¬ 

cies 

Per¬ 

cen¬ 

tage 

1 

Sane • 
tioned 
stren* 
gth 

Vacan* 

cies 

Per- 

cen- 

tage 

Central 

5,007 

133 

2 6 

4,051 

49 

0-9 

4,788 

44 

0-9 

Eastern 

5,204 

130 

2-.5 

5.096 

76 

14 

5,038 

48 

0-9 

Northern . 

7,.571 

209 

2-7 

7,.379 

76 

10 

7,508 

89 

10 

North Eastern , 
Northeast Fron- 

2,993 

105 

3-5 

2,947 

140 

4-8 

2,927 

132 

4.5 

tier 

2,277 

73 

3 2 

2,222 

47 

2 1 

2,128 

36 

1-6 

Southern . 

3,919 

IS 

0-46 

3,964 

68 

1 -5 

3,504 

93 

2-6 

South Central 

3,.561 

187 

4 9 

3,613 

63 

1-4 

3.037 

168 

4 6 

South Eaate n . 

2.793 

22 

0-78 

2,403 



2,436 

6 

0 2 

Western 

5,478 

84 

1 -5 

.5,438 

lio 

2-0 

6,343 

100 

1-9 

All Railways 

38.803 

961 

2 5 

38,013 

609 

1-6 

37,309 

714 

1-9 









241. The shortage has been increasing from year to year on the 
Southern Railway. On the North Eastern and the South Central Railways, 
the extent of shortage on 31-3-68 was well above the average for all Rail¬ 
ways. 

242. Assistant Driver,t :—Assistant drivers run on diesel and electric 
engines in place of firemen. The position in their case over the past 3 years 
was as follows: — 


Table 50 



As 

on 31-^-1966 

.. _ 

As 

on 31-3-1967 

As on 

31-3-1968 

Bail way 

t — 

Sane* 

tioned 

atren- 

gth 

Vacan- 

oieK 

Per-’ 

cen- 

tage 

i 

Sane- 

tioned 

stren¬ 

gth 

Vacan¬ 

cies 

Per¬ 

cen¬ 

tage 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan- 
c es 

Per¬ 

cen¬ 

tage 

Central 

. 307 

27 

8-7 

34.8 

33 

9-6 

436 

9 

2-0 i 

Eastern 

. 411 

6 

1-5 

531 

2 

0-4 

576 

6 

1 04 

Northern . 
Nort.hea8t Fron 

144 



208 

•• 

•• 

207 

•• 


tier 

. 186 

. , 

, . 

198 



198 



Southern . 

. 129 



129 



155 


1-9 

South Central 




92 

9 

100 

88 



South Eastern 

'. 295 

22 

7-0 

615 

106 

)7-0 

755 

134 

17-8 

Western . 

108 



142 



1,55 



All Railways 

. 1,580 

65 

3*5 

2,268 

150 

6-6 

2,,569 

152 

5-9 


243. It will be seen that the position on the South Eastern Railway has 
been deteriorating over the past 3 years and the shortage on 31-3-1968 stood 
at 17.8 per cent w'hich is inordinately high. The Central Railway has been 
able to bring down the shortage considerably. 

244. Permanent ITay and Assistant Permanent Way Inspectors-The 
position over the past 3 years w'as as follows: — 

Tabi.f ,51 



As on 31-,8-1966 

As 

on .31 3-1967 

As on 

31-3-1968 


Railway 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan¬ 

cies 

Per-’ 

cen- 

tage 

< — 

Sanc¬ 

tioned 

stren¬ 

gth 

Vaoaii- 
i ;es 

Per¬ 

cen¬ 

tage 

Sanc¬ 

tioned 

stren- 

irih 

Vacan- 

ces 

Per 

oen- 

tage 

Central 

231 

4 

1-7 

249 

2 

0-8 

250 

3 

T2 

Eastern 

1,55 



216 



237 



Nortiiem .. 

300 

t 

1-3 

303 

3 

1 ■() 

315 

4 

1-2 

North Eastern 
Northeast 

223 

24 

10-8 

208 

24 

11-0 

227 

19 

8-9 

Frontier 

92 

2 

20 

110 

2 

1-8 

109 



Southern .. 

348 

13 

4-0 

333 

9 

2-7 

3.33 

8 

2-4 

South Central 

231 

4 

20 

330 

5 

20 

242 



South Ea.stern 

347 

4 

1-0 

36.3 



359 



Western 

417 



410 

6 

1-.5 

437 

6 

1-4 

All Railways 2 

!,:)44 

.55 

2-3 

2.412 

.51 

2-9 

2,509 

40 

1-9 
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245. The shortage on the North Eastern Railway was unduly heavy 
during all the three years. In fact, nearly half of the overall shortage on all 
Railways taken together was accounted for by this Railw'ay alone. 

246. Train Examiners '.—The position over the past 3 years was as fol¬ 
lows : — 


Table 52 


As on 31-3-1986 As on 31-3-1967 As on 31-3-1968 


(sanc¬ 

tioned 

Railway s‘ ren- 

gth 

Vacan¬ 

cies 

Per¬ 

cen¬ 

tage 

Sanc¬ 

tioned 

stren¬ 

gth 

Vacan¬ 

cies 

Per¬ 

cen¬ 

tage 

iSanc- 
t'onerl 
stren■ 
gth 

Vacan- 
c es 

Per- 

een- 

tage 

Central 

802 

9 

1-1 

804 

12 

1 -49 

803 

17 

2-1 

Eastern 

991 

.5 

0-5 

983 

9 

0 9 

982 


. . 

Northern .. 

661 

18 

2-7 

667 

7 

1-0 

672 

6 

0-7 

North Eastern 

230 

19 

8'1 

252 

10 

ij • 7 

242 

34 

14-0 

Northeast 

Frontier 

327 

18 

5'0 

330 

18 

5-5 

339 

l.S 

5-0 

Southern ,. 

440 

4 

0-9 

423 

3 

0-7 

424 

10 

2-4 

South Central 

326 

5 

1-6 

.367 

3 

0-8 

389 

17 

4-3 

South Eastern 

687 

2 

0-29 

715 

10 

1'3 

714 

2 

0-28 

Western .. 

.877 

3 

0-6 

.583 

9 

0-3 

589 

9 

1-5 

All Railways 

3,041 

83 

1-6 

5.120 

74 

1’4 

5,164 

112 

24 


247. The shortage on the North Eastern Railway on 31-3-1968 was not 
only heavy but had substantially increased as compared to the previous 
year. The shortages on the Northeast Frontier and the .South Central Rail¬ 
ways too were well above the average for all Railways. On the Central Rail¬ 
way, the shortage has been increasing from year to year 

248. Overall, the extent of shortages in the various categories on 
31-3-1968 ranged between 1.4 and 3 per cent except in the category of assis¬ 
tant drivers where the shortage was to the extent of 5.9 per cent. Over indi¬ 
vidual Railways, in some categories, the shortages have been glaring but by 
and large the extent of shortage has been diminishing. We urge that this 
matter should continue to receive the urgent attention of the Railway Ad¬ 
ministrations as shortages in cadres have the effect of making the staff work 
overtime, and by depleting the leave reserves, reducing their chances of 
getting leave etc. This is not conducive to .safety in train operation and the 
need for wiping out these shortages cannot be overemphasised. 

249. Leave Reserves :—[Recommendations 43(ii)—Part I and 51 (i), (ii) 
(iii) & (iv)—Part II]—Having gone into the question of leave reserves in 
detail and taken note of the representations almut the inadequacy of leave 
reserves, the Kunzru Committee had recommended that leave reserves should 
not onlv be adequate but .should also be a little on the liberal side so that 
the staff can be sent more frequently for refresher courses, seminars, etc. 
They further observed that there should not be any glaring disparity in the 
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leave reserve provided for (ilass HI and Class IV' stati lespcttively and that 
the leave reserve should be provided to the maxiinuin extent possible separa¬ 
tely for each category. They suggested that the headcjuaiters of the leave 
reserve should be decentralised and control over their inovenients entrusted 
to the senior subordinates in charge as far as feasible. 

250. 1 he Railway Board, in their comments, while conceding that the 
leave reserves were intended to cover absence not only due to leave but also 
due to other purposes, c.g., training courses, vision tests, joining time on 
transfer, etc., stated that the Railway Administrations had been emrxiwered 
under extent orders to create separate trainee reserve jxrsts in adeJition to 
normal leave reserve provision, to cover periods of training and refresher 
courses and directed tc) make every effort to liquidate the backlog in le- 
fresher courses, where prescribed. The Railways were permitted to refix the 
leave reserve within the maximum limit pre.scribcd according to actual re¬ 
quirements. ITiey further stated that there had been an upward revision in 
the maximum prescribed in case of running stall and that leave reserves for 
Class IV staff were rehxed at the same percentage as prescribed for the cor 
responding groups of Class III staff. 'I he Railway Boaid explained that the 
leave reseives vyere basically provided in the lowest category in each promo¬ 
tional group so that an employee could rise higher and higher from the 
lowest rung but where warranted by operational necessiiv. a departure from 
the norm is made and the leave reserv'e provided in the intermediate grade 
or in the category itself on the merits of each c^se. The Railway Administra¬ 
tions had also been advised to review the headquarters of the leave reserves 
so as to afford their quick availability with the minimum dislocation for the 
leave reserve themselves. 

251. In reply to the questionnaire .sent to the Railwavs, a number of 
Railways brought it to our notice that according to Railway Board’s direc 
tivc of 4-2-1967, the leave reserves as actually obtaining on that date had 
been frozen at that level for reasons of economy and that for several cate¬ 
gories the actual leave reserves were inadetpiate. 

252. The Railwav Board, however, further indicated that on a point 
having been raised by representatives of labour, the Railway Administra 
tions were asked about the position of leave reserves. The iiifoimation fur¬ 
nished by the Railways indicated that on almost all the Railways, the per- 
centaTCS of leave reserves in operation on 4-2-1967, the date on which they 
were frozen, for a number of categories were lower than the minimum per 
rentages prescribed by the Railway Board. The Board stated that the Rail¬ 
way Administrations had been accordingly asked to examine the adequacy 
or otherwise of leave reserves and approach the Board with their recom¬ 
mendations wherever the leave reserve strength was found to be inadequate 
and that the question would be further examined. 

253. We have examinc-d the position in respect of leave reserves pres¬ 
cribed for the variou.s categories of staff, those actually adopted and operat¬ 
ed by the Railways when they were frozen and the incidence of absenteeism, 
etc. ITe ‘adopted’ leave reserve is the percentage of leave reserve fixed by 
a Railway which needs to be provided for a category of staff, and the 
‘operated leave reserve is the percentage of leave reserve actually provided 
for that category. The results of this examination are contained in the 
succeeding paragraphs. 



254. Station Masiers and Assistant Station Masters :—The result af the 
examination i.s as follows; — 

Table 53 


I’eraontRge of leave Pereontage of leave Av'ersge tiumbe)’ of 
Eailway I'eaerve prescribed reserve on Railway absentees during 

by Railway Boai-d peak periods 



r- 

-A- ^ 

_ 

-X f-^ 

•TV 


Miihnium Maxinmni Adopted Operated 

1966-67 

1967-68 

Central 

I 

1 

18-0 

18-0 

737 

404 

Eastern 


24 0 

24-0 

;148 

348 

Northern 

, , 


25 •« 

12-8 

904 

870 

North Baeteru 


1 

28-.5 

26-0 

281 

323 

NorUjaast Frontier 

' 

- lOf per 1 per 

27-0 

27-0 

466 

468 

Bcmthern 


200 

20-0 

1,010 

888 



cent ; cent 

to 

to 





1 

250 

26.0 



South Central 


i 

19-3 

20 0 

.340 

873 

South Eastern 


1 

280 

28 0 

98 

100 

Western 

-• - 

J 

30-0 

25'7 

1,038 

1,163 



Total number of instances SMs 

Average spell of overtime 

Railway 


& ASMs working overtime 









a 











1966-67 

1967-68 


1906-67 

1067-68 






H-M 

H-M 

Central 


47,629 

41,242 


4-14 

6-03 

Eastern 


1,995 

2,120 


5-38 

6-42 

Northern 


73,005 

90,048 


11-86 

12-18 

North Eastern 


17,419 

12,136 


4-0 

3-24 

Northeast Frontier 


2,387 

2,228 


20-30 

17-80 

Southern 


22,161 

20,186 


26-00 

24-30 

South Central 


10,339 

12,349 


8-30 

3-30 

South Eastern 


4,064 

4.520 


3-00 

3-00 

Western 


84,452 

89,861 


No information. 


255. It w'ill be seen that the percentage of leave reserve operated by 
the Northern Railway is only 12.8 per cent i.e. even less than the minimum. 
If we take into account the shortages in the strength of station masters and 
assistant station masters, the position gets further aggravated. Curiously, the 
Northern Railway had stated in reply to the questionnaire that their leave 
reserve was adequate; and yet this Railway had the largest number of in¬ 
stances of SMs and .ASMs working overtime during 1967-68 and the second 
largest number of such instances in 1966-67 also. On the Western Railway, 
the incidence of SMs and ASMs working overtime was very high during 
these years even though their operative leave reserve percentage is 25.7. 
The average spell of overtime was high on the .Southern and the Northeast 
Frontier Raihvays and showed an increase on the Centra] and the Northern 
Railways. 
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256. Switchmen :—The position is as follows: — 

Table 54 


Rrailway* 


Peixioiitge of I<^ave 
reservoa prescribetd 
by the Ra Iway 
Board 

Percentage of leave 
reserve on Railway 

Average uuniber of 
abbeiitees dnr r.g 
peak per.rdb 



i 

M'n iiuiin Mnxinium 

Adopted 

Operated 196C-07 

1907-C8 

O.iitral 



■ 


U-0 

14-0 

12 

14 

Eatitmti 





17-2 

17-2 

284 

286 

Noptbern 





250 

2-8 

222 

2.35 

Xorth KftatWH 



►16f per 
cent 

■ .10 per 

cent 

20 0 

10 

to 

15 

20 0 

10 

to 

15 

10 

48 

12 

51 

South Centpft! .. 





14-9 

16-0 

• « 

2 

South Kftstwn 





35 

25 

32 

34 

Western 


- 

. 


18 

17'2 

266 

315 

B« Iwiiys 



Total number of iistanreR Averege spell of overtime 

of sw Ichmen work ng overt, n e 




1906-07 

1967-68 

— > r- 

1966-67 

1967-68 








H-M 

n-M 

Contral 




395 

506 


9-37 

8.7 





958 

1,047 


6-30 

6-30 

Nojth«r» .. 



5,164 

5,243 


11-48 

13-42 

Noitii EtMteiB 

• • 



12 

13 


1-00 

1-S 

Sowthoru .. 



1,U7 

1,092 


3-0 

3-0 

South Central 




204 

380 


3-25 

3-30 

South Bantein 



1,565 

1,236 


3-0 

3-0 

Western .. 



12,416 

11,757 


No information. 


257. The number of instances of switchmen working overtime was the 
highest on the Western Railway and the second highest on the Northern 
Railway. The leave reserve operated on the Northern Railway was only 2.8 
per centv On most of the Railways the incidence of overtime working shows 
an increase during 1967-68 as compared to the previous year. The average 
spell of overtime was high on the Northern, the Central and the Eastern 
Railways during both the years. 
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258. Cabinmen, Levcrrnen, Poincxmen—Tht result of the examination 
is as follows: — 


Table 55 


Percentage of leave Percentage of leave Average nnjnber of 
llailrvay reserve prescribed resei ve on the Railway absentees dnr ng 

by the Railway peak periods 

Board 



Minimum Maximum 

Adopted 

Operated 

1966-67 

1967-68 

Central 

1 

1 

12-2 

12-2 

1,734 

1,468 

Eastern 


1 

19 6 

19-6 

484 

492 

Northern 



260 

11-3 

1,287 

1,239, 

North Eastern 


■ 

i 

18-.6 

16 0 

4.66 

511 



1 

to 

to 





i 

20 0 

200 



Northeast Frontier 


I 

l:C4 

13-4 

966 

1,140 

Southern 

y16^ per y 30 per 

1.6-0 

15-0 

1,204 

951 

South Central 


ent ; cent 

14-7 

15-0 

574 

1,563 

South Eastern 



2,5-0 

26 0 

142 

149 





Cabinmen 







0-2 



Western 


i 

i 

18-0- 

Levermen 





1 


6-7 

1,.653 

1,633 



1 

i 


Pointsmen 




■ 

J 


1-3 





Total number of instances of 




Railway 


cabinmen, levermen, iJointsmen Average spell of overtime 



working overtipie 






A 









-1 t 





1966-67 

1967-68 

1968-67 

1967-68 






H-M 

H-M 

Central 


1,31,173 

1,21,388 

4-16 

4-23 

Eastern ,. 


1,823 

2,164 

6-18 

6 12 

Northern 


34,462 

29,946 

14-00 

14-29 

North Eastern 


12,671 

14,676 

3-00 

3-00 

Northeast frontier 


3,364 

2,480 

20-30 

19-00 

Southern 


15,644 

12,768 

21-00 

19-20 

South Central 


12,988 

29,311 

5-46 

5-46 

South Eastern 


2,469 

2,342 

3-00 

3-00 

Western 


36,119 

.34,870 

No information. 


259. It will be seen that the percentage of leave reserve operated on 
the Western Railway has been only 0.2 per ceitt in case of cabinmen, 5.7 
per cent for levermen and 1.3 per cent for pointsmen against 18 per . cent 
adopted by the Railway, the minimum prescribed by the Railway Board 
being 16| per cent. The Western Railway advised us that since due to the 
ban of 4-2-1967, they were unable to create leave reserve posts, they had 
approached the Railway Board thrice for permission to operate the leave 
reserves upto the percentage adopted by the Railway. But nothing appears 
to have come out of this so far and the leave reserves have stood at the in¬ 
conceivably low level. The percentage of leave reserves operated on the 
Central, the Northern, the North Eastern (in case of pointsmen only), the 
Northeast Frontier, the Southern and the South Central Railways also falls 
short of the minimum percentage prescribed by the Railway Board. iThe 
number of instances of cabinmen, levermen and pointsmen working over¬ 
time was extremely high on the Central Railway and fairly high on the 
Western and the Northern Railways. The average spell of overtime cm the 
Southern, the Northeast Frontier and the Northern Railways was consider¬ 
able. 
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26G. The percentages of leave resei-ves prescribed by the Railway Board, 
adopted and operated by the Railways in case of certain other categories of 
staff are brought out in the following table; — 

Table 56 


Peroentages of leave reserves 



Categories of staff 



Guards 

1 

Shunt- Drivers Firemen/ 

ing staff Shunters, 

Asstb. Drivers 

1. Prescribed by Bailway Board 

.. Min. 

15-0 

16i 

15-0 

15-0 


Max. 

25'0 

30-0 

25-0 

26-0 

2. Central Railway 

.. A 

16-6 

16-6 

16-6 

16-6 


0 

15-6 

16-6 

12-9 

13-4 

3. Eastern Railway 

.. A 

17-7 

20-6 

150 

20-0/12-4 


0 

17-7 

20-6 

15 0 

20-0/12-4 

4. Northern Railway 

.. A 

200 


20-0 

26-0 


0 

8-3 

3-6 

4-7 

9-9 

6. North Eastern Railway 

.. A 

20-0 

17-7 

200 

20-0 


0 

20-0 

17-7 

20-0 

200 

6, Northeast Erontier Railway 

.. A 

20-0 

19-6 

25-0 

21-0 


O 

20-0 

19-6 

250 

210 

7. Southern Railway 

.. A 

14-0 to 15 0 

200 

200 



20-0 





0 

14-0 to 16-0 

20-0 

20-0 



200 




8. South Central Railway 

.. A 

26-0 

20-0 

20-0 

20-0 


0 

25'0 

20-0 

20-0 

200 

9. South Eastern Railway 

.. A 

20-0 

, , 

26-0 

260 


0 

20-0 

, , 

25-0 

25-0 

10. Western Railway 

.. A 

20-0 

12-0 

22-6 

22-6 


0 

14-16 

120 

8-4 

200 




Categories of staff 


Peroentages of leave reserves 


^ - 

- - 

— 




Motormeii PWIs and 


Train Exa- 




APWIs 


miners 

1. Prescribed by Railway Board 

.. Min. 

150 

16-0 


16f 


Max. 

25-0 

25-0 


300 

2. Central Railway.. 

.. A 

16-3 

17-0 


13-0 


0 

16-3 

16-5 


13-0 

3. Eastern Railway 

.. A 

0 

15-0' 
15-Oj 

!> No information No information 

4. Northern Railway 

.. A 


12-5 


15-0 


0 


12-6 


15-0 

6. North Eastern Railway 

.. A 

. , 

12-6 to 


12-5 to 




13-6 


300 


O 

, , 

12-6 to 


12-5 to 




13-5 


30-0 

6. Northeast Frontier Railway 

.. A 

, , 

No information 

No information 


0 

, , 

—Do- 

_ 

Do— 

7, Southern Railway 

.. A 

20-0 

No information 

No information 


0 

20-0 

—Do— 

—; 

Do— 

8. South Central Railway 

.. A 

, . 

8-7 to 


11-0 to 




180 


12-6 


0 

* , 

8-7 to 


11-0 to 




lS-0 


12-5 

9, South Eastern Railway 

.. A 

, . 

18-0 


10-0 to 


o 


10-0 to 


150 




160 


10-0 to 






15-0 

10. Western Railway 

.. A 

200 

22-0 , 


190 


0 

200 

2-5 PWIs 

13-7 




20-9 APWIs 



A—Adopted 
O—Operated 


l,/PtD)lEB—5 


Ob 

261. It would appear that Northern Railway has been operating per¬ 
centages lower than tiic niininium prescribed by the Board in case of almost 
all categories of staff. Otfier Railways also have reserves less than the mini¬ 
mum prescribed by the Railway Board for certain categories, e.g., the Cen¬ 
tral and the Western Railways in case of drivers and train examiners, the 
North Eastern Railway in case of P.W.Is and A.P.W.ls, etc. 


262. It goes without saying that under normal conditions the staff 
should, on the one hand, be able to get the leave required by them and on 
the other, should not be made to work in excess of the prescribed hours of 
duty. Shortages in the sanctioned strength and inadequacy of leave reserves 
obviously militate against both these objectives and tend to create resent¬ 
ment in the minds of staff. Such a situation is hardly conducive to safety in 
train operation. The overtime working by a few categories of staff examined 
by us leaves no doubt in our mind that the incideitce of overtime workitig 
is too heavy to be ignored. We feel that the measures necessary to curb 
overtime working by staff h.ive not leceived the attention they deserved 
inspite of the great stress laid on this subject by the Kun-tru Committee. 
We are also unable to appreciate fully the object of clamping down the 
leave reserves at the level obtaining on 4.2.1967 notwithstanding its inade¬ 
quacy as the directive of the Railway Board of that date sought to do. We 
strongly recommend that the question of overtime working and leave re¬ 
serves should be examined early and leave reserves on each Railway review¬ 
ed so that they reduce the incidence of excessive hotirs of work to the mini¬ 
mum and ensure that the requirements of leave, training, transfers, promo 
tions, periodical medical tests, sports and other welfare activities, etc., are 
met with to a liberal extent. We see no conceivable reason why the minimum 
limits of leave re.serves fixed by the Railway Board itself should not be im¬ 
mediately implemented. 

263. Hours of duty of runriiug staff :—[Recommendation No. 42— 
Part I]—Tlie Kun/.ru Committee, on exaiiuning the question of the hours 
of work of running stuff, h.rd ob.served that notwithstanding the schedule of 
running trains being prepared in a manner that the prescribed duty hours 
of drivers wete not infringed, in many cases, the actual duty hours exceeded 
the scheduled periods resulting in long hours of duty of goods train drivers. 
I he Kunzru Committee noticed that there was an appreciable number of 
cases where drivers remained on duty for over 20 hours at a stretch. While 
accepting the position that there was no prospect of the operating condi 
tions on the busy sections of the Railways casing in the near future to an 
extent so as to reduce the hours of goods train drivers appreciably, the 
Kunzru Committee suggested that the Railway Administrations .should make 
suitable arrangements to ensure that no goods train driver performed run¬ 
ning duty of more than 14 hours at a stretch except in emergencies. 


264. The Railway Board in their comments indicated that the Rail¬ 
ways had been asked to ensure that no driver was permitted to work beyond 
the limit of 14 hours at a stretch except in an unforeseen emergency and 
that the Railways were being asked from time to time not to slacken in their 
efforts to eliminate excessive hours of running duty at a stretch to the 
maximum extent possible. 
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265. The hours of work are regulated by the provisions of the Indian 
Railways (Amendment) Act, 19.56, as amplified by the Award of the Adjudi¬ 
cator, the Honourable Mr. Justice G. S. Rajadhykhasha. According to tliese, 
in the case of running stall, the running duty hours at a stretch should not 
ordinarily exceed 10 hours and that they should be entitled to claim relief 
after 12 hours provided they give 2 hours notice for relief to the Controller 
and that for the purposes of computing running duties at a stretch, time 
should be calculated from the actual departure of the train. We are, there¬ 
fore, unable to understand how' the Kunzru Committee laid down 14 hours 
as the maximum hours of running duty in the face of the foregoing provi¬ 
sions. They had in fact referred to these provisions in their report. The 
limit according to these should be 12 and not 14 hours of running duty. 

266. The incidence of more than 12 hours of running duty at a stretch 
during 1967-68 on the Indian Government Railways is shown in the table 
below: — 


Table 57 


Drivfirs Grade A & B 


Railway 

Total 
Number 
of trips 

Number of trips with 
more than 12 hrs. of 
running duty 

Number of trips with 
more than 14 h's. of 
running duty 



No. 

0/ 

/(> 

No. 

% 

Central 

t.01,202 

350 

03 

151 

0’2 

Eastern 

73,879 





Northern 

.. 1,70,657 

1.091 

06 

206 

O'i 

North Eastern 

44..502 

057 

1-5 

14 

003 

Northeast Frontier 

10,726 

274 

2’6 

RC 

OR 

Southern 

.. 1,64,296 

1,925 

1-2 

672 

0-4 

South Central 


Figures not furnished 


South Eastern 

60,561 

821 

1-6 

101 

02 

Western 

1,19,424 

622 

0-4 

17 

0 01 

Total 

,. 7,49,417 

6,640 

0-8 

1,247 



Drivers Grade C 


Railway 


t— — - '> 

Total Number of trips with Number of trips with 

Number more than 12 hrs. of more than 20 hrs. of 
of trips running duty running duty 




No. 

0/ 

/O 

No. 

% 

Central 


2,29,193 

36,526 

15'0 

2,412 

1.1 

Eastern 


.. 1,90,328 

28,723 

161 

1,330 

0.7 

Northern 


3,85,732 

21,804 

6-6 

1,338 

0.3 

North Eastern 


70,646 

7,602 

9-4 

217 

0.3 

Northeast Frontier 


42,233 

8,557 

20-3 

210 

O.-o 

Southern 


.. 1,66,628 

30,894 

18-5 

1,591 

0.9 

South Central 


.. *1,32,876 

45,660 

34-3 

2,682 

2.0 

South Eastern 


1,88.772 

13,268 

70 

24:t 

0.1 

Western 


.. 2,36,656 

41,540 

17-6 

39R 

OJ 

Total 


.. 10,62,062 

2,34,633 

14-2 

10,421 

0.6 


Note : ‘South Central Railway did not iiicludo trip.s of less than 10 honrs duration. 

L/P(D)1EB- 6 (a) 
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267. The figures in the above table show that in 14 per cent of trips, 
grade ’C’ i.e. goods train drivers performed running duty of more than 12 
hours. Apart from the South Central Railway whirh did not furnish com¬ 
plete information, it would appear that the Northeast Frontier Railway had 
the largest number of cases of drivers performing more than 12 hours of 
running duty followed closely by the Southern, the Western, the Central 
and the Eastern Railwa)s. On these Railways, the trips of running duty of 
more than 12 hours range between 15 per cent and 20 per cent of the total 
number of trips perfoimed by goods train drivers during 1967-68. Every 
Railway had instances of trips exceeding even 20 hours of running duty. 

268. It would appear that further efforts are needed to ensure that the 
goods train drivers do not perfoim duty beyond the prescribed limit. 

269. We understand that the Railway Board have now i.ssued instruc¬ 
tions to the Railways that the overall duty hours of running staff at a 
stretch should not exceed H from the time of ‘signing on' and they should 
be entitled to claim relief after I f hours provided they have given 2 hours 
notice for relief to the Controller. These instructions permit the running 
staff to give notice at the end of 12 hours from the time they ‘sign on’ irres¬ 
pective of whether they have done running duty of 12 hours or less. While 
no doubt this is a step in the right direction, we feel that what is more im¬ 
portant is that steps should be taken to ensure,that the limit laid down in 
these instructions is observed in actual train operation. Whenever on any 
.section, chronic long lioms seem inherent, steps should be taken to change 
the crew at a suitable place so as not to infringe the prescribed duty hour 
limitations. 

270. Railway Semice Commissions and recruitment: —[Recommenda- 
tions 48, 49—Part II]—The Kunzru (iommiitee had noticed widesptead 
shortages in the strength of operating staff on different Railways and com¬ 
mend on defective planning of staff requirements. According to the Rail¬ 
way Board, the shortages in certain operating categories were due to the de¬ 
lays inherent in the prcKedure of recruitment through the Railway Service 
Commissions by ma.ss examination and the unanticipated failure of the se¬ 
lected candidates to pass tlie medical tests and the departmental examina¬ 
tions after the training course. Due to the number of candidates responding 
to an advertisement running into thou.saiids, the Commissions, it was stated, 
experienced inadequacy of staff in handling promptly such a large number 
of applications. 

271. The Kuiizru Committee suggested the setting up of a Man-Power 
Committee on each Railway for assessing in advance the staff requirements 
and the creation of some supernumerary jxrsts to meet unforeseen shortages 
of staff. They recommended separate recruitment for posts in the operating 
categories and for office and commercial clerks and suggested that the exami¬ 
nations should be held to a fixed schedule and the results finalised within 
three to four months’ time. It was also recommended that the minimum 
strength of Railway Service Commissions should be two Members and the 
strength may be increased according to the workload. At least one of the 
Members should be a serving or retired Railway officer. The Commissions 
should have permanent ministerial staff recruited either from the Railways 
or from the open market. 
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272. In pursuance of these recommendations, the Railway Board issued 
instructions for grouping staff for recruitment as under; — 

(a) technical categories, i.e., electrical or mechanical chargemen, 
foremen, assistant permanent way inspectors, assistant inspectors 
of works, etc; 

(b) non technical ixjpular categories, e.g. guards, ticket collectors, 
trains clerks, commercial clerks. ofUce clerks, etc; signallers and 
assistant station masters arc included in this category; 

(c) non technical categories, e.g. traffic apprentices, commercial ap¬ 
prentices. train examiners, firemen, etc. 

273. The Railway Board laid down that from the date of receipt of 
indent by the Railway Service Commission until finalisation, a time sche¬ 
dule of a months in case of technical categories, 7 months in case of non¬ 
technical categories and 73 days in case of piobalionary assistant station 
masters was to be observed; in the case of the last category, separate semi¬ 
mass examinations were to be held. 

274. The average time taken by the various Railway Service Commis¬ 
sions for recruitment of certain categories of staff during the last five years 
as furnished by them is shown below: — 

(i) Rnilwny Service Commission, Madras 


(a) Maas categories .. .. .. Southern Railway 

South Centra! Railway 

[h) Assistant station maatera A signallers .. Southern Railway 

South Central Railway 

(c) Assistant permanent way inspectors .. Southern Railway 

(i) Assistant bridge inspectors .. .. Southern Railway 


One year 
8 months. 
6 months 
4 months. 
3^ months 
IS months. 


(iil Raihcay Sendee Commission, Bombay 


Year 


Technical and non- 
tochnioal oategories 

Non-lechnioal 
popular categories 

Central 

Western 

Central 

Western 

1963- 64 .. 

1964- 6.6 

1965- 66 .. 

1066- 67 .. 

1067- 68 .- 

y.M.T).=year 

: Months: Bays. 

y.M.D. 

0-6-26 

0-.504 

0-304 

0-3-20 

0-418 

Y.M.D. 

0-3-23 
0 3 24 
0-218 
0-6-28 
0-6-04 

Y.M.D. 

0-9-23 

0-7-12 

1-0-lV 

Y.M.D. 

0-7-20 

0-6-22 

0-10-21 


(iii) Railway Seroice Commission 

, Allahabad 





Bate of 

Date of 

Time taken 

Categories 


requisition Onalisa- 






tion 



(а) Station Masters group (Northern Railw.-iy) .. 31.6.63 29.2.64 9 months 

(б) Block Maintainors (Northern Railway) .. 18.12.61 28.4.64 2 years 

4 months. 

(o) Apprentice train examiners (Northern Rly.) .. 26.2.64 3.2.66 1 year. 

(d) Assistant permanent way inspectors (North Eas¬ 

tern Rly.) .. .. 30.4.65 23.4.66 1 year. 

(e) Assistant Signal Inspectors (Northern Rnilway) 3.3.60 3.11.66 8 months. 

(/) Station Masters group (Northern Rly) .. 10.8.66 11.8.67 1 year. 
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(iv) Railway Service Commission, Calcutta 


Catcg'.u'ies 

Date of 
requisition 

Date of 
Oiialisa- 
tion 

Ximo taken 

(a) AssisUiiit Permanunt Way Inspectors {Eastern 
Bly.) (Diploma holders) 

18.12.63 

28.7.64 

7 months. 

(i) Assistant Permanent Way Inspectors (South 
Eastern Hly.) (Diploma holders) 

13.9.03 

22.4.64 

7 months. 

(c) Apprentice train oxarnincra (South Eastern E-ly.) 
(Diploma holders) .. 

14.7.66 

18.4.67 

9 months. 

{(i) Populiir non technical oatogorie.s (E.v.sterii Kly., 
South Eastern Itailwayj .. .. ' .. 

June 1965 May 1966 
June 1966 June 1967 

11 months. 

1 year. 

(t) Assistant station masters (Eastern Rly.) 

Assi.stant station masters (Eastern Hailway) 
Assistant station ra.a8ters',(South Eastern Kailwoy) 
Assistant station masters,(South Eastern Railway) 

21.6.65 
19.4.67 
19.9.64 
25.2.CO 

2.6.66 
15.12,67 
30.4. (W 
2.6.66 

11} months. 
8 months. 
7i5>nonthB. 

3 mouths. 

(/) Assistant Periuaiieut Way luspecloi-s (Eastern 
Rly.) (Non diploma holders) 

18.12.63 

28.7.04 

7 mouths. 

(j/) Assistant tram examiners (South E.astern Railway) 
(Non diploma holders) 

21.0.66 

19.4.67 

10 months. 


275. It would appear that the time schedule prescribed by the Railway 
Board has been often exc ceded for all the eategories by all Railw'ay Service 
Commissions. 

276. The Railway Administrations are according to the present pro¬ 
cedure required to place indents on the Cormnissioiis for eacli quarter i.e. 
5 months in advance of their requirements for technical categories, 6 
months lor non-iechnical popular categories and 7 months in case of non¬ 
technical categories. Visualisation and planning of staff requirements 5 to 
7 months in advance can by no means be deemed as impracticable. How¬ 
ever, one of the (iommi.ssions ob.served that many of the panels had been 
either partially used or not used at all by the Railway administrations on 
the plea of the vacancies anticipated at the time of placing of indents not 
materialising. Another Commission observed that the percentage of actual 
materialisation of panels was oti the average, about 62 per cent. This may 
partly be due to requirements of staff not being planned by the Railway 
administrations with due cate and partly due to unduly long time lag in 
finalising the recruitment. At this stage, we would only observe that it is 
netessary that the Raihvay administrations should assess their requirements 
on a rational basis, the Raihvav .Service Commissions should observe the 
time schedule and the offers of appointment to the selected candidates 
should be made within a reasonable time if the whole exercise is not to be 
wasteful. We shall revert to the subject of procedure of recruitment in Part 
II of our Report. 

277. The Railway .Service Commissions reported that they got adequate 
response for the various operating categories advertisc'd from time to time. 
However, at times there had been difficulties in the availability of candi¬ 
dates belonging’to scheduled castes and scheduled tribes particularly in 
technical categories. In stich cases, the candidates selected from other com¬ 
munities w'ere suggested for the consideration of the Railw^ay administra¬ 
tions. The qualifications advertised were generally not relaxed. 



278. The strength of each Railway Service Commission was one Chair¬ 
man and two Members. However, since as a result of the ban imposed in 
August, 19GG on diiect recruitment, there had been a drop in the work of 
recruitment, the set up of the Railway Service Commissions had been re¬ 
vised to consist of a Chairman and one Member-cum-Secretary with an As¬ 
sistant Secretary in Class II cadre. The Commissions have experienced no 
difficulty in respect of stall. 


279. In regard to recruitment of Class IV staff, the North Eastern Rail¬ 
way observed that the procedure for recruitment is cumbersome and results 
in delays and has suggested that the selection boards for recruitment of class 
IV staff should not include non-Railway personnel. We believe this difficulty 
is experienced by oth<;r Railways also. We are of the view that this aspect 
needs consideration and simplification of procedure for recruitment of class 
IV staff and elimination of undue restraints in this behalf would be a step 
in the right direction. 


280. Employment of sons of railway employees: —[Recommendations 
47 (Pt. I), 50 (Pt. II)]—The Kunzru Committee recommended that a cer¬ 
tain percentage of posts in class III and class IV should be filled in by direct 
recruitment of the sons of railway employees to give an incentive to the staff 
and to create a sense of belonging in them. They suggested that General 
Managers should be empowered to fill in 2.5 per cent of the vacancies from 
amongst the .sons of railway employees. 

281. The Railway Board have advised us that the matter was consider¬ 
ed in all its implications. While it is recognised that the reservation of 
vacancies for sons of railway employees would be conducive to improvement 
in the morale as well as the efficiency of staff in view of the provision of the 
Constitution of India the recommendation could not be accepted. 


282. The evidence tendered before us at all levels and the views fur¬ 
nished by the Railways are unanimous jn emphasising the need for giving 
weightage to the sons and close relatives of railway employees in order to 
ensure loyalty and efficiency through continuity of tradition of service. We 
shall advert to this again in Part TI of our report. 


283. Direct recruitment in supervisors' grades -.^—[Recommendations 56, 
57( i) to (vii). Part II]—The Kunzru Committee observed that the sujaervi- 
sors constitute the backbone of the Railway administration. It was noticed 
by the Committee that the promotions of staff to supervisory grades and of 
supervisors to officers' grade had been rapid, thereby diluting the experience 
and quality of supervisors. With a view to developing the right type of 
supervisors in adecpiatc numbers, the Kunzru Committee suggested direct 
recruitment to certain initial and intermediate grades so that these people 
would be available to assume positions as senior supervisors within a short 
time, and, subsequently in the cla.ss II service. The percentages of direct 
recrtiitment suggested for the various categories of staff were as under: — 


(a) Train Examiners 
(5) Orade 1 Firemen 
(c) Mechanical Chargemen 
(rl) Aasifltant 'Block and Pignal Inepectora 
p,) Assistant Permanent Way Inspeotors 
i f) TraflFo Apprentices .. .. j .. 

(g) Engineering' graduates for posts in the grade 
485 (AS) 


. !f0% 

.76% 

.80% 

. 66 - 6 % 

.76% 

.33% 

of Re. 336—425/336— 

.. 20 to 26%* 


To be recruited hy General Managers. 
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284. The Railway Board accepted the suggestions of the Kunzru Com¬ 
mittee with the proviso that the existing percentages for direct recruitment 
for the various categories need not be changed where these were different 
from those indicated by the Kun/ru Committee. The Board, in addition, 
allowed the recruitment of engineering graduates without the agency of 
Railway Service Commissions upto 25 per cent for a period of 3 years in 
the first instance and then permitted it to continue beyond this period. 

285. We have surveyed the extent of direct recruitment to the said 
categories on the different Railwavs tor a period of 3 years vix-a-vis the per¬ 
centages prescribed by the Board. The information is contained in An- 
nexure LXIX. 

286. It would appear that the Northern Railway has fixed a percent¬ 
age of 75 in case of traffic apprentices and 66;^ per cent in case of assistant 
signal and block inspectors against the percentages prescribed by the Rail¬ 
way Board which arc 25 per cent and 40 per cent respectively. The Railway 
has not furnished any reasons for adopting these enhanced percentages. 

287. We also find that the Railways have in several cases made direct 
recruitment in certain categories in excess of the percentages prescribed by 
tlic Board. The Central and the Eastern Railways have indicated that re¬ 
cruitment in excess of the authorised percentages was done to make good 
the deficiencies of the previous years. 

288. Direct recruitment of .engineering graduates rvas made only as 
Inspectors of Works or Signal and Telecommunication Inspectors and that 
too to a limited extent. 

289. The Kunzru Committee had while discussing the issue observed 
that not only shotild the recruitment be continued upto the prescribed 
quota but all the shortfalls must also be made good. We can realise the need 
of direct recruitment to these categories but wc feel that these recruitments 
should be regulated judiciouslv so that reasonable chances of promotion of 
’stair already in service are not diminished in a particular year as is likely 
to be the case if an attempt is made to clear the accumulated deficiencies 
in one or two years. Such action would tend to affect the morale of the staff 
in service adversely. 

290. Disciplinary powers for sn/zenusorr: — [Recommendations 46— 
Part T. 61, 63, 64, Part III—The Kunzru Committee observed that the prin¬ 
cipal agency for creating a better morale amongst staff and enforcing dis¬ 
cipline are the immediate supervisors and tliat to enable the supervisors to 
perform this function effectively, it is necessary that they should be treated 
as part of the Administration, To this end, the Kunzru Committee suggest¬ 
ed concrete measures like reduction in size of their jurisdiction, powers to 
sanction leave, issue of passes, taking of disciplinary action in a limited 
sphere, etc. 

291. The Railway Board asked the Railwavs to give the supervisors in 
crade 250—380fA.S'l and above the powers of issuing privilege passes and 
privilege ticket orders over the home line to class TIT and class TV staff, of 
awarding punishments like fine, censure, stoppage of privilege passes or 
PTOs or both to class IV staff and to class ITT staff in scales of pav rising 
upto Rs. 180; and of sanctioning casual leave and earned leave upto 15 davs 
to class TIT and class IV staff. The Railwavs have indicated that the instruc¬ 
tions of the Board have been carried out. 
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292. Exercise of powers by supervisors :—We have examined the extent 
of actual exercise of disciplinaiy powers by the supervisors and shown the 
results in Annexurc l.XX. A summary showing the number of supervi.sors 
who cxerci.sed disciplinary powers and the nature and extent of punish¬ 
ments given by them is as follows: — 


Total number of 
Supervisors 

Total number of 

Supervisors who 
exorcised powers 

Perceiitago 


3864 

1417 


42-2 


Nature of punishments 

Class III Staff 

Class IV staff 


Number of 
staff 
punished 

Percentage 

Number of Peiceiitnge 

staff' 
punished 

(i) Stoppage of Passes & 
PTOs. 

1613 

16-5 

5693 

14-2 

(ii) Fines 

1390 

14 3 

9165 

23 3 

(lit) Censured .. 

2357 

241 

8506 

21 1 

(ta) Warned .. 

4408 

46-1 

16056 

40-8 

(r) Tot.al 

9768 


39319 

0 


29.‘5. ft would appear that about 42 per cent of the supervisors exercis¬ 
ed the disciplinary powers. About 41 to 4.'> per cent of the punishments 
awarded wtTc however in the nature of “warning” W'hich in effect is not a 
punishment. 

294. We consider that for an administration to run efficiently and 
siKccssfully, the position and the morale of supervisors are matters of ttt- 
niost importance and we propose to deal with this matter further in the 
second part of our Report. 

29;'). Jurisdiction of Supervisors :—[Recommendations ll.-l, 186, 187 and 
188—Part II]—The Kunzru Committee had recommended that: — 

(a) the beat of a permanent way inspector should be about 40 miles 
with two assistant pennanent way inspectors under him; 

(b) a traffic inspector should not normally be given charge of more 
than 20 to 2,5 stations, and the categories of inspectors should 
also be rationalised by a suitable amalgamation of their duties; 

(c) the strength of loco inspectors and carriage and wagon inspec¬ 
tors should be determined on a rational basis; and 

(d) the number of signal inspectors should be determined on the 
basis of the number of lever units to be maintained by them. 
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296. The Railway Board have observed that: — 

(a) the Efficiency Bureau of the Board suggested the guidelines ac¬ 
cording to which the jurisdiction of a permanent way inspector 
on the broad gauge should not noniially exceed 90 to 100 equat¬ 
ed track kilometres on single line, 120 equated track kilometres 
on double line and HO equated track kilometres on multiple 
lines, i.e., roughly a section of 60 to 70 route kilometres on single 
line, 50 route kilometres on double line and 40 route kilometres 
on multiple lines; on the metre gauge main lines, the beat should 
be limited to 75 to 80 kilometres on single line and 90 to 100 
kilometres on double line. A permanent way inspector should 
not have any personal length and the assistant permanent way 
inspectors placed under him would have specified sections. The 
guidelines are being’followed by the Railways and jurisdictions 
are being reviewed, where necessary; 

(b) the jurisdiction of traffic inspectors has been suitably modified 
on all the Railways but any change in the duties of inspectors 
with a view to rationalising them was not considered desirable; 

(c) the time is not opportune for laying down a yardstick applicable 
to all Railways but that all Railway administrations have been 
advised to ensure that the strength of loco inspectors and carriage 
and wagon inspectors is adetjuale to meet the requirements; 

(d) the number of signal inspectors has been determined on the basis 
of lever units on all Railways except on the South Central and 
the Western Railways where it is in the prtKCSS of implementa¬ 
tion in respect of the additional assets now being provided; the 
position has to be reviewed from time to time on the basis of 
additional assets brought into use. 

297. The jurisdictions of the su|>ervisors refened to by the Kunzru 
Committee have been examined by us. The results of the examination arc 
contained in Annexute I,XXI. 

298. We find wide variations in the jurisdictions of the various cate¬ 
gories of supervi.sors on the different Railways. For instance— 

(a) in case of traflic insi)ectors during 1967-68, the number of sta¬ 
tions varied between 8 and 115 on the diflerent Railways, the 
largest number of stations under a traffic inspector being on the 
.South Central Railway; 

(b) in case of permanent way inspectors, the maximum jurisdiction 
on the diffeient Railways during 1967-68 varied between 108 and 
2S9.84 equated track kilometres. The Noitheast Frontier and 
the .South Central Railways indicated their jurisdiction onlv in 
kilometres (wdth 249.,54 and 588 kilometres as the maximum 
jurisdiction of a permanent w’av inspector) and not in equaled 
track kilometres; 

(c) in case of block inspectors and signal inspectors, the Northeru 
Railway has shown 24.806 and 50.216 lever units as the minimum 
and maximum in the case of the former and 11.562 and 15.95:) 
as the minimum and maxitiium in the case of the latter during 
1967 68. The numher of lever units given bv the Northern Rail¬ 
way are so inordinately in excess over the corresponding figures 
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of other Railways that wc are not inclined to place reliance on 
these figures. Against this, the Southern Railway has indicated 
28 and 71 as the minimum and the maximum for block inspec¬ 
tors and 3G2 and 1,704 as the minimum and the maximum for 
signal inspectors; 

(d) in case of loco inspectors, the Eastern Railway has a yardstick 
of one loco inspector for 1,80,000 engine miles per month, or for 
90 engines or for a strength of 600 running staff; the Northern 
Railway provides one loco inspector for 100 locomotives or for 
two sheds; the North Eastern Railway has one loco inspector for 
100 locomotives and the Northeast Frontier Railway one for 
each district. Other Railways have mentioned that the strength 
is determined by the ^workload; 

(e) in case of carriage and wagon inspcctor.s, the Northern Railway 
has one such inspector for each division, the North Eastern and 
the Northeast Frontier Railways one for each district. Other 
Railways have replied that the strength is determined by the 
workload and no specific yardstick has been laid down. 

299. It is thus evident that very little seems to have been accomplished 
to bring about a measure of uniformity in the jurisdiction of inspectors 
over the various Railways. In our view, the evolving of yardsticks and their 
application with local adjustments as may be considered necessary, is essen¬ 
tial if the strength of supervisors is not to vary widely on the different Rail¬ 
ways. 

300. Custody of stores by Permanent Way Inspectors: —[Recommenda¬ 
tion 114 Pt. II]—The Shahnawaz Committee, 1954 observed that there was 
need for providing some clerical assistance to the PWIs in order to relieve 
them of the work of stores so that they would have more lime to attend to 
the maintenance of track. I'he Kun/ru Committee also examined the pro¬ 
blem of the workload of the Permanent Way Inspectors both in regard to 
the juri.sdiction and the responsibility in respect of custody and accounting 
of stores. They suggested that a special officer should be appointed on each 
railway to evaluate the workload of each PWI and to recommend the relief 
needed. 

301. The Railway Board accepted the recommendation for examining 
the workload of the PWIs. The Efficiency Bureau in the Board’s office in¬ 
vestigated the question. 

302. The Railway Board have stated that in pursuance of the investiga¬ 
tions by the Efficienev Bureau, an experimental Pennanent Way depot is 
being set up on each Railwav, and new procedures are being introduced for 
the maintenance of accounts. They have further indicated that two clerks 
are provided to each PWT on the Railwavs and a number of other steps such 
as rationalisation of their jurisdiction, making the stores clerks responsible 
for locked up and fenced stores etc. have been taken to enable the PWI to 
concentrate on maintenance work. The question of providing further relief 
to the PWIs to enable them to devote their undivided attention to outdoor 
work is under consideration. 
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30.‘5. Personalised training and man-to-man contact: —[Recommenda¬ 
tion 40—Part I]—The Kunzni Committee observed that safety is largely 
a state of mind which conditions a man’s behaviour in work and his res¬ 
ponse to safety instructions and gtiidance. The average worker according 
to the Kun/ru Committee is not wilfully careless and negligent but he does 
tend to drift into habits of thoughtlessness; therefore, the necessity of his 
being careful has to be constantly kept before his mind. It is here that 
according to the Kunnu Committee personal contact assumes importance. 
This was amply borne out by carefully conducted tests in foreign countries 
which revealed that the w-eakness in the mass educational methods like 
films, posters, lectures, conferences and so on, lay in leaving the interpreta¬ 
tion and application of specific items to the individual. In order to break 
down the emotional barriers or to carry the personality of the officers to 
the staff, there is a great need for personalised training to carry home the 
message of safety. With this end in view, the Kunzru Committee rccom- 
inended the launching of a carefully planned well directed personalised 
safety programme for dealing with the driving staff, the station staff, 
gatemen and the permanent way staff on a ‘man-to-man’ basis and con¬ 
ducted on educational, instructional, informative and pursuasive lines by 
a specially selected team of competent supervisors. 

304. Tfie Railway Board in their comments stated that the value of 
personalised contact with staff as a means to develop safety consciousness 
had already been recognised and that this was the main function of the 
safety counsellors. 

305. The Railways have indicated that personalised contacts have 
been established with the .staff connected with the movement of trains by 
safety officers and safety counsellors as well as by officers of other depart¬ 
ments. 

306. We understand that the Railways furnish to the Railway Board 

the figures of the number of staff contacted in their periodical reports. 
Often, the number of staff said to have been contacted on a Railway in 
a year runs upto nearly a lakh or, at times, more than a lakh. For instance, 
on one Railway, the number of staff contacted was 1,17,9.5.5 during 1964- 
6.5 and 93,121 during 1966-67, i.e. 323 and 255 persons per day in 1964-65 
and 1966-67 respectively. We arc afraid, in such an approach, there is a 
danger of obsession with numbers overshadowing all other considera¬ 
tions amongst the officers and counsellors. In our view before an officer, 
a counsellor or any other supervi.sor can carry home to the staff the message 
of safety, he has to establish a perstmal equation between himself and 
the employee and to give to the latter individual personal attendon. 
Such personalised contact obviously cannot be judged by numbers alone. 
I'here is a real risk of the appeal of counselling being lost if the coun¬ 
sellor must chase only numbers. In fact, we came across a few instances 
in which the staff told us that they had never been contacted on a per- 
sonal level nor w'ere they aware of the counselling work on their Rail¬ 
ways. , 

, 307. In our view, the programme of personalised training on a man- 

lo man basis needs to be reoriented with an emphasis on the personal 
contact and understanding between the officer or supervisor and the in¬ 
dividual worker and .specific individual attention to the latter. 
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308. Piycho Technical Cell :—[Recomuiendation 36—Part I]—Tlic 
Kunzru Committee attached considerable importance to the introduction of 
psycho technical tests for determining the suitability of personnel in 
certain operating categories to their particular jobs. They had, therefore, 
recommended that a pilot project for applying suth tests to a limited 
number of drivers, cabinmen and levermen ik-fore .selection to these posts 
should be started. The Kunzru Committee suggested that the results of 
these tests should be assessed before extending them over a wider field. 

309. The Railway Board advised us that a Psycho Technical Cell 
had been set up and had conducted job analysis of the duties of a few 
categories like pointsmen, cabinmen and drivers with a view to standard¬ 
isation of tests in order to assess the essential psychological attributes 
required to be possessed by an employee to be able to carry out the job 
in a safe manner. These investigations included tests of intelligence, 
personality, distribution of attention, concentration, form and depth of 
perception, reaction time, and other attributes special to each category 
of staff. We were advised that rvhereas the tests for the pointsmen/ 
cabinmen had been standardised, those for the categories of drivers w'ere 
still being validated. In addition, certain, other studies, like the effect of 
ageing on the faculties of drivers (working mail/express trains with 
steam traction) after the age of 15 years have been conduetc-d by the 
Cell. 


310. The Psycho Technical Cell was set up about five years ago. The 
investigations conducted by it are still in an experimental stage and the 
stage where the results of these studies tan be fruitfully applied has not 
yet arrived. We are aware that the application of the results of such 
studies involves con.siderable preparatory work. There may also be diffi¬ 
culties in getting suitable trained stalf for this work. Nevertheless, we 
consider tliat if the value of psycho technology as a means to promote 
safety in train operation has been recognised by the Railway Board, 
every thing possible should be done to accelerate the process. Wc also 
hope that when the stage arrives for the application of these tests in the 
selection of personnel, such tests will be handled by well qualified and 
responsible staff so that they become neither a mere routine nor a source 
of harassment to the staff. 

311. We have elsewhere, in some -paragraphs of Chapter II, indi¬ 
cated certain aspects which may be fruitful fields of study for this Psycho- 
Technical Cell. Wc had also undertaken a study of the number of staff 
held responsible for causing two or more accidents, the last one of which 
w'as caused during any time within the two years 1966 67 or 1967-68. I his 
was done with a view to finding out the number of staff who had been 
repeatedly involved in accident cases. The information received from the 
Railways is in Annexure LXXII. It will be seen from this Annexure 
that nearly 60 per cent of such employees were in the category of drivers. 
This study may provide a pointer for psychological counselling and 
rational persuation of these and other staff so that in future they may be 
able to render a relatively accident-free sef>vice. 

312. Provision of quarters :—[Recommendation 80—Part II]—The 
Kunzru Committee had, during the course of their examination of the 
amenities provided to the railway staff observed that suitable houses in 
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liealthy surroundings should be provided for as large a number of rail¬ 
way staff as practicable. I'hey suggested the priorities for allotment of 
quarters as under: — 

(i) staff working at small stations; 

(ii) essential stall at large stations; atid 

(iii) essential staff not covered by (i) and (ii). 

313. The Kunzru Ckunmittee suggested that the allocation for the 
provision of staff quarters should be raised from Rs. 7 crores to Rs. Ill 
crores per year during the remaining years of the Third Plan. 

314. The Railway Board in their comments indicated that Rs. 44.29 
crores were spent on the construction of staff quarters in the Third Plan 
against a provision of Rs. 35 crores. However, due to the difficult re¬ 
sources position, the expenditure on this item was only Rs. 7.79 crores in 
1966-G7, Rs. 6.09 crores in 1967-68 and Rs. 5.30 crores in 1968-69. Separate 
allocation was bein^ made for making improvements in the existing 
quarters. The Board further stated that the guidelines suggested by the 
Kun/ni Committee for the allotment of quarters were being followed 
and preference was given to the essential staff subject, however, to various 
other factors which the Railway administrations' may have to take into 
consideration. 

315. We have surveyed the prsition as it existed on 31.3.1964 and 
on 31.3.1968 re<jarding the provision of railway quarters to ten of the 
essential categories of staff who are mainly concerned with train opera 
tions. I'hc position as it emerged from this survey is as under: — 

Table 58 


Category of dtaff 


Porcontage of various 
catogories of staff 
provided with 
quarters 

- - ^ ^ 

As on As on 

31-a-1964 31-a-1968 


1. Station Masters 


94-3 

94-2 

2. Asstt. Station Masters and Switchmen 


72-4 

70-9 

3. Cabinmoii, I/evermen & Pointsmen 


661 

60-9 

4. Shunting Jaiaadan/Gunaera/Shunting Masters and other 
shunting staff 

56-9 

62-7 

6. Guards 


66'9 

59'1 

6. Drivers and Shunters 


67-1 

64-8 

7. Firemen and Asstt. Drivers 


39-7 

46-5 

8. Motormon 


60-4 

66-7 

9. 'I'rain Examiners 


55 3 

57'8 

10. Block, Elootrio and Moohanical Signal Maintainers 


68-4 

62-2 
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316. We find that in spite of the fact that the strength of staff has 
practically increased in all categories, the percentage of those provided 
with railway (quarters has also kept pace and in the case of some cate¬ 
gories e.g. drivers and shunters, firemen and assistant drivers and train 
examiners, the position has shown definite improvement. We, however, 
feel that a lot more remains to be done and particularly in certain cate¬ 
gories like that of assistant station masters employed at roadside stations, 
the provision of quarters must be improved if they are not to leave the 
stations frequently to see their families. 

317. The position on the different Railw.iys in regard to the provi¬ 
sion of quarters to the categories of staff referred to earlier is contained 
in Annexure LXXIII. 

318. We consider that the absence of suitable accommodation for 
staff posted at wayside stations can be a source of fatigue and worry. The 
staff cannot always arrange suitable accommodation outside due either 
to prohibitive rents or to non-availability of such accommodation. Parti¬ 
cularly for railway staff concerned with train operation, the provision of 
the railway quarters is a matter of necessity rather than an amenity and 
would prove conducive to increasing the element of safety in train opera¬ 
tion. 


319. Morale of Officers—Outside interference :—[Recommendation 
72—Part IIJ—The Kiin^ru Committee had observed that the morale of 
officers was at a low ebb and that the officers were reluctant to exercise 
their discretion for fear of not being supported by the higher authorities. 
The Kunzru Committee had said that having selected officers to adminis¬ 
trative posts, it is essential that their morale should be kept high by trust¬ 
ing and respecting them. According to the Kunzru Committee, great frustra¬ 
tion was caused to officers w’henever through the intervention of an in¬ 
fluential outsider, their bonafide decisions were not only called to question 
but were often set aside. This had the effect of many executive officers 
preferring to let things drift instead of taking positive action. The 
kunzru Committee had noted that the officers of the Railway adminis¬ 
trations had been directed that they were, on getting a reference from 
the Members of Parliament on staff matters, to request the latter to 
address the Minister, and had ended with hoping that those concerned 
would bear this in mind. 

320. The Railway Board stated in their comments that on' receipt 
of the recommendation, the Minister for Railways had addressed a demi- 
official communication to the Minister of Parliamentary Affairs who in 
turn had addressed individual letters to all Members of Parliament to 
desist from making references to officers on individual staff matters. 

321. The morale of officers and the impact it has on the running Of 
an organisation are indeed matters to which we attach great importance. 
The evidence before us so far is rather limited; but even so, some in¬ 
stances were brought to our notice wherein, on routine decisions taken 
by officers, reports had been called at the instance of higher levels, 
apparently on the intervention of influential outsiders. We agree that 
such factors inevitably tell on the morale of officers and their disposi¬ 
tion to take right decisions. We intend to give further thought to this in 
Part II of our Report. 
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322. Finalisation of enquiries and disciplinary action: —[Recom¬ 
mendations 49—Part I and 65—Part Ilj —The Kunzru Committee 
found that there were considerable delays in the finalisation of accident 
enquiries and disciplinary action against the defaulting staff and obser¬ 
ved that energetic action on the part of the Railway adminislratioirs was 
required to conform to the target (prescribed by the Railway Board) of 
27 days for the completion of accident enquiries and 63 days for the 
finalisation of disciplinary action from the date of completion of the 
enquiry. 

323. The Railway Board indicated that a watch was being kept on 
the time taken, in finalisation of accident cases and whenever it was 
noticed that the target was being exceeded on a particular Railway, the 
matter was taken up at a suitable level. 

324. We have examined the time taken in finalisation of accident 
cases during the years 1966-67 and 1967-68. The result of this examina¬ 
tion is given in the following table; — 


Table 59 


Average uuntber of days taken in finalisation of accident cases 


Railway 

From the date of 
(iccurrojico to the 
date of fiiialisa- 
t ion of aocidejit 
enquiry 

From the date of 
fiiiaUeation of 
accident enquiry 
to acceptance by 
competent authority 

From the date of 
acceptance to the 
da( e of jnlposition 
of final punishment 

‘ 1960-67 

1967-68’ 

‘l906.67 

1967-68 ’ 

'l 066-67 

1967-68 

Central 

33-6 

37-8 

72-8 

68-2 

104-8 

97-8 

Rastorn 

15 

10 

No gap 

No gap 

50 

40 

Northern 

26 

18 

22 

23 

68 

68 

North Eastern 

.. 17-6 

191 

33-7 

27-2 

72-1 

48-2 

Northeast Frontier 

.. Not shown separately 

27-0 

26-1 

37-3 

43-3 

Southern 

86 

58 

68 

61 

166-8 

121‘3 

South Central .. 

35 

33 

32 

32 

74 

61 

South Eastern .. 

4 

S 

26 

31 

39 

44 

Westepi 

14-3 

17-2 

21-2 

30-9 

61-0 

66-7 


325. It would appear that the time taken on the Southern and the 
Central Railways is far beyond the targets laid down by the Railway 
Board. In particular, the long interval of time between the date of 
finalisation of accident enquiry and the acceptance of findings by com¬ 
petent authority is difficult to appreciate. 

326. In Annexure LXXIV, the average number of days taken in 
finalising tire cases involving disciplinary enquiry i.e. in which major 
punishments like dismissal, removal, compulsory retirement or reduction 
in rank was proposed) and those in which a disciplinary enquiry was 
not necessary, have been shown Railway-wise. It will be seen from this 
Annexure that the time taken in imposition of final punishments in 
cases which involve disciplinary enquiries is much longer than in other 
cases. Needless to say that for a punishment to be deterrent it should 
not only be compatible with the nature of offence but also prompt. 
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327. Here, it may be observed that there is a widely established 
notion that the present procedure of disciplinary action which is based 
on Article 311 of the Constitution is so constructed that it results in de¬ 
lays in taking disciplinary action against the erring staff. To see to what 
extent delays in meting out the punishment are ascribablle to the pre¬ 
sent procedure and whether the concept of reasonable and adequate op¬ 
portunity afforded to the erring employee under this Article of the Con¬ 
stitution is abused by the employee by re.sorting to dilatory tactics, a 
case study of some accident cases selected at random wherein depart¬ 
mental action was taken was made by us. We find that while there is no 
gainsaying the fact that the present procedure by its very nature is 
cumbersome and time-consuming, there is not much substance in the widely 
held notion that the errant employees often resort to dilatory tactics. On the 
other hand, our case studies show that if anything, it is more the inci¬ 
dental delays occurring in the departmental office itself which account 
for the major portion of the delay. We consider that there is scope for 
considerable improvement if such delays in the processing of the case in 
the departmental offices are minimised. 

328. Prosecution of staff involved in accidents :’—[Recommendation 
12(ii)—Part I]—The Kunzru Committee had during the course of its 
studies examined the results of prosecutions launched during the years 
1957-58 to 1961-62 against railway staff involved in accidents and having 
observed, that most of the prosecutions were not successful, had stressed 
the need for better co-ordination between the Railway administration and 
the police authorities in launching and conducting of prosecution cases. 

329. At that stage, the Railway Board had taken tip the matter with 
the Ministry of Home Affairs and as a result the latter issued a directive 
to the State Governments asking them to ensure close co-ordination 
between the authorities concerned with the prosecution and the Railway 
authorities so that the cases, were prepared properly and the evidence 
marshalled in close consultation with the Railway authorities. Having 
been apprised of this development, the Kunzru Committee had expressed 
the hope that the co-ordination between the two as a result of this fresh 
directive would result in a more .satisfactory state of affairs. 

330. To a questionnaire addressed to the Railways, the consensus of 
replies indicates that the position in this regard has not changed much 
and that ordinarily the police authorities do not consult the railway ad¬ 
ministration before launching prosecutions against the staff involved in 
accident cases. In fact, in most cases, the State authorities not only do not 
consult the railway authorities to secure their cooperation in effecting 
successful prosecutions but do not even show the courtesy of giving in¬ 
formation about their plans to launch a prosecution. Naturally, thus, 
continuous co-ordination with the jmlice authorities with a view to 
effecting a successful prosecution is not usually possible. There have been 
cases in which some of the railway staff were not responsible for accidents 
in the opinion either of the railway administration or of the Additional 
Commissioner of Railway Safety and yet were prosecuted by the police 
with the result that a lot of unnecessary harassment resulted to the staff 
concerned. On the other hand, in some cases, the employees involved in 
accidents, in order to evade departmental action, manoeuvred to get 
themselves prosecuted thinking that in the event o£ .prosecution, there was 

Ii/P(D)mB-.6 
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a good chance of getting ait acquittal from a law court and thereby frust- 
lating departmental action whereas if they w'erc to face departmental 
action, punishment would be well-nigh certain. 

331. The number of prosecutions launched in accident cases and the 
results thereof during the 5 years, 1963-64 to 1967-68, on the Indian Gov¬ 
ernment Railways are shown in the table below: — 


Table 60 


Railway 



Number 
of eases 
in which 
staff were 
prose - 
outed 

Number 
of cases 
in which 
staff were 
con¬ 
victed 

Number 
of oases 
in which 
staff were 
acquitted 

Number 
of cases 
subjudice 

Central 


. . 

6 

2 

2 

2 

Eastern 



27 

2 

s 

17 

Northern ,, 



20 

2 

12 

(! 

North Eastern 



.50 

2 

19 

29 

Northeast frontier 



7 

— 

2 

5 

Southern ,. 



.. ■ 5 

— 

4 

1 

South Eastern 

1 


26 

6 

12 

9 

South Ceil trill .. 

« « 


4 

1 

1 

2 

Western , . 



27 

.5 

4 

18 

Total 



.. 172 

19 

04 

89 


33‘2. The results indicated in the table speak for themselves. In hardly 
11 per cent of the cases, conviction was secured. Against every case of 
conviction, more than 3 acquittals resulted. What is worse, a large num¬ 
ber of cases linger on for long periods. According to the information 
given by the Railways, at the end of 1967-68, 89 out of 172 cases, i.e. 
more than half were still subjudice, several of these dating back to 1963- 
64 and 1964-6.'>. 

333. It will, thus, be .seen that'tbe hopes expressed by the Kunzru 
Committee have by and large, not been fulfilled. 

334. It, therefore, appears to us necessary that ways should be 
explored whereby in aeddent cases, the railway staff are not prosecuted 
unnecessarily, nor are they able to manoeuvre to be prosecuted to evade 
departmental action. 

335. For ordinary crimes, like embezzlement, forgery and so on, the 
police generally does not move unless a report is made by the depart¬ 
ment concerned, A case of a railway accident, however, is a matter which 
is a public affair and under section 83 of the Indian Railways Act, the 
police have to be informed about it. The police then take over and de¬ 
cide for themselves whether to prosecute or not without making prior 
consultation w'ith the railway authorities. 
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S36. We may in this connection point out that Section 197 of the 
Code of Criminal Procedure provides for protection to a Judge, a Magis¬ 
trate or any public servant who is not removable from his oflice save by 
or with the sanction of the State Government or the Central Govern¬ 
ment in the matter of prosecution if such prosecution is in connection 
with any offence alleged to have been committed while acting or pur¬ 
porting to act in in the discharge of his official duties. In such a case, 
Section 197 of the Code of Criminal Procedure provides that no Court 
shall take cognizance of such offence cKcept with the previous sanction 
of the State Government or the Central Government, as the case may 
he. This provision is intended to protect oflicers covered thcrefiy from 
unnecessary harassment when acting in the discharge of their duties. 
With the provision as it stands, were a Class I officer to be prosecuted in 
connection with an accident (which is hardly likely), the prior sanction 
of the Government would be required for his prosecution. It seems to 
us that similar provisions should be made as a special case in the 
matter of prosecutions of railway staff in Class III and IV invtilved in 
accidents. 

.^37. We consider that it would be advantageous if a provision is 
made in Section 101 of the Indian Railways Act lo the effect that no 
Court shall take cognizance of an offence under this Section or the cognate 
sections of the Indian Penal Code, namely, Sections .iO-lA, 336, 337 and 
338 without the sanction of the authority who is entitled to remove the 
railway servant from office. A provision inserted as a sub-section to Sec¬ 
tion 101 of the Indian Railways Act will thus ensure that no prosecution 
of a railway servant in connection with an accident is launched without 
the sanction of the competent authority. Stich authority would be in the 
best position to determine whether there should be a prosecution and, if 
so, wiio should be prosecuted. The competent authority should be in a 
position to exercise its mind on that question as soon as the enquiry 
report on the accident is available. 

338. It may be added that where the police authorities feel that the 
competent railway authority is withholding sanction wrongly, they can 
always approach the Railway Ministry for getting the necessary sanction. 

33^. This procedure would have four-fold advantages. It wilt save 
employees from unnecessary harassment. It will also make it impossible 
for any railway servant to manoeuvre his prosecution in order to be able 
to evade departmental punishment. It will also provide for complete co¬ 
ordination between the police and the railway authorities since once 
the railway authorities decide that a case is fit for prosecution, they woidtl 
ensure that proper evidence is led so that the prosecution comes to a 
successful conclusion. And finally, since the decision to launch prosecu¬ 
tions or not would have to be taken by the Railway administration, the 
needless delays which are, at present, caused in the publication of the Re¬ 
ports of the Additional Commissioner of Railway Safety where there may 
be a possibility of prosecution would thus get obviated. The Railway ad¬ 
ministration would on receipt of the Additional Commissioner of Railway 
-Safety’s Report, be in a position to decide whether they would take 
departmental action or would prosecute the railway servants responsible. 
Since prosecutions would be resorted to in a very few cases, the publica¬ 
tion of the Additional Connnis.snoner of RaiK'vay Safety's Reports in cases 
where prosecution is not to be launched need not be held up on this 
account. 
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340. We would like to think that in most accident cases, depart¬ 
mental action would meet the ends of justice and prosecutions of railway 
stall would be necessary only in a comparatively few cases of a serious 
nature. 


Safety Organisation, Rules and other operating mutlers 

341. Safety Organisation :—[Recommendations .59(i) to (iii) and 60 
Part I and 181 Part 11]—The Kunzrii Committee had suggested the crea¬ 
tion of a suitable organisation at the various levels of the Railway Adminis¬ 
tration to deal with problem of accidents and safety and to undertake 
the tasks enumerated by tlie Committee in their Reports. They spelt out 
their proposals as under; 

(a) an Additional Member assisted by a joint Director in the Rail¬ 
way Board’s office to deal with the problems of safety of train 
movements on the Railways; 

(b) in the head,quarters office of each Zonal Railway, a Deputy 
Chief Operating .Superintendent in the intermediate adminis¬ 
trative grade on the Railways working on the Divisional system 
and in the junior administrative grade on the Railways work¬ 
ing on the District system; 

(c) a Safety Officer either in the senior scale or in the junior scale 
in each division or District; and 

(d) a team of specially selected Safetjy Counsellors drawn from 
different branches of the Divisions to be selected on the basis 
of service, experience, capacity and qualities. 

342. These recommendations were accepted and implemented by the 
Railway Boaid witli some modifications. In the Railway Board's office, 
a, Safety Directorate was created under the charge of a Director assisted 
by a Joint Director. The post of the Joint Director in the Safety Director;; 
ate has since been abolished as an economy measure. On the Zonal Rail¬ 
ways, the Safety Organisations were placed under Transportation Supeiin- 
vendents (Safety) in the intermediate administrative grades except on the 
North Eastern and the Northeast Frontier Railways (and later the South 
Central Railway) where incumbents were in the junior administrative 
grade. On the divisions and districts of zonal Railways, the posts of Safety 
Officers were created—some in the senior scale and others in the iuhior 
scale. 

343. In the evidence given Irefore us and in the discussions with the 
Railway Board, we were told that the functions performed by the Safet)' 
Organi.sation are in the nature of 'internal audit’ on aspects concerning 
safety in train operation, and viewed from that angle, are highly useful 
and important. We propose to examine the working of the Organisation 
■n further detail during the course of our forthcoming tours and shall 
auument on it in part II of our Report, 

344. General Rules — Revision :—[Recommendations 90 and 91 Part 
II]—The Kunzrn Committee had suggested that a revised set of general 
rules consistent with the conditions obtaining at the time and likely to 
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obtain in the foreseeable future was overdue and should be issued with¬ 
out undue delays. According to them, the present rules suffered from 
various defects; rules relating to particular subjects were according to 
the Kunzru Committee found scattered in various parts of the book; of 
other rules, the wording was obscure and legalistic and in some cases the 
rules were incomplete with the result that a number of subsidiary rules 
had to be issued by Railway Administrations to supplement them. 

345. The recbinmendation bad been donsideredi in some detpil by 
the Railway Board. At that stage they had held that no wholesale revi¬ 
sion of the general rules was necessary though individual rules were 
amended from time to time to the extent considered necessary keeping 
in view the need for integration, simplicity, amplification and uniformity. 
The Board, had, at that stage, maintained that the revision of general 
rules was a continuous process and that the rules were amended, edited, 
amplified or weeded out to suit the ] eciuireinents of the growing system 
Whenever any flaws in the general rules came to light they were suitably 
remedied, and new rules where required were provided to cater for new 
developments like multiple aspect signalling or centralised traffic control 
etc, 

346. We have now been advised that a few months ago, a team con¬ 
sisting of a Joint Director from the Transportation Department and a 
Deputy Director from the Signalling Department were deputed ‘to ex- 
aininihg the possibility of revising’, simplifying and bringing upto date 
the general as well as the subsidiary rules in force’. 

347. It is not clear to us what led the Board to consider that the 
revision of General Rules on Railways had acquired a special urgency 
after 5 years. Nonetheless, we endorse the decision of the Railway Board 
in appointing a Committee of Officers to go inLt> the general rules with a 
view to simplifying these since we are of the view that the nature of the 
task is such that a detailed and thoughtful study is required which only ex¬ 
perienced and full-time officers can give to the task. 

348. The Kunzru Committee had also observed that the multiplicity 
of rules contained in the various books and manuals on the Railways 
leads to confusion in the minds of the staff and considered that standardi¬ 
sation ol working practices is desirable to achieve a higher standard of 
S'dfety on the Railways. They also suggested that the alterations should 
be few and far between. We find that the number of Subsidiary Rules on the 
different Railways is about 3,620. We also came across instances in which 
a single correction slip contained amendments to a large number of rules 
For example ou the Central Railway, correction slips Nos. 10 and 11 
amended no less than 46 and 42 rules respectively. We hope that the 
views expressed by the Kunzru Committee about the multiplicity, of rules 
and the need for standardising working practices will be kept in view 
while reviewing the rules. 

349. Prolcclion of trollies and lorries :—[Recommendation 4(iv) Part i 
and 14(v) Part III—The Kunzru Committee during the course of their 
analysis of the collisions between passenger trains and trollies, etc., conclud¬ 
ed that there was no uniformity in the rules and regulations pt escribed for 
the protection of the motor trollies, lorries and push-trollies. They noted that 
while the subsidiary rules of the Southern Railway provided for adequate 
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protection, those of the Eastern and the Northern Railways left- a greit 
deal of latitude to the operators in respect of working of the trollies under 
block protection. They suggested that the Railway Board should lay down 
the rules for protection of trollies on a uniform basis for all the Railways. 
■J'hey also noticed that the Eastern Railway had increased the distance 
for protection of the trollies by flags and detonators from half a mile to 
three-fourth of a mile. They considered it a step in the right direction in 
view of the heavier trains running at faster speeds, particularly after the 
iiUioductioii of electric and diesel traction. They suggested that other 
railways should also issue similar instructions, wherever identical condi¬ 
tions prevailed. 

Ihe Railway Board have advised us that they considered that 
instead of unifying subsidiary rules in force on the different railways, the 
purpose should be equally served if the railways provided for certain 
minimum basic safety requirements and incorporated them in their sub¬ 
sidiary rules. With this end in view, the Railway Board had set' out the 
basic safety requirements to be provided for in the rules and asked the 
railways to incorporate these in their subsidiary rules. We agree with this 
approach. It has been indicated to us that all the railways have modified 
iheir subsidiary rules accordingly. 

351. As regards the distance for protection of trollies, etc., the Rail¬ 
way Board have advised us that the Railway Administrations have been 
told that they may, if they consider appropriate, after taking into con¬ 
sideration local conditions and other cognate factor!, increase the distance 
fot; the protection of trollies by flags and detonators from half a mile to 
three-fourth of a mile and may incorporate this amendment also in their 
subsidiary rules. 

We find that the North Eastern, the Southern and the South 
Eastern Railways have not considered it neces.sary to incre.ise the distance 
for protection of trollies, but other railways have fallen in line with the 
Eastern Railway. 

■553. In our v,ie\v, the distance for protection of trollies or lorries 
is an important safety factor and the minimum distance necessary to en¬ 
sure safety should be applicable on all Railways. In the evidence ten¬ 
dered before us, we were informed that a decision is going to be taken 
in respect of the distance necessary for the protection of a trolly or a 
lorry. We hope that such a decision will be taken early and a uniform 
practice followed on the Railways. 

354. Working Time Tables :—[Recommendations 24, 28(i) and 

32(ii) Part I]—The Kunzru Committee had. during the course of their 
examination of the causes of Mainpuri and Kosgi accidents, noticed 
certain anomalies in the information shown in the Working Time 
Tables, such as intersectional minimum running time being not shown 
prominently and correctly, Ixioked speed of a train being identical with 
the maxiimim permis.sible .speed, etc. They recommended that the 
Workins: Time Tables .should be subjected to a close scrutiny to ensure 
that: — 

(a) the booked speed is 10 to 12 per cent below the maximum 
permissible speed. 
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(ib) the maximum permissible sj>eed, the booked speed and the 
minimum running time for various type of locomotives are 
clearly and prominently stated, and 

(c) the minimum running time required to be adhered to on a 
section is correctly shown for the guidance of the drivers. 

355. The Railway Board stated in their remarks that these recom¬ 
mendations have been implemented by all the Railways. 

356. We undertook a limited study of the working tune tables of 
the different Railways, in force from 1st April, 1968. Our study of the 
Working Time Table.s di-sclosed that the anomalies and the deficiencies 
in the operational details contained in the Working Time f ables as 
pointed out by the Kunzru Committee still exist. 

357. A few of these defects are enumerated below; — 

(i) In certain cases, the normal running time of some trains was 
less than the corresponding interscctional minimum running 
time. For instance, on the Central Railway, the normal run¬ 
ning time of train No. 301 Dn Deccan Queen Express between 
Bombay V.'F. and Byculla was 6 minutes against the minimum 
running time of 7 minutes; the normal running time of train 
No. 302 Up Deccan Queen Express over Poona-Talegaon sec¬ 
tion was 22 minutes against the minimum running time of 20 
minutes. On the Southern Railway, the normal running time 
of train No. 39 Dn. Brindaban Express over Tyakal-Dcvan- 
gonthi section was 1% minutes against the minimum run¬ 
ning time of 221 minutes; the normal rumiing time of train 
No. 49 Up Brindaban Express on Bangalore Cantt.—Krishna- 
rajapuram section was 84 minutes against minimum running 
time of 10 minutes. 

(ii) The margin between the booked speed and the n>.aximum per¬ 
missible speed in a few cases has been found to he either non¬ 
existent or less than the prescribed minimum. For instnnee, 
on the Lcdo-Lakhapaiii section of the Northeast Frontier 
Railway, the maximum permissible speed as also the booked 
speed of the trains was 15 kilometres per hour. On Parbhani- 
Purli-Vaijnath section of the South Central Railway, the 
maximum permissible speed was 50 kilometres per hour and 
the booked' speed of some passenger trains was also 50 kdo- 
metres per hour. Similarly, on Coimbatore-Podaiuir section of 
Southern Railway, the maximum permissible speed was 50 
kilometres per hour and the booked speed of some passenger 
trains was 48 kilometres per hour leaving a margin of only 4 
per cent between the two speeds, etc. 

(iii) in some cases the normal running time and the minimum 
running time u4:re indicated for sections which were not 
co-terminal; 

(iv) the method of calculating minimum running time also dif¬ 
fered from railway to railway. On the Northern' Railway, it 
was worked out on the basis of maximum permissible speed 
for non-stop rim between stations with the addition of time 
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allowance for permanent restrictions; on the Southern Rail¬ 
way, it was calculated on the basis that every train was a stop¬ 
ping train and included not only the time allowance for per¬ 
manent restrictions but also for acceleration and deceleration; 
on the Northeast Frontier Railway the minimum running time 
did not include even the time allowance for permanent re¬ 
strictions, There does not appear to be any plausible reason 
for different practices being followed. 

,^58, We had brought these deficiencies to the notice of the Railway 
Board’s office with a view to their rectification in future issue. We hope 
that these have since been corrected in the current issue of the Working- 
Time Tables and urge that the Working Time Tables need to be sub¬ 
jected to a thorough scrutiny before is.sue .so that such anomal es and 
deficiencies do not recur. 


Permanent Way 

359.■ Track Renewah :—[Recommendations 16, 96, 97, 99 Part II]— 
The Kunzru Committee looked into the position of track renewals as 
programmed and completed during the Second Five Year Plan. They 
found that at the end of 1962-63. the over-all shortfall in the implementa¬ 
tion of the programme of rail renewals was of the order of 11 per cent 
and of sleeper renewals, 23 per cent. They empha.sised the need for com¬ 
pletion of renewals programmes in the interest of safety and efficiency. 
They suggested that the Railway Board should watch the position about 
the availability of track materials from indigenous sources and arrange 
to secure their import wherever it was essential so that the .shortage of 
materials would not retard the work of track renewals. They further 
added that the track renewals should be completed early to reduce the 
length of the track under speed restrictions on the Railways. The renewal 
work should be so undertaken that continuous sections of the line are 
not subjected to varying speed restrictions. 


360. In their remarks, the Railway Board stated that the position 
had Iconsiderably improved with the development of indigenous re¬ 
sources and that as a result, no standard track materials had been impor¬ 
ted since 1962-63. The Board added that the supply of track materials to 
the Railways is controlled and watched by the Board’s office and to this 
end an efi'ective machinery exists. The arrears of programmed track re¬ 
newals, they said, have already been liquidated. 


361. It has been reported to us that during the period 1963-64 to 
1967-68 the following renewals were carried out on the broad, metre and 
narrow gauge systems; — 


(?) Primary Linen 





Ki lometres 




B.G, 

M.G. 

N.G. 

Comploto Track ReiiewaJs 

• » • • 4 < « 4 

5210 

3851 

135 

I'hrougli Rail Renewals 

• . • • • • 4 < 

1679 

1 992 

12 

Thi'ongh .Sleeper Renewals 

(ii) Secondary Lines 

2736 

882 

131 

Complete Track Renewal i 


1442 

1004 

217 

Through Rail Renewals 


531 

558 

126 

Through Sleeper Renewals 

. « . . . « 4 . 

104 

30 

33 
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362. As a result of track renewas carried out, the lengths under 
speed restrictions due to obsolete or worn track were progressively re¬ 
duced as indicated below 


As on 31-3-1963 
As on 31-3-1964 
As on 31-3-1965 
As on 31-3-1966 
As on 31-3-1967 
As on 31-3-1968 


3274 kilometres 
2690 „ 

2329 ,, 

1132 „ 

748 „ 

788 


?i63. On the narrow gauge itself, the aggregate length under speed 
restriction was reduced from 415 kilometres as on 31-.^-I964 to 194 
kilometres as on 31-3-1968. 


.364. We commend the progress made on tracks renewals and hope 
that the pace of renewals will 1i>e maintained. Wc note that the track 
under speed restriction on the narrow gauge has been reduced. On the 
broad gauge and the metre gauge, the lengths of track under speed re¬ 
strictions also underwent a study reduction during the four years 1963-64 
to 1966-67. During the year ending 31-3-68, the track under speed restric¬ 
tion went up slightly from 748 to 788 kilometres. We hope the speed re¬ 
strictions attributahre to worn or obsolete track will continue to be 
eliminated and the trend of progress achieved will be maintained. 

365. Welding of rails —fRecommendations 18(ii) Part I and 100 
Part II]—The Kunzru Committee suggested that the progress of welding 
of rails should he accelerated. 

366. The rails are welded in flash butt welding plants and con¬ 
veyed to sites of relaying, or alternatively, the alumino-thermit process is 
adopted at site. The Railway Board have arranged to procure six new 
flash butt welding plants in addition to four such plants which are at pre¬ 
sent being operated at Kalyan and Chalisgaon on the Central Railway, 
Rosa on the Northern Railway and Bandel on the Eastern Railway. Tuie 
position in respect of the new flash butt welding plants is as below: — 


Railway 

Location 

Present position 

Southern 

Arkonam 

Pla nt commissioned 

South Eastern 

Jharsaguda 

Do. 

Western 

Sabarmati 

Do. 

Eastern 

Mughalsarai 

Plant under election 

Northern 

Phillaur 

Do. 

South Central 

Maula Ali 

Do. 


367. The progress of welding of rails has been commendable. The 
aggregate length of welded track has increased from 4625 kilometres as 
on 31-3-1962 to 15,220 kilometres as on 31-3-1968. We hope that the 
pace of welding of rails would be maintained, and even further ac¬ 
celerated. 
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368. Supply of IVoodefi aud preslmssfd concrete Sleepers: —[Reconi- 
inendation.s 98 and 15ri(iv) Part II]—I’he Kiinzru Committee observed 
that the supply of all kinds of sleepers including wooden sleepers had to 
be adequate not only for the present standards of tracks but also to meet 
the future requirements with increased density of sleepers per rail 
length. They found that wooden sleepers were widely used on the Rail¬ 
ways but supply had been unsatisfactory in the past. The Kunzru Com¬ 
mittee urged the Railway Board to develop ways and means of keeping 
in touch with the progress of the extraction and the availability of 
wooden sleepers at the depots at vcgulai intervals, so that appropriate 
action could be taken for the fiilhlment of the contracts. 

369. The Railway Board have advised us that Sleeper Control Oflicers 
and I'rack Supply Otficers on the Railways are in constant touch with 
the State Forest Departments who arc the main suppliers of wooden 
sleepers. The supply of M.Ci. wooden sleepers and special size of sleepers 
such as those for use on tlie bridges, points and crossings etc. has, accord¬ 
ing to the Railway Board, been adequate to meet the requirements fully 
in the recent years. However, the supply of broad gauge hard wood sleep¬ 
ers has been somewhat less. This has been attributed to the dwindling 
forest resources of the country, particularly the large trees. 

370. '1 he Railway Board have reported the position of procurement 
against requirements as below: — 


Year 


Requirement nf Aetual procure- 

womlcn aleepei a ment of wooden 

sleepers 


(figures in lakhs) 



1963- 64 

1964- 05 

1965- 66 

1966- 67 
1067-68 


B.G. M.G. B.G. M.G. 


Not available 18-20 19-39 
1546 19-89 13-84 21-94 
14-73 21-66 12-81 18-39 
14 9-2 17 38 16-15 13-74 
21-26 17-29 20-63 19-93 


371. It will be observed that there is an overall shortfall in the pro¬ 


curement of wooden sleepers to the extent of 3.0 lakhs on the broad gauge 
and 2.11 hakhs on the metre gauge over the past four years. This does 
not bear out that there is no shortage of wooden sleepers on the metre 
gauge. We were told that some difficulty was experienced on account of 
some of the wcxKlen sleepers being of softwood, Tbe kilometragc of w'oodcn- 
sleepered track on broad, Tiictrc and narrow gauge systems is as below: — 


Gaugn 

Broad 

A-fotro 

Narrow 


Ilan) wood Soft wood 



372. WTiile allocation of wooden sleepers for renewals in automatic 
signalling territory, at stations provided with route relay interlocking or 
track-circuited running lines on botli broad and metre gauges, as also 
similar new works, should be made on priority, wei suggest that through 
renewals of wooden sleepercd track on non-track circuited sections may bci 
carried out with CST-9. or steel trough and prestressed cement concrete 
sleepers, and the released serviceable second-hand wooden sleepers used 
for random renewals. 











S73. The Kunzru Committee had also observed that the shortages ol 
wooden, steel and cast iron sleepers made it incumbent on the railways 
to go in for an extensive use of pre-stressed concrete sleepers. They added 
that priority should have been given to the development of a suitable 
design for concrete sleepers to enable track circuiting to be introduced on 
heaVy density sections. The Kunzru Committee had commented that con¬ 
crete sleepers had first been tried on the railways as early as 1918-19. They, 
however, thought that despite the Railway administration being seized of 
the problem, the general adoption of concrete sleepers would not be 
possible without extensive field trials over a long period. 

374. The Railway Board stated in their comments that the hrm to 
whom the contract for supply of concrete sleepers had been allotted in 
1965 having gone into liquidation, sleepers could not be supplied accord¬ 
ing to the contract. Eventually the contract had to be terminated in 
November, 1966. Fresh tenders were called for the supply of mono-block 
prestressed concrete sleepers and it is expected that the concrete sleepers 
against this contract would be available in a year’s time. It has been further 
indicated that the production of concrete sleepers has not yet started 
on a large .scale and the capacity is being developed for the production 
of concrete sleepers. 

.375. We understand that prestressed concrete sleepers have been 
developed in foreign countries and adopted extensively. We are unable 
to appreciate the reasons for the Administrations’ inability iso develop the 
concrete sleepers to suit railways’ special retjuirements over the last many 
years. We cannot help expressing our scepticism in the anticipated avail¬ 
ability of concrete sleepers in about an year's time when the production 
of these has not yet started on a large scale. We urge the Railway adminis¬ 
trations to make special efforts for introducing the prestressed concrete 
sleepers on the Indian Railways on an extensive scale in view of the un¬ 
favourable supply position of wooden sleepers and their increasing demand 
for modem signalling. 

376. GangJtrength:—-[Recommendation 103 Part II]—The Kunzra 
Committee expres,sed the hope that strengthening of permanent way gangs, 
as envisaged by the Railway Board, would considerably help to raise the 
standard of track maintenance. They observed: “Under the conditions 
created by the increase in traffic and the speeds of trains etc., the Railway 
Board have gone into the matter of providing adequate gangstrengths for 
the proper maintenance of the track and have approved of the modified 
Maffin Formula, as corrected by the Lobo Committee’s recommendations, 
for determining the gangstrengths.’’ 


377. The position, as advised by the Railway Board, is as below: — 


Railway 




Additional men 
required as per 
modified formula 

Increase 

actually 

effected 

Eastern 




2,769 

1,315 

Northern 




1,7.S.5 

1,.352 

North Eastern 




4.2B5 

1.410 

Northeast Frontier 




1,931 

718 

South Eastern 




4,783 

3,463 

Western 




4,898 

2,970 

Central* 




2.294 

Nil 

SotSthorn* 




.3,702 

Nil 

♦Figures include position on South Central Railway. 













378. Vide Railway Board’s directive qf August 1962, the Railways 
were advised to augment gangstrengths according to the “modified formula”. 
On the basis of this directive, six Railways went ahead and augmented 
their gangstrengths. The remaining two Railways (and to a partial extent 
the other six Railways) could not complete their augmentation due to 
various administrative reasons like delays in working out the actual strength 
required, requirement of funds etc. by January 1965 when further im¬ 
plementation was stopped pending results of studies in hand on improved 
methods of maintenance and improved track structure. 

379. On a reference being made, the Railway Board intimated; “There 
has been no adverse effect on track maintenance due to the freezing of 
the strength of gangmen. As a temporary ^ measure, wherever conditions 
require greater attention, casual labour are engaged for a specific period 
when such attention is required and as a long range measure, methods 
of maintenance are being improved like introducing directed maintenance, 
measured shovel packing and mechanical maintenance. In addition the 
track standards on important routes are also being improved.” 

380. The matter was discussed with the Railway Board who expressed 
the view that assessment on the “modified formula” does result in high 
figures and assured us that the whole question of determination of gang- 
strengths will be reviewed. 

381. We suggest that gangstrengths shotdd he determined on a careful 
consideration of the following: — 

(i) Optimum standard of maintenance for each classification of 
track based on the maximum speed and traffic density; 

(ii) Schedule of work 'round-the-year' for the required optimum 
standard of track maintenance; 

(iii) Assessment of the requisite number of man-days, based on 
average out-turn of work for each operation per man-day, to 
conform to the specified ‘round-the-year’ schedule; 

(iv) Additional strength required to cover such factors as require 
extra attention, over and alxive the normal; and 

(v) The optimum length oyer which a given gangstrength can carry 
out effectively and without default every track maintenance 
operation. 

382. Track .Maintenance :—[Recommendations lOl(i), 104(iii), 105(i), 
107, 108 Part 11]—The Kunzru Committee expressed misgivings regarding 
the maintenance of track to specified standards. They suggested the 
measures listed below: — 

(i) Ballast deficiency to be made good. 

(ii) Periodical checking of versines and superelevation of curves. 

(iii) Work study of the various operations involved in manual 
packing. 

(iv) Standardisation of the mate’s diary to contain the results of 
checks made by the permanent way inspector and instructions 
given by him. 
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383. Deficiency of clean ballast is manifest on many sections. The 
Railway Board have intimated that in the .3-ycai period, 1963-64 to 1967-68. 
procurement has been of the order of .5 million cubic metres per annum. 
This amounts to about 6 per tent of the ballast on the broad, the metre 
and the narrow gauge systems. In the normal course of maintenance, pul¬ 
verisation of ballast takes plate in 8 to 12 years depending on its qualitv. 
It does appear that greater efforts are called for to enhance the procure¬ 
ment from 5 to about 9 million cubic metres per annum. We note that 
the training out capacity has been appretiablv increa.sed on the broad and 
the metre gauges. Hopper \vagons for conveying ballast from quarries for 
distribution on the track have been increased from 466 as on 1-4-1902 to 
2827 wagons as on 1-4-1968. 

384. The Railway Board had issued neccs.sary instructions to the 
Railways regarding periodical checks of curves and maintenance of ‘Curve 
Registers’. Some of the registers which were e.\aniined bv ns fell short 
of expectations. It is necessary that curve-alignment register .should embody 
the physical characteristics of each curve and the lirst 2 or 3 columns 
should contain the correct versine and superelevation figures against each 
“station”. This measuie would facilitate the P.W.T., to carry out local 
adjustments as neccssaiy during periodical checks. The matter was dis¬ 
cussed with the Railway Board, and we have been advised that appropriate 
instructions are being issued by the Board. 

385. In regard to work studies.pertaining to track maintenance opera¬ 
tions, in.structions were issued by the Railway Board to the Northern, 
the Eastern, the South Eastern, the Central and the Western Railways to 
undertake such studies. These studies wore in respect of all permanent 
way maintenance jobs including through packing in connection with the 
proposed introduction of an incentive scheme for track maintenance. It 
has been indicated that the Board have recently taken a decision to dcfei 
the proposal of introducing incentive scheme and, consequently, the 
studies have been stopped. 

386. The Railway Botird intimated that the mate’s diary has been 
replaced by the “Gang Inspection Register”. We examined a bound foolscap- 
size register of one Railway and tlve instructions issued by the Chief 
Engineer for filling the register. These in.structions require the P.W.I. to 
indicate the ‘twist’ in millimetres per metre, variations in gatige, versines 
and cant on curves, condition of rail joints, adequacy of packing and 
special remarks on condition of track components, protection equipment 
and gang tools. The Indian Railways Way ?c Works Manual embodies 
comprehen.sive instructions regarding methods of track maintenance and 
supervision. In our view, the replacement of the mate’s diary by the “Gang 
Inspection Register” w-as quite unnecessary. The matter was discussed and 
we have been advised that the Railway Board have since issued instructions 
dispensing with the “Gang Inspection Register.” 

387. Modernising methods oj track maintenance :—[Recommendations 
105(ii). 155(i) Part II]—The Kunzru Gommittee had observed that the 
manual packing of the track, as practi.sed on the Railways in India, has 
continued in its present form since the inception of railways in India. 
This practice has not materially changed by evolution over this long period. 
They added that what was b«ing done at the present time was not sus- 
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ceptible -of any great improvement. They referred to the .study of the 
various methods of consolidation of track, viz. manual packing, shovel 
packing and machine packing, in relation to stability and strength of 
track and safety of operation. ^ 

388. The Railway Board in their comincnts have indicated that im¬ 
proved methods of track maintenance, i.e. measured shovel packing, directed 
maintenance, etc. arc now being tried for adoption on a large scale. 

389. Measured .Shovel Packing; Measured shovel packing, confined 
to track laid with wooden sleepers or of wood joint sleepers on (i.ST-9 or 
steel trough sleepered road, is being tried on an extensive scale on the 
Delhi-Howrah route and other sections. The Railway Board consider that 
this method has Ihown encouraging results. 

390. The method was demonstrated to us by the R.D.S.O. at Lucknow. 
It involves the use of telescopic sights for alignment and dansometers’ for 
assessing voids which arc filled hy graded metal under the wooden sleejrers 
after jacking up the track. 

391. Directed maintenance: We have also learnt that a system of 
maintenance called “Directed maintenance” is being evolved for use on 
the Railways in order to obtain maximum utilization of available man¬ 
power. The method is under trial over a length of 2.50 kilometres on the 
North Eastern Railway. Further trials are likely over a length of 300 
kilometres each on the Northern, the Easteni and the .South Eastern 
Railways. 

392. It is true that trials have been undertaken lately but what is 
important is that the results of these trials should be assessed early so 
that the Railways may he in a position to modernise their methods of 
maintenance of permanent way. 

393. Mechanised track maintenance: The Kunzru Ck)mmittec expressed 
the hope that introduction of mechanised track maintenance would be 
expedited and appropriate action taken on procurement of spare parts 
and setting up of adequate repair facilities for the tampers approved for 
use. 


394. The Railway Board have advised us that in the 5-year period 
1963-64 to 1967-68, five ou-track tamping machines were commissioned. 
The results were encouraging. Twelve more machines are being procured. 
One ballast cleaning machine has also been procured for trials which 
are being conducted. Two sets of “off-track" tie tampers manufactured 
in Ajmer Workshops, Western Railway, are being tried. Large scale pro¬ 
duction of such tampers will be considered on the results of trials. Neces¬ 
sary measures have been taken for procurement of spare parts of light/ 
heavy “on-track" Matisa tampers and for nrovis'on of repair facilities on 
the Northern, the Eastern and the South Eastern Railw'ays. 

395. The use of "on-track" automotive tie tampers which correct 
longitudinal and cross levels and pack the track requires traffic blocks for 
which, we presume, no serious difficulty is experienced having regard to 
traffic densitv on. trunk routes and main lines. We feel that the output 
of tie tamping and ballast cleaning machines, compared to the current 
manual methods, would justify their continued use, 



396. Hallade track recorder and track recording car —[Recommenda¬ 
tions 119, 121 and 15r)(ii) Pan III—riie Kunzru Committee suggested 
that a minimum number of Hallade track-recording tests should be pres¬ 
cribed for trunk routes, main lines and branch lines and that the inter¬ 
pretation of Hallade charts by the opcrator-in-charge should be subject to 
competent checks periodically. 

397. We understand that schedules, as specified below, are being 
followed by Railways: 

(i) Trunk routes— Eveiy 4 months. 

(ii) Main lines— Every half year. 

(iii) Branch and N.G. lines- Every year. 

We have been advised that the Hallade charts are periodically scrutinised 
by senior officers of Railways to ensure their correct interpretation by the 
operator-in-charge. 

398. We consider it necessary that the Assistant Engineer concerned 
should invariably he associated with the testing of the track by the Hallade 
track recorder and that the charts should he documented at the end of 
the day’s run and defects listed for prompt action by sectional permanent 
way inspectors. 

399. While the Hallade tmek reettrder does indicate the extent of 
track defects in the lateral and vertical planes, defects on ctirves, pitching 
and rolling, the Amslcr track recording car records track defects to dimen¬ 
sional accuracy. The Kunzru Committee therefore suggested that each 
Railway should be allotted a test car to enable track irregularities under 
load being measured. 

400. The Railway Board have intimated ihat a prototype of the broad 
gauge Amsler track recording car is under manufacture, that S.'S per cent 
of work has been done, and that after satisfactory trials, 5 additional cars 
for use on broad gauge and 3 new cars for use on metre gauge will be 
got ready. 

401. We suggest that the construction and equipment of test cars 
should be completed on priority and that at least one test car for the 
metre gauge should be made available as soon as possible. 

402. As regards track recording trollies, the Railway Board asked the 
R.D.S.O. only recently—in April 1968—to look into the question of their 
procurement in view of the running of high speed trains. It does not seem 
that earlier, any action had been taken on this part of the recommendation. 
The proposal, we understand, has since been given up. 

l.evel Crossings 

403. Census at l.evel Crossings: —[Recommendations 7(vi) Part I and 
7(i)(c) Part II]—The Kunzru Committee, while reviewing the accidents 
at level crossings, had suggested that a census of traffic at all level crossings 
should be taken at least once in 5 years as a normal practice except in 
special cases where earlier action might be necessitated on account of any 
unforeseen development in the intensity of traffic. They had also suggested 
that if an accident takes place at an unmanned level crossing, a census 
should be arranged to determine if the level crossing requires to be 
manned. 
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404. From the replies sent by the Railways to our questionnaire, it 
transpired that there is no uniform practice in regard to taking of a census 
at level crossings. A few of the Railways have sorac leirld of yardstick to 
determine whether C class unmanned level crossing should be manned or 
a particular manned level crossing should be upgraded. The others have 
no such yardstick. It appears that the Railway Board had originally pro¬ 
vided some guidelines hut later, in 19G7, they issued further instructions to 
the effect that the eyisting local conditions should be taken itito considera¬ 
tion and a decision taken in the matter on its merits by the Railways 
keeping in view the need for safety as well as the pressing need for economy. 

405. It also seems that with the issue of Railway Board’s insinictions 
in 1967, some Railways started considering that no census need be taken 
at all. One of the Railways, in reply to our questionnaire, had stated 
that they had suggested to the Board that regular census at all railuay 
level crossings once in five years was unnecessary and wasteful. 

406. While we agree that it is not necessary to provide a rigid standard 
or yardstick, we do feel that some norm should be fixed for all Railways 
which may help them in deriding whether a particular unmanned level 
crossing should he manned tind whether a manned level crossing requires 
upgrading. The Railway Admqiistrations may have the discretion to 
depart from the norm in the light of local conditions on the merits ol 
each case after taking into consideration the need for safety. 

407. We had asked for information in regard to the number of instan 
ces in which as a result of the census taken at the level crossings following 
an accident, it had been found that a case existed for manning of the level 
crossing. In replv, the Railway Board advised us that in 39 such cases, it 
was found that the manning was justified. The information furnished to 
us in this behalf also shows that at least at 8 level crossings out of these, 
the last jaeriodical census had taken place a vear or less earlier. Of these 
8 cases, there is a rcmaik in respect of one that the result of the last 
periodical census showed that manning was justified but had been delayed. 
In respect of the others we presume that the census results had not justified 
the need for manning. Since the census taken after the accident revealed 
that there was need for manning, we are constrained to conclude that 
the census taken only a few montlis prior to the accidetu at these level 
crossings would have been of a routine nature not taken with due care. We 
are unable to believe that traffic—both road and rail—could have developed 
within the space of a few months to the extent that where no case existed 
for manning a few months before, manning became justified shortly after¬ 
wards. On one Railway where 8 instances of census taken at level crossings 
after the accident showed that there was need for manning, we have been 
advised that in 5 cases the residls of the previous census had also indicated 
the need for manning bur delavs had occurred as the matter remained 
under correspondence with the State Governments. In the remaining^ .3 
rases, it is not clear whether a periodical census had taken place prior 
to the accident and if so, with what results. Taking these facts into consi¬ 
deration we cannot help obsetv'ing that it would indeed be unfommatc 
if the census at a level crossing were to be resorted to only in the event 
of an accident. We are of the view that the five-yearly census should not 
be given up. 
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108. Raihtjay Sajety Works Fund :—[Recommendations 7(v)—Part 1 
and 7(iii)(a)—Part III —The Kuiiitru Committee had recommended the es¬ 
tablishment of a Railway Level Crossing Fund on the pattern of a similar 
fund on the Canadian Railways to finance all protective works at level 
crossings. They envisaged that the Fund would be credited with yearly 
contributions by the Ministries of Railways and Transp)rt and by the 
State Governments on a basis to be determined by mutual consultation. 

409. We have been given to understand that the Fund known as the 
Railway Safety Works Fund was started sometime ago. On the recommen¬ 
dation of the Railway Convention Committee (lOfi.'r), an additional con¬ 
tribution of one per cent on the capital-ai-charge of the railway is to be 
made to the general revenues by the Railways. Out of this additional con¬ 
tribution. a sum of Rs. 16.25 crores is to t>e paid to the States in lieu 
of the passenger fare tax and any sum in excess of this is credited to the 
Safety Works Fund. The total amount creditable to this Fund during 
the five years 1966-67 to 1970 71 is expected to exceed Rs. 9 crores. In fact, 
till .‘i 1-3-1968 a sum of Rs. 2.87 crores had already been credited to the 
Fund. 

410. We were advised that there had been hardly any expenditure 
out of this Fund, primarily because the exi.sting procedure for operation of 
the Safety Works Fund is cumbersome. The Stale Governments after 
formulating their programme annually for .such safety works in consuha 
lion with the Railway administration are required to bear the expenditure 
of such works in the first instance; The amount is later reimbursed 
through their respective Accouniants-General out of the giants-'n-aid 
sanctioned by the Central Miiiistry of Finance. It seems that with such 
a procedure, the State Governments are not inclined to show any initiative 
in making use of the Fund particularly for manning of level crossings or 
their upgrading. 

411. We had informal consultations with the Railway Board in this 
connection and find that about HI per cent of this Fund would be sufficient 
to meet all the need for manning the unmanned level cro.ssings or up¬ 
grading the manned level crossings for which justification exists. We suggest 
that some procedure should be evolved by which 10 per cent of the amount 
in this Fund should be earmarked for manning the unmanned level cross¬ 
ings and upgrading of the manned level crossings and the Railway adminis¬ 
tration shoidd be authorised to draw directly from this Fund upto this 
amount for this purpose. Of course, care should be taken to see that the 
Fund earmarked for each .State is u.sed in that Stale only. We understand 
that steps are being taken in this regard by the Railway Board in con¬ 
sultation w’ith the Ministry of Finance. We hope that a satisfactory pro¬ 
cedure will be evolved whereby the funds available can be put to appro¬ 
priate use. 

112. We mav add that the remainder of the Fund, i.e., 90 per cent 
should also be utilised to the best advantage by providing road overbridges 
or underbridges which would, undoubtedly, make for complete safety and 
help in reducing the number of level crossing accidents. For construction 
of siuh road overbridges and underbridges, the expenditure on the bridge 
portion and the approaches is shared by the Railways andi the State 
Governments. Accotding to the present procedure, the cost of the bridge 
proper upto a width of 24 feet is borne entirely bv the Railway and the 
cost of any additional width of the bridge and of the approaches, by the 
L/P(D)1RB—7 
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ritate Government, We understand that a proposal is already under con¬ 
sideration for sharing the cost of these on a basis whereby tlie total cost 
i.e. the cost of the bridge proper and of the approaches will be shared by 
the Railways and the State Govermnents on a 50-50 basis, the work being 
actually executed by the Railways within its premises and the Road Autho¬ 
rity outside railway premises. We hope that in this too, a satisfactory 
solutioii w'ill be evolved and the Fund utilised purposefully. 

413. Undulations and bumps on approaches lo unmanned level cross¬ 
ings —[Recommendation 57(ii) Part I]—The Kunzru Committee had sug¬ 
gested that approaches to unmanned level crossings should be provided 
with undulations or bumps so that fast moving, road vehicles are obliged 
to reduce their speed while passing over them. Ihe Railway Board ad¬ 
vised us that some of the States have not agreed to this propo,sal and that 
the matter is under correspondence with the Ministry of I'ransport. 

414. We do not consider that a measure of this nature would have 
any advantage. On the other hand, undulations on the approaches to such 
level crossings may at times result in heavy vehicles getting stalled at oi 
near the level crossings. We, therefore, do not, think this matter need be 
pursued further. 

415. Amendment to the Motor Vehicles Act in States —[Recommenda¬ 
tion 57(iii)—Part I]—The Kunzru Committee had urged tlic .State Govern¬ 
ments to enact a law making it obligatory for driveis of passenger buses 
before passing unmanned level crossings to stop and to cross them with 
the conductor walking ahead of the bus. 

416. We have been advised that the .State Governments have agreed 
to incorporate such provisions in their statute and made the necessary 
changes in the Motor Vehicles Act. We consider this a wise provision 
and hope that violations of this provision of the law' lyould be stcnil;* 
viewed and the offenders brought to book. 

417. Posting of persons suffering from physical handicaps as gatemen — 
[Recommendation 7(i)(b)—Part II]—^The Kunzru Committee had wnirned 
against posting of physicallv handicapped per.sons as gateraen. In an 
emergency a gateman is required to show considerable alertness and alacrity 
and to run speedily towards an oncoming train to warn it of the obstruc¬ 
tion at the level crossing. A physically disabled gateman would be unable 
to discharge his duty in such an eventuality. 

418. The Railway Board have advised us that physically handicapped 
gatemen have been replaced on almost all the Railways. The improvement 
effected in the percentage of level crossing accidents at manned level cross¬ 
ings ascribable to railway staff to which we have already made reference 
in Chapter-ll, we trust, is partly on account of this factor. We presiuue 
that on replacement, these men w'ere absorbed in alternative suitable em¬ 
ployments and that such disabled persons would continue to be so em¬ 
ployed On compassionate grounds if found suitable. 

419. Interlocking of level crossing gales with signals: —[Recommenda¬ 
tion 7(iii)(b)—Part 11]—^The Kunzru Committee observed that one of the 
measures to improve safety at level crossings was to inierlock the gates with 
signals. They found the progress of interlocking level crossing gates with 
signals unsatisfactory during the Second Five Year Pl'in and recommended 
that the pace should be at^celerated. 
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420. The Railway Board have advised us that the Railways had been 
asked to accelerate the work of interlocking of level crossing gates and 
t6 ensure that the work in respect of all “special" and “A" class level cross¬ 
ings situated within and outside station limits and “B” class level cross¬ 
ings on suburban sections should be completed on a high priority basis 
during the Third Five Year Plan. 

421. The position furnished by the Board regarding the progress of 
interlocking of level crossing gates subsequent to the Kunzru Committees’ 
recommendation is as under: — 


Railway 






Number of 
worli!- 
planned 

Number of 
works 
remaining 
to be 

completed 

Oeiittii! 






y 

5 

Eastern 






119 

81 

NorvUcji'ii 






63 

1 

Ni.>r(b Eastern 






119 

20 

i'l'uiiUer 






27 


youttuTii 






34 

3 

Sjiiutli Contnil 






13 

12 

iSuutli Knoturii 








WosWrii 






5 

•• 

Tolnl 






389 

122 


422. We find that 30 level crossings i.e. 4 “Special” class, 17 "A” class 
and 9 “B” class, have been dropped from the programme originally drawn 
by the Eastern Railway. It has been stated that the 17 “A” class level cross¬ 
ings are to be provided with warning bells in.stead of interlocking their 
gates with signals. The “Special” and “B” class level crossings according 
to the Railway Board are not in need of interlocking as they are located 
in goods yards and in mill sidings where rail traffic is meagre. We consider 
that the basic object of interlocking level crossing gates with signals is to 
ensure that a train or any other rail movement will not come over the 
level crossing .till the gates are closed to road traffic. Thus, the aim of 
interlocking level crossing gates with signals, is the safety of road traffic 
and it should be provided where the road traffic is heavy. We also do not 
subscribe to the view that the measure of .safety provided by the installa 
lion of warning bells is as good as that obtained by interlocking gates with 
signals. 

423. We find, even after giving an allowance for the works that were 
dropped, that 24 per cent of these works still remain to be completed. The 
Railway Board had directed the Railways that the works .should be com¬ 
pleted during the Third Five Year Plan on a high priority basis. The 
Third Plan ended more than two years ago. The Board’s directive therefore 
seems to have gone partly unheeded. 
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424. Automatic hnlj barricrs —|Rcconimeiitl;jtion 7(iii)(c)—Part 111— 
'Ihe Kunzru Comniiucc liad suggested that determined and energetic steps 
to evolve efficient and fail-safe automatic barriers to suit Indian conditions 
shonlcl be taken. They liad also suggested investigation fjy the R.D..S.(). 
into the subject of piovision of suitable types of bells and red flasher 
signals. 

425. In their reniatks, the Railway Hoard liad favoured the installa- 
ion of automatic half baniers whidi arc actuated by the passage of a 
rain over a pre-deterrnined point. I he fioaitl considered that in the 

absence of a gaieman w ho normally controls traffic. vehicles may get trapped 
if the gates are provided with full baniers, whereas in the rase ol half 
barriers the vehicles which happen to be on the railway track when the 
gate is closed can go oiii. They also stated that the Tentral, the Pastern, 
the Northern and the .Southern Railwavs had been asked to undertake 
trials with automatic half harriers and that the woik was in progress. 

426. We had asked the Railwav Board if the possibilitv of the road 
users digressing from the <iueuc traflic and winding theii way through 
the open half of the level ciossing barr ier and iherebv jeopardising their 
own safety as well as that of the train had been taken into consideration 
before taking a decision on installation of such automatic half barriers. 
We were advised that the Board were aware ol the poss bility and that 
arrangements to educate the road users about the ha/.aids involved itr 
winding their way through the open half of the barrier would be made 
and that if consiejered necessarv, small raised and pronded blocks with a 
height of 6" to 1" may be lixed in the centre of the road on approach to 
the level crossing for an adeciuatc disiancc on ciiher side to prevent the 
road user fiom zig zagging his way ihiongh the barrier. 

427. The working of the automatic half barrier was dimonstiated to 
us by the R.D-S.O. at Lucknow. In the evidence tendered before us, it 
was stated that early next year an automatic halt bari ier would be installed 
on Northern Railway at a level crossing in New Delhi and that for some 
time the level crossing would continue to be manned. .Similarly automat it 
half barriers, we were advised, wottld be installed shortly iti the Calcut'a 
area on the Eastern Railway and near Eariclabad on the Central Railway. 

428. In our meeting with the Railway Board, however, we were advised 
that the Board do not considci the automatic half barrier suitable for 
Indian conditions and that the experiment may be taken as no longer 
alive. We hope to levert to this in the second part of our Report. 

429. Iti regard to the Kunzru Committee's recommendation for pro¬ 
viding suitable tvpc of bells and led Hasher signals on both sides of the 
unmanned level crossings to warn road vehicle drivers of the approach¬ 
ing train, this suggestion docs not appear to us to be of much practical 
value. It is desirable that the responsibility for avoiding accidents shoidd 
rest on road users in the case of unmanned level crossings. This responsi- 
hilitv wiill be diluted liv the |)rc)vision of bells and red flasher signals 
w'ithout any advantage in the conditions prevailing here. We doubt very 
much whether road users who seem, as .seen from the (igures of accidents, 
to be getting more and more rash would mind the warning for thev may- 
take the risk of getting through before the train arrives in spite of the 
warning. We would not theieforc advocate installing of bells and red 
flasher signals as it would result in unnecessary waste of monev without 
comparable advantage in the m;ittcr of avoiding accidents in our condi¬ 
tions. 
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Signalling 

430. Implementation of Signalling and Interlocking Programmes — 
Recommendation 83(v)—Part II]—Tlie Kunzru Committee, as a result of 
their review of the various signalling and interlocking programmes having 
a bearing on safety, observed that though the planning of these works 
had been on a modest scale, their implementation had been inadequate 
and unsatisfactory. The Kunzru Committee had suggested that all such 
works sanctioned in the Second and the Third Five Year Plans should 
be completed by the end of the Third Plan. 

431. The Railway Board had stated that all signalling and interlock¬ 
ing works brought forward from the Second Five Year Plan and those 
included in the works programmes during the first three years of the 
Third Five Year Plan would be completed by the end of the Third Five 
Year Plan. 

432. The information furnished by the Railway Board shows that 
the total number of works brought forward from the Second Five Year 
Plan and of those programmed in the first three years of the Third Five 
Year. Plan was 808 of which, at present (i.e. in 1968), 113 works are out¬ 
standing viz. 8 of the Second Five Year Plan and 105 of the first three 
years of’the Third-Five Year Plan. The assurance given by the Railway 
Board has thus not been completely fulfilled. 

433. It has been stated that the delay in completion of these works 
is unavoidable in an Organisation like the Railways where a large number 
of works are required to be carried out under traffic conditions and sig¬ 
nalling and interlocking works are to be dovetailed with yard remodelling 
and other line capacity works. It has been further indicated that delay 
in release of foreign exchange and supply of inaterials by Messrs Indian 
Telephone Industries and Bharat Electronics Limited, Bangalore also 
resulted in delay in completion of the works in some cases. 

434. As for the reasons given for the delay in the execution of the 
works, we cannot help remarking that the factors enumerated cannot be 
deemed as unanticipated or such as could not be visualised, at ^the time 
of planning and programming ehe.se works. That apart, however, it should 
be well within the means of an organisation like the Railways to accle- 
rate the pace of these essential safety works. 

345 Provision of rudimentary interlocking at non-inteirlocked stations — 
IRecommendations 9(i)(g) and 83(iii)--Part II]—The Kunzru Committee 
had recommended that all stations on the broad and metre gauges should 
be provided with rudimentary interlocking in a year’s time and in the 
case of narrow gauge stations, on those section.s where the density of train 
service is more than three trains each way should also be provided with 
rudimentary interlocking within a reasonable period. 

436. The Railway Board stated that the Railways had been asked 
to complete the work of providing rudimentary interlocking on the stations 
on broad and metre gauges by 31-3 1964 and the work in the case of 
stations on the narrow gauge was to be taken up on a programmed bpis 
on sections which were likely to be retained and on which the train services 
were more than three trains each way. The Railways had been directed 
that the work on such stations on the narrow gauge should be completed 
in the shortest possible period. 
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“137. The information furnished bv the Railways shows that there ar 
still a number of stations on broad and ineirc gauges which have not bee; 
provided with rudimentary interlocking. The position as it emerges froii 
this information is shown below: — 

Table 61 


Xnmbir nf stations not providpri with 
riidiment.'irv intpriockiiip 


Railway 


B.G. 


Central 
Kastorn 
Northern 
North Ka.stPrn 
Northeast Fron 
Southern 
South Central 
South E.sati-rn 
Western 

All Railways 


M.C, 


'I'ott 






a 


6 






24 

24 

tier 




6 

67 1 

03 





1 

7 

IS 





12 


12 





2 

14 

16 





27 

102 

129 


■138. It will be seen that 129 stations on the broad and metre gauges 
put together were without rudimentary interlocking on 31-3-1968. .Almost 
50 per cent of these were on the Northeast Frontier Railway. 

439. The Railway Board has inditated that 196 stations on the narrow 
gauge w’ere on the sections where more than 3 trains run each way. Of 
these, dispensation Irom provision of rudimentary interlocking was given 
for .57 stations by the Railway Board. Of the remaining, 110 were provided 
with rudimentary interlocking upto 31-3-68. We hope that this safety 
provision will be completed at the other stations in a short time. 

440. Provision of lock and block on double line —[Recommendation 

—Part II]—The Kunzni Committee recommended that lock and block 

instruments shordd be provided on all double line sections in about a 
year’s time. The Railway Board accepted the recommendation and indicated 
that instructions had been issued to complete the work of providing lock 
and block instruments at the latest by February, 1965. 

441. We find that 43 stations, i.e. 1.5, 3 and 25 stations on the Eastern, 
the Northern and the South Central Railways respectively were nor pro¬ 
vided with block instruments at the end of 1967-68. 

442. It is also noticed that, at the end of 1967-68, another 360 stations 
had this safely device in block working only partially i.e. block instrument 
with control on last stop signal only and not complete lock and blo(k 
working. Of these 360 stations, 231 and 90 stations were on the South 
Eastern and South Central Railways respectively. 

443. We feel that this recommendation should have been fully im 
plemcnted long ago in the interests of safety. 
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d-l'l Mullil>lr Asprd Sit’nnllintt —fRecommendations 55(iv)—Part I and 
8;i(iv)—Part JI]—riie Kuii/in Ca)mniiuee laid great stress on the provision 
of multiple aspect signalling of the upper L|nadrant or colour light type 
in order to minimise the possibility of a driver overshooting a signal and 
to eliminate the risk of drooping signals. They suggested that not only 
should the wiork in hand be completed early but a more progressive policy 
of extending multiple aspect signalling on all the main I'ne sections should 
be implemented on a programmed basis. 

4-ir). 'I'lie Railway Board have obs^erved that Railways had been asked 
to provide multiple aspect signalling of the upper quadrant or the colour 
light type, as may be suitable, on the trunk routes on a prograrViined basis 
consistent with the availability of funds'. 

446. The information furnished hv the Railway Board shows that the 
number of stations programmed to be prewided with multiple aspect sig¬ 
nalling of one type or the other was 1.320 on ‘n-.3-1964 of which 5.37 
stations had been so far provided. In other words, only 41 per cent of 
the programmed work has thus far been completed. 

447. Proxnsinn of modern electrical signalling —[^Recommendations 
I4(iii), 84(ii), (iii) & (iv)—Part II]- The Kunzrii Committee observed that 
the provision of signalling on the Railways continued to be archaic in con¬ 
ception. lacked boldness in plannuig and was halting in execution. They 
found the signalling inadequately equipped to face the new demands of 
Nafety and better movement on Indian Railways and considered the adop¬ 
tion of modern electrical signalling, such as colour light signalling, auto¬ 
matic block system, power signalling route relay interlocking, etc,, both 
essential and Inescapable, 

448. The Railway Board in their comments observed that the pro¬ 
vision of tolour light signalling on A.C. electrified double line sections 
was already the accepted policy and would be extended to .\.C. electrified 
single line sections. They further added that all stations on the D.C. elec¬ 
trified suburban .sections were either provided with or were progranimed 
for colour light signalling. While giving the factual position, the Board 
indicated that 54 stations on single line A.C. electrified sections, viz,, 34 
on the Eastern Railway, 16 on the Southern Railway and 4 on the South 
Eastern Railway remained to be provided with colour light signalling. 
.\s regards route relay interlocking, it was stated that the Railways had 
been asked to keep the Kunzru ('ommiitee’s recommendaiion in view while 
making proposals for signalling works in the future works programmes. 
Regarding automatic block signalling, the policy wias to assess the com¬ 
parative advantages of providing automatic block signalling vis-a-vis pro¬ 
vision of additional lines whenever the anticipated increase in intensity of 
train services indicated the need for enhanced capacity. 

449. We have w'ithin the limited time at our disposal .surveyed briefly 
the efforts of the Railways to go in for the intreasing use of modern techni¬ 
ques of signalling. The information furnished bv the Railways shows that 
of the 6,160 block stations on the Indian Railways, only 1.34 stations are 
provided with colour light signals. Over 122 of these ‘tations, trains are 
w'orked on Automatic Blcwk .Svstem and over another "ili stations, on Cen¬ 
tralised Traffic Control. We also And that during the last five years, 16 
stations were provided with power signalling and 30 .stations with route 
relay interlocking. 
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450. We consider these achievements inadequate in view of the in¬ 
creasing speed and density of traffic. 1 here are, at present, 4,256 stations 
equipped with lower quadrant two-aspect semaphore signals without pre¬ 
warning for the first stop signal of the station. This pre-warning, the 
Kunzru Committee had considered desirable particularly on sections where 
trains are booked to run at high speeds. The recommendations of the 
Kunzru Committee assume urgency with the increasing introduction of 
diesel and electric trac t ion and running of heavier trains at higher speeds. 
We urge that special efforts shotild be made to accelerate the progress 
in the use of modern signalling tethniques. 

451. Track Circuiting —[Recommendation 84(i)—Part II]—The Kunzru 
Committee recommended that track circuiting should be provided exten¬ 
sively and obstacles like shortage of wooden .sleepers or non-availability of 
concTete .sleepers should be overcome. 

452. The Railway Board itt their comments observed that steps were 
being taken to surmount the obstacles and track circuiting would ue pro¬ 
vided to the maximum extent feasible. 

45.5. It has been further indicated bv the Railway Board that there 
arp 1,700 stations on the trunk routes which are to be provided with track- 
circuiting of run through main lines. '1 he progress of track circuiting 
reception lines of stations is as under: — 


Table 62 


Year 


Number of 
station* at 
which work 
completed 


Total number 
of stations 
provided with 
track 

circuitinfi by 
the end of 
the year 


1963-(i‘l 
I!)64-Cr. 
1965.fi0 
1966-67 
] 967-08 
Tipto a I-8-08 


13 178 



13 

Ifil 


34 

225 


192 

417 


12(1 

543 

•• 

32 

,575 


454. It will be seen that the number of stations provided with track 
circuiting so far is 575. Out of these, 113 stations are on other than the 
trunk routes. In other words, only 462 stations i.e. 27 per cent of the 1,700 
stations have been track circuited on the trtmk routes. 

455. The Railway Board have advised that they propose to complete 
the track circuiting of main lines at the remaining 1,238 stations on the 
trunk routes by 1973-74 at the rate of 200 wayside stations per year. 

456. We note that the rate of progress of track circuiting so far has 
been slow. Judging from the performance of the last five years, it is 
obvious that unless energetic steps are taken to improve the pace of execu¬ 
tion of track circuiting works the target of 200 stations per year may not 
be achieved. Needless to sav the introduction of track circuiting at stations 
is an important step towards ensuring safety in train working. 
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4r>7. Aulonintir Trniii Control: —[Rc<oinniendations 8") and 155(vii)— 
Part II]—d'he Kunzru C^omiiiiiice olistiAcd dial wiih the sjx’eding up of 
trains on the trunk routes of the Raiiuavs to meet the present dav re¬ 
quirements tfierc was need for ensuring automatic ohedience by the engine 
crew to the respective indications exhiliited hv tlie signals enrouie. I h s 
is provided for by Automatic Train Clontrol. T his svsiem gives audible 
and visible warning to the driver in the cab of the engine when the signal 
is showing danger aspect and should the driver fail to acknowledge the 
warning, the brakes apply automatically bringing the train to a stop Ix'fore 
the signal. The Kun/ru (iointnittce expressed dissatisfaction with the pro¬ 
gress made in adoptng this equipment for use under Indian conditions 
and urged early initiation of researth in this regard. They also suggested 
introduction, as an experimental measure, of t ab signalling which provides 
the driver with a replica of the aspeti of the signal on a screen m the 
cab of his engine. 

458. We examined the progress made in regard to adoption on the 
Indian Railways of .Automatic Train Control which has been in use on 
the Railways in advanted countries for a long time. We have been advised 
that the provision of Automatic Train Control is expected to be completed 
in stages on the Howrah-llurdwan, Ilurdwan-Ga\a and Gaya-Mughalsarai 
sections by March 1970. In addition, it is being planned for suburban 
sections in Calcutta and lioiubay areas and later, on other trunk routes. 

459. It would seem that the system would lae under trial on these 
nominated sections for at least a year. It would, therefore, be reasonable 
to conclude that a couple of years will elapse before the reliability of the 
system is tested and results known. The progress of efforts towards the 
adoption of Automatic Train Control on which the Kunzru Committee 
had laid stress has, thus, in our view been slow. 

460. We were advised that a part of the equipment in the installation 
of Automatic Train Controls has, at present, to be imported but that 
certain signalling firms in India would be ready to set up indigenous 
capacity for manufac'ture of the equipment in collaboration with their 
principals in United Kingdom and Germanv once the system gets into 
stride. We feel that had the trials and installation of Automatic Train 
Control been initiated earlier, these firms would have become interested 
in this field of manufacture already. We propose to advert to this subject 
in Part II of our Report. 

461. Failures of signalling and interlocking gears —[Recommendation 
86—Part II]—The Kunzru Committee .stirveyed tlie failures of signalling 
and interlocking gears on the Indian Railwavs for the years 1960-61 to 
1962-63. They observed th;it the failures on all Railways generally and on 
a few Railways in particular had been increasing. Thev also found sub¬ 
stantial shortfalls in the overhauling and replacement of lever frames and 
block instruments. 

462. The Railvsxiy Board stated that the Railwavs had been asked to 
take special measures to clear the shortfalls in the oveihaul and replace¬ 
ment of lever frames and block ipstniments and to confirm that there were 
no arrears. The Board further indicated that the recommendation had 
been fully implemented on all the Railwavs except the North Eastern, 
the South Central and the Eastern Railways on which it was in the process 
of implementation. 
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463. We have examined the failures of sigiuilliiiti; anti inteilotkin<; 
gears and block instrumeiiis for the last live years m tonlinuation of the 
preceding three years: 


Table 63 


Failures of Jfignallin^ Kailiin s of hKick 

Year Aud inUTlockinj'gf^nrs insirunKMits 




— -— 

Number 

Iiu tdeiu-T per 
million train 
kin^. 

-Vimibcr 

1 iK'ideiicp 
million Ira 
l.ms. 

1960-61 


;14,.520 


19.871 


1901-62 


:t7.720 


21,26.5 


1902-63 


:t8,210 


•i0.i:u 


196:i-84 


30.014 

72-41 

12.257 

29-57 

19f>4-65 


30,61 :t 

71-92 

12,61s 

29-64 

1965-66 


:ti.87.-> 

72-68 

16.447 

:t7-4.5 

1960 67 


:tr.4:i3 

77-60 

17.1.-.3 

38-66 

1067-08 


35.944 

,8(1-.S') 

l,-),203 

:vi ■ 03 


464. It VMOuld appear that the incidence t)f failures of .signalling and 
interlocking gears has, after a marked decrease in 196.3-64, been steadils 
increasing every yeir. The same pattern is di.scerniblc in case of failures 
of block instruments where, however, a welcome reversal of the trend is 
noticed during 1967-68. 

465. The incidence of failures of signalling and interlocking gears 
and block instruments on the different railways during the last five vears is 
given in Annexures LXXV and LXXV'I. It will be seen that the lailurts 
in respect of both signalling and interlocking gears and block instiuments 
correlated to the intensity of train services were the heaviest on the North 
Eastern Railway. 

466. We have also examined the failures of track circuits dining the 
last five years. The incidences of such failtires and the ntimber of track 
circuited stations during these years arc shown below: — 


Table 64 


Year 


Number of Number of 
track circuit track circuiled 
failiiTOs stations 


1963- 64 

1964- 65 
1966-66 

1966- 67 

1967- 68 


1,.550 

178 

1,946 

191 

2,164 

225 

3,398 

417 

3,762 

543 
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467. The increasing trend in the failures of track circuits, it would 
be observed, is outstripped by the increase in the number of track circuited 
stations during the five years. While the number of such stations have 
increased by about two hundred per cent, the number of failures have 
risen by about 140 per cent. Some improvement in the position is thus 
indicated. We would, however, like to remark that track circuits are an 
important aid to safety in railway operation. We would therefore urge 
that efforts to reduce their failures to the maximum extent possible should 
be intensified. The incidence of track circuit failures on the different 
Railways is given in Annexure LXXVII. The Annexure shows that the 
Northern Railway has been consistently having the highest number of 
track circuit failures during the last four years, 

468. We have also surveyed the position about the overhauling and 
the replacement of lever frames and block instruments at stations. The 
shortfalls in the overhauling and replacement programmes are shown 
below: — 


Table 65 


Year 


Levor frames 

Block instruments 

.Shortfall 
in overhaul 

Rpplaccment 
of worn-out 
frames 

,Shortfall 
in ovorhaul 

Replacement 
of worn-out 
initrumente 

1963-64 


645 

113 

438 

26 

1964-68 


947 

117 

589 

37 

1965-66 


364 

87 

288 

27 

1866-67 


272 

46 

218 

27 

1967-68 


2,54 

22 

166 

51 


469. The shortfall in overhauling programmes in rejpect of both lever 
frames and block instruments is being progTessively reduced but it is still 
substantial. While the shortfall in the replacement of worn out frames 
during 1967-68 was considerably less than in the previous years, the number 
of worn out block instruments in need of replacement during 1967-68 was 
the highest in the past five years. The shortfalls on the different Railways 
are given in Annexure LXXVIII. It would appear that the backlog in the 
overhauling of frames and block instruments is the heaviest on the South 
Central and the North Eastern Railways respectively. It is noteworthy 
that the whole of the backlog in the replacement of worn out block instru¬ 
ments is confined to the Northern and the Southern Railways; on the 
Northern Railway it has been there all the five years. Curiously, in their 
replies to the questionnaire almost all Railways had indicated that they 
were carrying out the overhauling of lever frames and block instruments 
and that there was hardly any backlog in this regard, 

470. The Kunzru Committee had observed that in order to ensure 
a better standard of maintenance and operation of the signalling equip¬ 
ment, there was need for pre.scribing a yardstick for augmenting the 
strength of the inspecting and other staff concerned with the maintenance 
and upkeep of signalling and interlocking equipment. The Railway Board 
have in their comments on the Kunzru Committee’s recommendation No. 
188 indicated that the strength of signal inspectors was being determined 
on the basis of lever units. Nothing had however been said about the 
yardstick for other staff i.e. the block, electric or mechanical signal main- 
tainers who actually have to maintain the block and signalling gear. 
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471. Some of the Railways in reply to the questionnaire have indicated 
that difficulties are experienced in observing the schedules for overhauling 
of lever frames and block instruments due to the non-availability of re¬ 
quisite staff or inadequate time allowance, absence of rational approved 
yardsticks for workload of signal inspectors, etc. We stress the need for 
clearing the shortfalls in the overhauhng and replacement programmes for 
lever frames and block iiT.struments, investigating the factors respons’ble for 
failures of signalling and inteilocking gears and laying down a yardstick 
for determining the strength of block, electric and mechanical signal 
maintainers. 


Rolling Stock 

472. Maintenance oj locomothies: —[Recommendations 125(i) to (vi)— 
Part II]—The Kun/rii Committee suggested the following improved me¬ 
thods in locomotive workshops and loco sheds:—■ 

(i) There should be cent per cent load deflection tests of springs. 

(ii) Workshop.® should be equipped with pyrometers, modern scrag 
and load delfection testing equipment. 

(iii) In all w'orkshops, axles should be tested by ultrasonic equip¬ 
ment and that this facility should be progressively extended to 
loco sheds. 

(iv) Loco sheds should have an adequate number of deep drop pits 
and proper hoisting arrangements. 

(v) Journals running hot should be stamped with a star so that 
they are given closer examination while passing through loco 
sheds and workshops. 

(vi) The practice followed by some railways of providing pyrometer 
sticks to drivers of mail, passenger and through goods trains 
should be extended to all railways. 

473. We have been informed by the Raihvay Board that— 

(i) Locomotive springs are being given cent per cent scrag and load- 
deflection tests, for which the necessary equipment has been 
provided in all work'.shops except on the Northeast Frontier 
Railway where a load deflection testing machine is being pro¬ 
cured. 

(ii) Railways have provided pyrometers for the furnaces and q^uen- 
ching media for springs manufactured by highly skilled artisans 
known as springsmith. 

(iii) Testing of all locomotive axles with ultrasonic equipment is 
carried out in all railwav workshops except on the Northeast 
Frontier Railway where due to shortage of equipment, YP and 
YG engines only are subjected to such tests. 

(iv) Ultrasonic testing of locomotive axles is done in all loco sheds 
except those on the South Eastern, the South Central, the North 
Eastern and the Northeast Frontier Railways where due to 
shortage of equipment, such tests are confined to axles of 
passenger locomotives. Additional equipment for the four Rail- 
w'ays is being obtained on programmed basis. 



(v) All loco sheds have been provided with deep drop pits and 
hoisting arrangements except at Dornakal on the .S<'uth Central 
Railway, where the work is in progress. 

(vi) The suggestion to stamp journals running hot with a star is 
considered undesirable as the chiselled mark would need eflacing 
after the journal is satisfactorily attended to. 

(vii) Pyrometer sticks are in short supply as bismuth, one of its 
components, is an imported item. 

474. Organisation in Workshops —[Recommendations la2(i) to (v)— 
Part II]—The Kunzru Committee made certain suggestions to strengthen 
the organisation in locomotive workshops. These comprised independent 
quality control organisation, adequate tests^ -of important items, engines 
after periodical overhaul to be tested by an organisation independent of 
the workshops, and to be sent on preliminary trial with the driver from 
the workshop to enable repairs being carried out before it is sent on full 
trial. 

475. It has been intimated to us that adequate action has been taken 
regarding the suggestions. The normal practice is to carry out trials by 
drivers independent of the workshops. We suggest that the final trial of 
an overhauled locomotive should be carried out as far as possible at a 
speed 5 to 10 per cent higher than the maximum permissible speed 
authorised for the particular type of locomotive, and a speedometer used 
for the purpose. 

476. Examination of locomotives —[Recommendations 127(i) to (vii)— 
Part II]—The Kunrru Committee stressed the need for belter supervision 
in loco sheds of incoming and outgoing locoraotives, adherence to main¬ 
tenance schedules, adequate facilities for examination, analysis of ‘repeated 
bookings’ by drivers, and test checks bv inspecting officers. They also 
suggested remedial action after careful analysis of each case of engine 
failure. 

477. We have been advised that engine examination is done by the 
chargemen and highly skilled fitters under the supervision of the foreman 
of the shed. Fitters for the job arc literate enough to read entries in the 
repair books and record the repairs carried out. On a directive issued by 
the Railway Board on the maintenance of ‘repeated-bookings’ registers, 
each railway has standardised the form in which repeated bookings are 
maintained so that follow-up action is ensured. 

478. Brake Power and Braking Distances —[Recommendations 55(i)— 
Part I and 6(iii) (c)—Part II]—The Kunzru Committee had observedAnaf 
inadequate brake power may be a contributory factor in derailments and 
suggested expeditious conclusion of the experiments undertaken by the 
ILD.StO. so that more poweitEul and efloctiv,e brakes may be provided cm 
trains. 

479. The R.D.S.O. had carried out detailed investigations and suggest¬ 
ed modifications to the following: — 

(a) Protruding nipples. 

(b) Ball valves, 

(c) Rolling rings. 

(d) Hose pipe cages. 
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4S0. The Railway Board have advised us that to improve the total 
brake power on goods trains, the percentage of effective brake cylinders 
has been increased from 75 to ffS on the broad gauge. 

481. At the R.D.S.O. we inspected the working of the QA/QR (quick 
action-quick release) valves which have been fitted to a number of wagons. 
Their use will be extended after the results of field trials are known. 

482. The Runzru Committee suggested that braking distance trials 
should be carried out at speeds with various loads to determine the sighting 
distance of signals with a view to resite the.se as necessary, 

483. The R.D.S.O. have conducted braking distance trials on the broad 

gauge for both passenger and goods trains on sections with negligible grades. 
The results were as below:-— ^ 

Broad gauge (level track) — Goods-—A train consisting of 70 fully 
loaded 4-wheeler wagons operating with a maximum speed of 
72 km.p.h. can be stopped in emergency braking distance of 1,400 
metres provided average vacuum on the tram is not below 
450 mm and 85 per cent of the brake cylinders on the train are 
effective. Passenger train consisting of 14/16 coaches operating 
with a maximum speed of 96 km.p.h, can be stopped in emer¬ 
gency braking distance of 1,000 metres provided average vacuum 
on the train is not below 495 mm and 90 per cent of the brake 
cylinders on the train are effective. 

484. The Railway Board have issued instructions to the Railways that 
in addition to the sighting board at 960 metres in rear of the first stop 
signal, a second sighting board with a distinct design for goods trains should 
be provided at 1,400 metres in rear of the first stop signal on sections where 
broad gauge goods trains run at 72 km.p.h. We have been informed that 
trials are in hand on the metre gauge. It is suggested that trials for graded 
sections on the broad gauge and for level and graded sections on the metre 
gauge should be carried out without delay. 

485. We further suggest that the distance between the distant and the 
last stop signals on high speed routes and the length of the signalling sec¬ 
tion in automatic signalling territory should not be less than the emergency 
braking distance. 

486. Speedometers and speed recorders :—[Recommendations 53(i)(ii)— 
Part I]—The Kuiizru Committee had recommended that speed recorders on 
the engines of all mail and express trains and speedometers on all those 
working passenger trains should be provided within a period of two years 
and later on, speedometers should also be provided on the engines working 
fast goods trains having a speed of more than 30 miles per hour, or running 
on sections with heavy gradients and sharp curves. They also urged that 
early steps should be taken for creating adequate indigenous capacity for 
the manufacture of speerl recorciers and their spare parts, preferably in a 
central workshop on the Raihvays. They added that adequate arrangements 
for proper'raaintenance and repairs of speedometers and speed recorders in 
service should be made on the Railways. 

487. The Railwniy Board have advised us tha,t V.D.O. speedometers 
and speed recorders which have been standardised for use on the Indian 
Railwavs are being manufactured by M/s International Instruments (P) 
Ltd., Bangalore. This firm has been able to meet the Railways’ require¬ 
ments of speedometers and speed recorders. All electric and diesel engines 
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are fitted with speedometers. Some difficulty has, however, been experienced 
in providing this equipment on some of the diesel locomotives recently 
turned out by the Diesel Locomotive Works, Varanasi due to the trouble 
with the gear box. The design of this has since been revised and the 
equipment will now be litied on those locomotives which have been turned 
out without it. 

488. The Railway Board have stated that speedometers on locomotives 
working goods trains booked at a speed of more than 30 miles/(30 kilo¬ 
metres) per hour on the broad gauge and on certain selected graded sections 
on the metre gauge, shall be provided in the second phase of the program¬ 
me. 


489. Wc are unable to subscribe to the view expressed by the Kunzru 
Committee that the provision of speedometers on locomotives working 
goods trains should depend on the speed of train or the difficult nature of 
a specific section. We cotisider a speedometer to be an essential safety aid 
lot the driver and hold the view that all locomotives working trains should 
be equipped with speedometers since every driver working a train is requir¬ 
ed to observe some speed limit or the other. During the course of our dis¬ 
cussions with the Railway Board, we were given to understand that the 
polity of the Railway Board is to instal speedometers on all engines, ex¬ 
cluding shunting etigines. Wc consider it to be a step in the right direction. 
We realise that the work of providing speedometers has to be carried out 
on the basis of a phased programme but it is essential that a target should 
be laid down in regard to the provision of this aid on all locomotives. 

490. We understand that arrangements exist with M/s International 
Instruments (P) Ltd., Bangalore for the supply of spar.e parts and for the 
maintenance of speedometers and speed .recorders and that maintenance 
facilities have also been developed on the Railwars. We, however, wish to 
emphasise that the staff in the sheds should be educated and trained in 
maintaining the speedometers and speed recorders. We mention this parti¬ 
cularly because of the fact that though the speedometers and speed re¬ 
corders are scheduled to be overhauled at an interval of six months, we 
leatnt during our visit to the Loco Workshop, Northern Railway, Lucknow 
that about 40 per cent of the speedometers were being received in that Work¬ 
shop for repairs in damaged condition even before they were due overhaul¬ 
ing probably due to mishandling. 

491. Eng'nie Failures —[Recommendation 126—Part II]—The Kunzru 
Committee oltserved that engine failures were a valuable pointer to the 
standard of maintenance in loco sheds. An engine failure is caused either 
by some defects in its parts or by the bad management of the engine crew 
lesulling in their not being able to keep to .scheduled timings on the run. 
1 he Kunzi u Committee added that the engine failures which are a reflex 
of the maimenance practices followed in the sheds could be considerably 
reduced by proper analysis and appropriate action taken on each failure 
at all levels. The engine failures resulting from mismanagement by the crew 
indicated the obvious need for training and instructions to the engine crew 
avid guidance and check on their working. Tliey suggested that a handbook 
containing useful information about the defects likely to be encountered bv 
the drivers on the run should be supplied to the drivers. 



492. The Railway Board have stated that the recommendations have 
heen implemented. They have advi.sed us that all possible steps are being 
taken by the Railways to minimi,sc the incidence of engine failures. The 
Railways have drivers' handbooks and relevant directives are given to 
the drivers from time to time. 

493. We have compared the position of engine failures on the different 
Railways against the targets laid down by the Railway Board during the 
five years of our study. The number of failure^ of steam engines on each 
Railway and the kilometres per engFhe failure are given in Annexure 
LXXIX. It will be observed from the Annexure that on the broad gauge 
during 1967-68, the majority of the Railways were unable to achieve the 
target. The performance on the Western, the Eastern and the Southern 
Railways was much below the target, the kilometres per engine failure on 
these Railways being only 1,27,000, 1,30,642 and 1,5.3,989 respectively against 
the target of 2,00,000 kilometre.s laid dowm by the Board. We also notice 
that the position on these Railways considerably deteriorated in 1967-68 as 
compared to the previous year. 

494. On the metre gauge also, the majority of the Railways could not 
achieve the target in 1967-68, The performance on the Central, the North¬ 
east Frontier and the North Eastern Railway.s was much below' the target, 
the kilometres per engine failure on the.se Railways w'ere 1,51,000, 1,55,000 
and 1;59,044 respectively against the target of 2,00,000 kilometre.s. The 
deterioration in position on the Northeast Frontier and the North Eastern 
Railways was more pronounced during 1967-68 as compared to the previous 
year, 

495. We have examined the main cau.ses leading to failures of steam 
engines under fhe following heads, namely: — 

(a) In sheds— 

(i) Bad workmanship, and 

(ii) Mismanagement by engine crew. 

(b) In shops— 

(i) Defective material; and 

(ii) Bad workmanship. 

The contribution of each of these factors to engine failures on the different 
Railways has been brought out in Annexure LXXX. It will be observed 
that during the last five years nearly 67 per cent of the engine failures on 
the broad gauge and 70 per cent on the metre gauge were caused by bad 
workmanship in sheds and mismanagement of the engine crew. 

496. Failures of diesel-and electric engines :—The kilometrage per 
diesel engine failure* during 1967-68 on some of the Railways was about 
1.2 lacs on the broad gauge and about 69 thousand on the metre gauge. 
The largest number of die.sel engine failure were due to defective material 
on both the gauges. The kilometrage per electric engine failure during 
1967-68 the Eastern, the Northern and the South Eastern Railways were 
82,397, 31,974 and 1,08,996 respectively. These performances are obviously 
on the low side. The need for efforts to improve the performance-of diesel 
and electric engines is, thu.s, clearly indicated. 
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497. Drivers handbooks —^We have checked the drivers’ handbooks Irt 
use over the difierent Railways. We find that the handbooks for drivers in 
use on the Eastern and the Northern Railways do not contain information 
about defects likely to develop on engines on the run. These merely con¬ 
tain extracts from General and Subsidiary Rules. The Northeast Frontier 
Railway has yet to bring out a handbook for the drivers. 

498. Overaged locomotives —[Recommendation 129—Part II]—^The 
Railway Board have prescribed a life of 40 years for different classes of 
steam locomotives. Those which exceed this limit and are in operation are 
termed “overaged'The Kunzru Committee had examined the position in 
regard to overaged locomotives and had observed that the lowest figures of 
engine miles per engine failure were usually yielded by the overaged loco¬ 
motives. They had recommended that special attention should be given to 
overaged locomotives and that suitable instructions to this effect should be 
issued by the Railway Board. The Railway Board have stated that suitable 
instructions have been issued to the Railways. 

499. The position regarding overaged locomotives on the broad and 
the metre gauges at the end of the First, the Second and the Third Five 
Year Plans and as on 31-3-1968 was as follows: — 
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300. It would be observed that the number of overaged locomotives 
on the broad gauge and the metre gauge showed a decrease at the end of 
1967-68. As for overaged locomotives on the narrow gauge, we have already 
dealt w'ith the subject in Chapter II of this Report. 

501. We have examined the performance of overaged locomotives on 
the different Railways during the last five years. From the information re¬ 
ceived from the Railways w-e find that the performance of overaged loco¬ 
motives ot) the broad gauge has been satisfactory on all the Railways except 
the South Eastern Railway. On this Railway, the average kilometrage per 
overaged engine failure ranged betw^een 1,00,602 and 1,60,034 during the 
first four years. Happily, however, the performance improved in 1967-68 
and exceeded the target of 2,00,000 kilometres per engine failure laid down 
by the Railway Board for all engines. 

L/P(D)1RB—8 
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502. On the inetre gauge, the average kilometrage per overaged engint 
failure has been extremely low on the North Eastern and the Western Rail¬ 
ways throughout the period under study. On the former, the performance 
ranged between 26,074 and 3.'»,860 kilometres per overaged engine failure, 
and on the latter between .‘!0,00() and 1,15,527 kilometres per overaged 
engine failure against the target of 2,00,000 kilometres per engine failure 
for all engines. It is evident that overaged locomotives on the metre gauge 
need further attention in maintenance in order to improve their per¬ 
formance. 

503. Carriage and wagon maintenance: —[Recommendations 134(ii) to 
(v), 135(i) k (ii)—Part II]—The Kunzru Committee had suggested the fol¬ 
lowing measures for improved maintenance of springs of carriages and 
wagons: 

(i) pyrometers and circulating quenching media at controlled tem¬ 
perature should be provided; 

(ii) adequate capacity and equipment should be available for sub¬ 
jecting springs to cent per cent scrag tests: 

(iii) the piactice of giving load deflection test sliould be standardised 
for all the railways; and 

(iv) the present specifications in respect of the manufacuire of springs 
shotihl be made more comprehensive and precise. 

504. We have i)ccn informed that the suggestions made have been im¬ 
plemented except that pyrometers and quenching medium bath at Samasti- 
pur Workshop on the North Eastern Railway are still to be obtained and 
cent per cent scrag testing of springs is done on only 5 out of the 9 zonal rail¬ 
ways. On the Central, the Eastern, the South Eastern and the North Eastern 
Railways where the equipment is under manufacture, selective scrag test¬ 
ing is tarried out. The specifications for the manufacture of springs have 
been made more comprehensive and adequate control is ensured by sub¬ 
jecting 5 per cent of carriage and wagon springs to load deflection tests. 

505. The Kunzru Committee had also suggested that chalk tests should 
be given to hot axle journals in sick lines, and ultrasonic flaw detectors 
should be provided in cairlage and wagon workshops and in major sick 
lines. 

506. We have been infoimcd that chalk tests are invariably carried out 
to detect flaws in axles and journal that may appear on the surface, and 
ultrasonic equipment for detection of hidden flaws in axles will be pro¬ 
vided in carriage and wagon workshops and major sick lines on a'phased 
programme. 

507. Time allowed for train examination and strength of train examin- 
ing gangs: —[Recommendations 141(ii), (v)—Pt. II]—The Kunzru Commit¬ 
tee had observed that they received several complaints from the train exa¬ 
mining staff that the time allotted for train examination was inadequate 
to permit a thorough and satisfactory examination of the w'agons on a goods 
tram. They also found that the time allotted for train examination and the 
strength of examining gangs varied from railway to railway. Such variations 
were not only wide but did not appear to be based on any rational grounds. 
The Kunzru Committee suggested that work studies should be undertaken 
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with a view to introducing a uniform schedule of time for examination of 
trains on all the Railways. They also recommended that a yardstick should 
be laid down to determine the strength of the train examining staff as a 
general guide to the Railways. 

508. The Railway Board staled in their remarks that the Railways had 
laid down the minimum time for train examination after proper workstudy. 
They also advised us that they had laid down a minimum of ^ minute per 
wagon for examination in case of incoming trains; this did not include the 
time for repairs. In case of outgoing trains, the minimum has been laid 
down as 45 minutes for examination of train and another 30 minutes for 
vacuum and brake adjustments. The Railway Board s instructions do not 
specify the nature of examination, i.e., whether inten-sive or ordinary for 
which these time lengths are prescribed. The Railway Board further stated 
that the Railw-ays had been advised to fix the gangstrengths on the basis of 
the time fixed by the Railway Board for train examination. 

500. The Railways have furnished the information in regard to the 
time allowed for train examination on their systems at the starting and 
terminating stations and at the examining stations en route in their replies 
to the questionnaire addressed to them. This information is shown in An- 
nexure LXXXI. It would appear that most of the Railways have fixed the 
time allotted for train examination on an ad hoc basis rather than on the 
basis of the yardstick laid down by the Railway Board., Some of the Rail¬ 
ways have related the time prescribed for the examination of a train with 
the strength of examining gangs and the number of wagons while others 
have prescribed a fixed lumpsum tiine jrer train. Again some have made a 
distinction in the time allotted for intensive or oidinary examination of 
trains or the trains meant for interchange while others have not .similarly 
qualified the time allowed for examination on their systems. We also notice 
wide variations in the strength of examining gangs on the different Rail- 
wa\s. For instance, it is 25 men on the Eastern Railway, 20 men on the 
Nqrthern Railway and ‘) men on the .Southern Railway for the intensive 
examination of a train. 

510. The lack of standardisation in respect of both the time allowed 
for train examination and the strength of examining gangs is, thus, obvious. 
It iiiav be that the conditions vary from yard to yard, as for example there 
may be occasional bunching of trains in certain yards necessitating exami¬ 
nation of more than one train at a time, or the operational requirements 
may not peiniit a running line to be occupied for more than a specified 
time. But most vards arc in our view subjected to these stresses and these 
cannot be the basis for fixing the time for train examination or the gang 
strength in a manner that it varies considerably from yard to yard or from 
railwav to railway. The nature and extent of examination of a wagon or a 
train has to be nearly the same at all places and at all times. The number 
of wagons on a train should therefore determine the time required for pro¬ 
per examination of a train and the number of men required to do the job 
within the allotted time. 

511. We consider the adoption of a uniform basis for fixing the time 
schedule for train examination and for determining the strength of exa¬ 
mining gangs by all the Railways not only advisable but essential for the 
proper examination of trains and urge that any further delay in implement¬ 
ing the Kunrru Committee’s recommendations should be avoided. 


L/P(D)1RB—8a 
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512. AVulra/ Control —[Recommendations 142(v), 144 &: 145—Part II]— 
The Kuturu Committee ob.served that the tvork of the neutral control staff 
was effective in ensuring a high standard in the maititcnance of rolling 
stock and suggested that the Neutral Control Officer should .subnnt a review 
containing broad conclusions drawn from the Reports of neutral control 
staff about the condition of the stock and the quality of work done in work¬ 
shops and sitklines. They recommended that the system of neutral control 
examination should be extended on the broad gauge and introduced on 
the metre gauge. 'Ihe Railway Board have advised us that subsequent to 
the recommendation of the Kunrru Committee, neutral control examina¬ 
tion w'as extended to 8 points on the broad gauge and introduced at 7 
points on the metre gauge. I'herc were thus 43 such points on the Railwavs 
on 31-.3-19(j8, comprising interchange junctions, marshalling yards, work¬ 
shops and sicklines. The reports of the Neutral Control Officer are being 
received quarterly by the Board. The Chief Mechanical Engineers and Chief 
Operating .Superintendents ol the Railways also get copies of these reports. 

513. In order to have a broad comparison of the quality of the work 
done in the different workshops, the K.unzru Committee had examined the 
rejections made by the neutral train examiners at the ‘bharline’ of the 
werrkshops. They found that the average percentage of rejections amounted 
to 12 per cent during 1962-6.3. We find that in 1967-68, the percentage of 
such rejections has dropped to 4.4. evcit though the numben of wagons 
examined by the neutral control staff was 77,589 in 1967-68 against 57,787 
in 1962-63. This testifies to an improvement in the quality of the mainte¬ 
nance work being done in tlie workshops. Notwithstanding the overall im¬ 
provement we find that the percentage of rejections in case of workshops 
on the Central Railway increased from 9.G in 1962-63 to 10.3 in 1967-68. 
The percentage of rejections on the North Eastern Railway too increased 
from 3.1 in 1962-63 to 10.1 in 1967-68. The percentage of rejections on the 
North Eastern Railway was the highest of all the Railways in case of 
marshalling yards as well as sickline.s. 

514. We also examined the rc.sults of the spot checks conducted bv the 
Flying Squads of Neutral Control on the trains after examination by the 
Railways from April 1967 to March 1968. The results of these checks on the 
different Railways were as under; — 
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515. This brings out the highly im.satisfactory position in respect of 
examination of the trains by the train examining staff on the Railways. We 
reiterate what the Ktinrru Committee had already stressed that the defi¬ 
ciencies in train examination should be speedily removed in the interest of 
safe and efficient operation. 
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j16. Inddence of hoi boxes —[Recommendations 140 and 13j(v) —Part 
II]—The Kunzru Committee had stated that the incidence of hot boxes in 
coaches was much higher on the metre gauge than on the broad ^uge and 
that the reverse was the case in respect of incidence of hot boxes in wagons 
where it was much higher on the broad gauge. They also found wide varia¬ 
tions in the incidence on the different Railways. They emphasised the need 
for a critical and comparative study of the causes of these variations to 
derive helpful conclusions. 

317. The Railway Board had set up a research cell under Director, 
Research (Hot Boxes), for undertaking extensive studies, research and prac¬ 
tical trials with a view to suggesting measures for minimising the incidence 
of hot boxes. The Director, Research (Hot Boxes) submitted the Investiga¬ 
tion Report in September, 1%6. The Railway Boaid have advised that de¬ 
tailed instructions were issued to the Railways regarding the follow-up 
action to be taken on the short term and long term measures recommended 
in the Report of the Director, Research (Hot Boxes) and the targets to be 
achieved. The targets fixed by the Board are as under; — 

(i) Coaching stock—BG and MG = 1.0 per 10 million vehicles kilo¬ 
metres. 

(ii) Goods Stock 

1. Broad gauge— 

(a) Eastern and .South East¬ 
ern Railway 

(b) Central, Northern, North 
Eastern, Northeast Fronti¬ 
er, Southern, South Cen- 

• tral and Western Rail¬ 
ways 

2. Metre gauge 

.318. The incidence of hot boxes on coaching sUKk during the last five 
vears on the Indian Railways is shown below in juxtaposition with the in¬ 
cidence as lecorded bv the Kunzru Committee for the years 19G0-61 to 
1962-63: 
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519. It will be observed that the incidence of hot boxes, having 
steadily declined on both the gauges till 1963-64, has since 1965-66, shown 
a rising trend on the broad gauge and the metre gauge. In fact, the inci¬ 
dence on the metre gauge during 1967-68 was the highest since 1960-61, i.e., 
during the last eight years. The pattern noticed by the Kunzru Committee 
of the incidence of hot boxes in coaches being two and a half times higher 
on the metre gauge than that on the broad gauge has not only been conti¬ 
nuing more or less, but the disparity has, in fact, widened to more than 
live limes in 1967-68, The incidence of hot boxes on the coaching stock on 
the different Railways is given in Annexure LXXXIl. 

,520. The principal causes of hot boxes on coaching stock and the per¬ 
centage of their relative contribution over the last five years on the broad 
gauge and the metre gauge arc shown in Annexure LXXXllI. It will be 
observed that the largest number of hot boxes on the broad gauge were due 
to “extraction of packing" or "other causes.” On the metre gauge, the main 
contributory causes were “dry packing" and “other causes”. 

521. It has been stated in the Investigation Report of the Director, Re- 
.search (Hot Boxes) that one of the reasons for the higher incidence of hot 
boxes on coaching stock on the metre gauge as compared to the broad gauge 
is that the statulard of preventive maintenance on the metre gauge has not 
reached the standard oinaiuing on most of the broad gauge depots. It is also 
pointed out in the said report that the performance of some Railways is 
far superior to that of other Railways on the same gauge and all that is 
necessatv is the implementation of the short term measures recommended 
in the report and satisfactory execution of maintenance. The increasing 
incidence of hot boxes on coaching stock on both the gauges over the last 
three years is a pointer to the need for the effective implementation of the 
recommendations of the Diiector, Research {Hot Boxes) and a further cri¬ 
tical study, if necessary. 

.522. "Ihe incidence of hot boxes on goods stock during the last five 
years on the Indian Railways is shown below in juxtaposition with the 
incidence recorded bv the Runzru Coniniittee for the years 1960-61 to 
1962-6.3: 
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523. It will be seen that the incidence of hot boxes on goods stock has 
shown a declining trend on the broad gauge over the last four years. It, 
however, remained more or less, static on the metre gauge during this 
period but the figures are wide off the targets prescribed. The pattern notic¬ 
ed by the Kunzru Committee, namely, the incidence of hot boxes in wagons 
being higher on the broad gauge as compared to the metre gauge has con¬ 
tinued. The disparity between the incidence on the two gauges has, how¬ 
ever, been narrowed down during the la.st two years on account of the 
marked improvement achieved on the broad gauge. The incidence of hot 
boxes on the goods stock on the different Railways is given in Annexure 
LXXXIV. 

524. The principal causes of hot boxes on goods stock and the per¬ 
centage of their relative contribution on the average over the last five years 
on the broad gauge and the metre gauge are given in Annexure LXXXV. 
It will be observed that chief contributory factors on both the broad gauge 
and the metre gauge have been “dry packing ’ and "other causes." 

525. The Kunzru Committee had observed that the R.D.S.O. was not 
fully associated w’ith, and was not in control of, the investigation for find¬ 
ing out the packing suitable for reducing the incidence of hot boxes. 

526. The Railway Board have stated that the R.D.S.O. did carry out 
detailed research into the problems connected with hot boxes and their re¬ 
port was published in September, 1965. The R.D.S.O. investigated the per¬ 
formance of various components of a plain bearing axle box assembly. The 
conclusions of the RDSO were taken into account by the Hot Box Cell. At 
the suggestion of the Hot Box Cell, the RDSO also undertook laboratory 
investigations of lubricating oil of different viscosities and the details were 
published in a report in July, 1967. The R.D.S.O. recommended that service 
trials with a large number of wagons should be undertaken with oil having 
viscosity in the range of 12 to 15 per cent at 99°C. These trials are being 
undertaken. 

?>21. Periodical overhauling of stock :—[Recommendation 142(i)— 
Pt. II]—The Kunzru Committee examined the position in respect of perio¬ 
dical overhauling of coaching and goods stock and desired that proper action 
should be taken to bring down the extremely high percentage of stock 
overdue for periodical overhaul to a rea.sonable figure. They suggested that 
the overhauling capacities should be expanded considerably to cope with 
the increase in the fleet of rolling stock. 

528. The Railway Board have, advised us that this is the recognised 
policy and adequate capacity to cope with the increase in the rolling stock 
has been provided. 

529. As regards the observation of the Kunzru Committee that the sche¬ 
dule of periodical overhaul had been extended on an empirical basis to 
meet the expanding requirements regarding the overhauling of wagons re¬ 
sulting from the large increase that had taken place in the goods stock 
without commensurate expansion in the overhauling capacity, the Railway 
Board have stated that the periodicitv was not changed because of inade¬ 
quate capacity in railway workshops but because it was found that wagons 
could be kept in service for a period of 3^ years; between two successive 
periodical overhauls without any adverse effects. 
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jSO. We have examined the position in respect of coaches overdue 
periodical ovciliaul. We lind that on the broad gauge, (JUt of the total hold¬ 
ing of IS,;i96 coaches on lil-3-h8, 2,709, i.e.. nearly 15 per cent coaches were 
overdue periodical overhaul. On the metre gauge, out of the total holding 
of 1(),249 coaches, 2,272 coaches, i.e., 14 per cent were overdue periodical 
overhaul. There was thus an overall reduction in the number of coaches 
overdue periodical overhaul on Indian Railways as compared to the posi¬ 
tion as obtaining on .31-3 19G3 when 3,90K broad gauge and 3,463 metre- 
gauge r oaches weie overdue periodical overhaul. The Central and the South 
Eastern Railways had 288 and 334 coaches respectively, i.e., nearly 13 per 
rent each of their respective holdings of 2.31-4 and 2,448, as overdue for 
periodical overhaul. On the metre gauge, the position was unsatisfactoiy on 
I he North Eastern and the Northeast Frontier Railways which had nearly 
24 pet- cent and 18 per cent respectively,of their holdings of 3,487 and 1.997 
(oaches overdue periodical overhaul. 

531. The Kunzru Committee found that on 31-3-63, out of a total hold¬ 
ing of 2,59.0,33 wagons on the bioad gauge, 12 per cent of these, i/e., 31,417 
were overdue periodical overhaul and on metre gauge out of the total hold¬ 
ing of 1,02,471 wagons, 15 per cent, i.e., 14,847 wagons were overdue periodi¬ 
cal overhaul. The position as it existed on 3T3-G8 was that out of 2,88,765 
wagons on the broad gauge 25,310 wagons, i.e., about 9 per cent of the total 
holding were overdue periodical overhaul. On the metre gauge 9,955 wagons 
out of the total holding of 1,03,794 wagons, i.e., nearly 10 per cent of the 
holding were overdue periodical overhaul. There is thus a marked reduc 
lion in the number of wagons overdue periodical overhaul on both broad 
.ind metre gauges. 

532. The Northeast Frontier Railway, in reply to our questionnaire, 
has stated that due to inadequate capacity for periodical overhaul, based 
on the schedule specially applicable to that Railway, there is a shortfall of 
1,000 units per anniiin. J'hc Railway has added that with a view to over 
tofhing shortage of jaeriodical overhaul capacity, a proposal for further 
(xpansion of the New Roiigaigaon shops for additional periodical overhaul 
cap.Tcitv of 4.5 units per dav was included in th6 preliminary Works Prn- 
giamine of 1968-69 but the Railway Board have not agreed to the inclusion 
of the proposal and had asked for further details for Board’s scrutiny. In 
the meantime, the Railcvav Board have issued instructions that the North 
Eastern Rail wav should nndoitake periodical overhaul of 48 units of 
coaches of .Northeast Frontier Railway per month. 

533. We would urge that cRorts to normalise the position and to reduce 
the number of coaches and w’agons overdue periodical overhaul still 
further should continue. 

534. Overawed conches and wagons :—[Recommendation 143 Part II)_ 

’Fhe Kunzru Committee examined the position on the different railwavs in 
respect of the overaged coaching slock on the broad gauge and the metre 
gauge as it existed on 31-3-63. They found that on the broad gauge such 
stock constituted 34 per cent (i.e. .5.,351 of the total holding of 15,664) and 
on the metre gauge 26 per cent (i.e. 3.279 out of the total holding of 
12,559V Tile Kiinzru Committee observed that these percentages were high 
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and should be gradually reduced. They .suggesied that in the uicaiitime, 
the use of overaged coaches .should be limited, lo the extent possible, to 
local trains and shuttle services. 

535. As regards the overaged wagons they found that as on 31-.3-63, 
out of the total holdings of 2,36,112 wagons on the broad gauge, 24,11.5 
or about 10 per cent were overaged and on the metre gauge, out of the total 
holdings of 80,197 wagons, 11,55,5 or about 13 per cent were overaged. 
They suggested that these percentages should be progiessively reduced. 

536. The Kunzru Coniinittec further reconnnended that the overaged 
stock, both coaching and goods, shoidd receive special attention while 
passing through shops as well as in sick lines. 1 hey suggested that, for 
this purpose, such stock should be distinctlv marked so that the staff deal¬ 
ing with repairs should bestow special attention. They also suggested for 
the Railway administration’s consideration whether the period of over¬ 
hauling of such overaged stcK'k should not be suitably reduced and their 
utilisation should Ire, as far as |X)ssible. limited to specific areas. 

537. The Railway Board in their remarks have observed that the 
recommendation about the utilisation of overaged cothing stock, as far 
as possible, on local trains and shuttle services, pending their gradual 
withdrawal from service has been accepted. They have indicated that, 
in fact, this principle was already being followed in piactice. They added 
that all rolling stock in service was given proper attention both in the 
major vt'orkshops and in the maintenance depots irrespective of age of 
the st<Kk and, in the process, the stock received the extra attention re¬ 
quired. They do not consider it necessary to prescribe different intervals 
between successive periodical overhauls in res)>ect of overaged and other 
stock as all stock coming for repairs is brought upto the standard and the 
parts which require replacement -arc changed. 

538. The position in respect of overaged coaches .and wagons as it 
existed on 31-3-1968 is shown in Annexurc LXXXVI. It will be seen that 
there has been a marked reduction in overaged coaches both on broad 
gauge and on metre gauge. The Central and the Northern Railway had 
about 28 per cent coaches overaged on the broad gauge and the Northern 
and Southern Railways had 30 and 21 per cent roaches overaged on the 
metre gauge on that date. 'Ihcre has also been an overall reduction in 
the number of overaged w'agons on the broad gauge but on the metre gauge 
there has been a noticeable increase. The Northern Railway had 2.3 per 
cent of its total holdings on metre gauge overaged on that date. We urge 
the Railways to continue their efforts to reduce the number of overaged 
stock,' particularly metre gauge wagons. 

539. Train P«)7/;/g.v;— [Recommendations 137, 138 & 139 Pt. II]—The 
Kunzru Committee oltserved that in 1962-63, goods train partings had 
increased appreciably, while pas.senger train partings had come down on 
both the gauges. T hey considered that the methods adopted and the pre¬ 
cautions taken by the Central Railway, where the incidence of train part¬ 
ings was the lowest, should serve as a guide for action on other Railwavs. 
They further suggested early replacement of Class II steel by Class IV 
steel and the standardisation of the procedure for electric welding, proper 
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heat treatment and control testing of non-standard drawltars in order to 
reduce train partings. They also said that the R.D.S.O. should lay down 
tolerances in respect of buffer projections and wear on individual drawbar 
components to reduce the probability of slack coupling. 

5'10. The Railway Board have advised us that all Railways have an¬ 
alysed train partings on the same basis as was adopted by the (Central 
Railway and they have also adopted the necessary precautions to redtuc 
train partings. We have been further informc’d that all standard stock on 
the broad gauge has been fitted with drawbars manufactured out of Class 
IV steel. As far as non-standard stock is concerned, 2038 wagons, which 
are over 40 years old, ai^ still operating witli Class II steel drawbars on 
the South Eastern Railway. On the metre gauge, all standard stock has 
been fitted with drawbars made of Class IV steel; 90 j^er cent of the non- 
star^ard stock has also been fitted with drawbars made of Class IV steel. 
The balance of the non standard .stock is being progressively fitted with 
drawbars of Class IV steel as and when the drawoars break or when the 
stock passes through the shops. No drawbars arc now being manufactured 
out of Class II steel. The standard procedures for welding, heat treatment 
and control testing have been adopted. 

541. The Railway Board have also indicated in their comments that 
the R.D.S.O. r^-as asked to examine the qiiesrion as suggested by the Ktmr.ru 
Committee. The Railway Board have approved the revised wear limits 
for screw coupling and draft gear components on the broad gauge. The 
minimum buffer projections have been revised from 22" to 2.3" as a result 
of the recommendations of the Carriage and Wagon Standard Committee. 

542. The R.D.S.O. has worked out the design of a new screw coupl¬ 
ing which reduces the slack, screw couplings of this modified design have 
been fitted to a few wagons for field trails. The need for any further in¬ 
crease in the minimum buffer projections beyond 23" will be examined 
after the results of trails are available. 

543. We have examined the incidence of train partings on passenger 
trains on the Indian Railways during the last five years in juxtaposition 
with the period reviewed by the Kunzru Committee. The position is 
shown below”; 


Table 69 



Broad gauge 

Metre gauge 

Incidence 

' 1967-68 
to 

1902-63 

1963-64 

to 

1907-68 

‘ 1967-58 
to 

1962-63 

1903-64 

to 

1967-68 

Average number of train partings per year 

00 

60 

31 

26 

Average incidence per 100 million vehicle kilo¬ 
metres 

2-99 

2-22 

245 

1-76 
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544. There has thus been an improvement in respect of passenger 
train partings on botii the gauges. However, the incidence of passenger 
train partings on the Western Railway on the board gauge and on the 
Northeast Frontier Railway on the metre gauge was high and well 
above the overall average, the incidence being 4.06 per 100 million vehi¬ 
cle kilometres on each of the two Railways. 

545. The position in respect of train partings on gtxids trains during 
the last five years in juxtaposition with the preceding six years ending 
with 1962-63 is shown in the following table; — 

Table 70 



Broad (iango 

Metre Gauge 

Pftrticnlan 

i -, 

t - 


1057-68 196;{.64 1967-58 1963-64 


to to to to 

1962-63 1967-68 1962-63 1967-68 


Avfirage number of train partings per ^ car 

Average incidence per hundred million wagon 

1136 

614 

467 

626 

kilometres .. .. .. 

19-6 

6-8 

23‘2 

22-5 


546. It is observed that there has been a considerable improvement 
in the incidence of goods train partings on the broad gauge; the incidence 
has been reduced from 19.6 to 6.8 per hundred million wagon kilometres. 
This improvement is reflected in the performance on all the Railway.s. 
On the metre gauge also there has been a slight improvement in the in¬ 
cidence of goods train partings. The incidence has fallen from 2.3.2 to 
22.5 per hundred million wagon kilometres. On the North Kastern and 
the Southern Railways, however, there w'as some deterioration in the in 
cidence of goods train partings. 

547. We have examined the causes of the train partings on both pas¬ 
senger and goods trains. We find that in case of passenger trains the 
mam contributory [actors on the broad gauge w’ere Haw in metal, severe 
jerk, defective fittings and factors grouped under ‘other causes’ such as 
working out or breakage of drawbar shackle pin, drawbar projecting due 
to spring being weak, etc. On the metre gauge, the largest number of 
train partings on both the passenger and the goods trains were caused 
by flaw in metal, severe jerk and the factors grouped under ‘other causes’. 

548. We hope that the measures which brought about improvement 
in the position of train partings will be sustained and intensified. 

Stores, Post-Accident Relief Measures and other matters 

549. Stores and spare parts for maintenance of Rolling Stock —[Re¬ 
commendations 146, 147(i) to (v)—Part II]—The Kunzru Committee had 
laid great emphasis on the shortcomings in the matter of supply of stores 
on the Railways and had criticised several aspects relating to the pro¬ 
curement of stores. The unsatisfactory position and quality of stores had 
led the Kunzru Committee to conclude that scheduled repairs, normal 
maintenance, periodical overhaul of locomotives, carriages and w'agons 
were suffering to an extent that affected safety. They had recommended 
that in regard to the availability of stores and spare parts for the main¬ 
tenance of rolling stock, one or more Central Workshops should be started 
at‘ suitable places for the manufacture of those essential parts which are 
generally in short supply. 
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550. The Railway Board .slated in their comments that adequate 
capacity exists for the manufacture of spare parts and the proposal for set 
ting up of a Workshop for manufacture of loco components had been 
examined and given up due to surplus capacity being available in the 
existing Workshops. Much increased capacity for such items is now also 
available in private industry. 

551. In reply to our questionnaire, the Railways -advised us that the 
position is generally satisfactory except in the case of non-ferrous metal 
components, some imported items and those piocured through the agency 
of the Directorate Cieneral of Supplies and Dispo.sals. In the evidence led 
before us, it was j)oititcd out tfiat though the position in regard to avail¬ 
ability of stores has improved, considerable lime and energy of the exe¬ 
cutive officers is spent in chasing the items which still remain in short 
supply. 

552. Wc examined the position in regard to the compliance of in¬ 
dents. We found that during the year 1967 (>8, the compliance generally 
ranged from 7.5 to 85 per cent in respect of both workshop manufactured 
and purchase items. In respect of the items procurable through the Direc¬ 
torate General of Supplies and Disposals, however, the information furnish¬ 
ed by the Railway Btiard showed that in some cases delays to the extent of 
20 to 25 months occurred after the expiry of the due dates. Wc deal with 
this aspect further in the subsequent paragraphs. Here we would say that 
though there has been some improvement in the availability of stores, 
there is considerable scope for further improving the position. 

553 Procedure for procurement and enhanced powers of purchase— 
The Kunzru Committee laid great stress on the simplification of the pro¬ 
cedure for bulk procurement of stores through the agency of the Directorate 
General of Supplies and Disposals which, according to them, was a time 
consuming piocess. They deplored the over-emphasis on accepting the lowest 
tenders and felt that the due weightage should be given to the reliability of 
the supplying firms, nie Kunzru Committee also considered that the 
Divisional Superintendents and the Districts Mechanical Engineers should 
be given enh-anced powers-to purchase stores. 

554. The Railway Board advised us that the Progress Wing of the 
Directorate General of Supplies and Disposals had been re-organised by 
the setting up of a separate Directorate to handle Railway indents and 
contracts. The problems a.ss<K:iated with the procurement of railway stores 
through this agency have been lessened appreciably since the creation of 
this wing. In regard to the proposal for enhanced purchase powers, the 
Railway Board advised us that the Ministry of Works, Housing and Sup¬ 
ply had not accepted the proposal for the enhancement of the purchase 
pow'er of the Controller of Stores of the Railways from Rs. 25,000 to 
Rs. 50,000 in each case, in respect of items not covered by the rate/running 
contracts, on the grounds that it would create more competition in buy¬ 
ing and greater difficulties for the Directorate General of Supplies and Dis¬ 
posals which, according to the Ministry of Works, Housing and Supply, 
is able to get the most competitive prices in the capacity of the central 
bulk purchaser. In respect of items covered by the rate/running con¬ 
tracts, enhancement of the purchase pow'cr of the Controller of Stores from 
Rs. 500 to Rs. 1,000 in each ca.se and Rs. 5,000 to Rs. 10,000 in the agree- 
gate in any one year have, however, been agreed to by the Ministry of 
Works, Housing and Supply. 
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555. As we have stated in a preceding paragraph, difficulties are 
still being experienced in respect o[ items procurable through the Directo¬ 
rate General of Supplies and Disposals and despite some improvement 
having been effected, the procedure still continues to be far from simpli¬ 
fied. This assumes importance when we consider that about 30 per cent 
of the stores pvuchased by the Railways (not including coal) are acquired 
through the Directorate General of Supplies and Disposals. Out of Rs, 324 
crores worth of stores ordered by the Railways during the year 1966-67, 
nearly Rs. 100 crores worth of stores were procured either through that 
agency or against rate contracts entered into by that agency. The over- 
clependence of the Ministry of Railw-ays on the Directorate General of 
Supplies and Disposals for their requirements and the cHect this has on 
the availability and procurement of states is thus a matter of considerable 
concern. It is.obvious tliat a purchase organisation which is not dircctlv 
responsible to the user woidd not be expected to exercise the sense of ur¬ 
gency which the user would attach to his requirements. This is illustrated 
by the fact that on 1-7-1968, there were as many as 4629 contracts outstand¬ 
ing of which 400 had been placed prior to 1963 and 2300 between 1964 
and 1966. We proptise to advert to this subject in Part II of our Report. 

S.’rfi. In regard to the complaint of over emphasis on acceptance of 
the low'est tenders, the Railw'ay Board have pointed out that the extant 
rules do not preclude non-acceptance of the lowest tender if it is othcrwi.se 
not acceptable nor is it obligatory for the competent authority to obtain 
the sanction of the next higher authority' if the lowest tender is jmt ac¬ 
cepted. While, thus, discretion is allowed to the authority to reject the 
low-est tender, in praclicc we find that such discretion is rarely used in 
favour of reliable firms as the purchasing authority is frightened of criti¬ 
cism sponsored by the rejected tenderers. We feel' that a bolder attitude 
in such cases will be public interest. 

5.57. The Railway Board have also advised us that the purchase 
powers of the Divisional Superintendents and of the District Mechanical 
Engineers (on non-divisional system.s) were enhanced upto Rs. 500 per 
item but not exceeding Rs. 5,000 in aggregate per month for a period of 
one year as an experimental measure. With cHect from -August, 1967, these 
powers were delegated as a permanent measure. 

558. We have been advised by the Railway Board that the safely items 
of stores have been uniformly listed on all the Railways and that the sup¬ 
ply position of these items is generally satisfactory arid .shortages, if any, 
are only of an iKcasional and local nature. .Some of the Railways, on en¬ 
quiry by us, had expressed ignorance of the existence of the standardised 
lists of safety items of stores as prescribed by the Railway Board. We hope, 
the Railway Board would clarify the po.sition to the Railways. 

5.59. We wish to add here that planning and procurement of the 
many thousands of items of railway stores, essential for the safe and effi¬ 
cient operation of the large Indian Railway system, present several com¬ 
plicated features for which the best solutions might well be sought through 
the adoption of move scientific methods. We consider that inventory con¬ 
trol in an enormous undertaking of this nature is a vital factor. This 
should include varying vardsticks for diffcTeni categories of items. With 
the large scale growth of goods and pas.senger traffic on Indian Railways, 
and the hundreds of new items wanted, it is apparent that modern 
methods will have to replace many of the old stores procedures. 
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560. Accidents caused by tampering with track —[Recommendations 
16, 17, 18(i), 19, 20(i) to (iii), 21 & 22—Part I]—The Kunzru Committee had 
observed that the accidents caused by tampering with the track presented a 
formidable problem which was susceptible of no easy and complete solu- 
tion. It is impossible to anticipate the attempt or the place where a sabo¬ 
teur will strike and to keep a constant watch over every yard of the track 
and to protect it completely and at all times from unlawful interference 
since it takes only a few minutes to remove the rails. While recognising 
that it is impossible to suggest any measures which would wholly and effec¬ 
tively prevent sabotage or detect it in time to avoid an accident, the 
Kunzru Committee considered that a substantial measure of security could 
be achieved by the implementation of the recommendations made by the 
Commission of Inquiry into Padali accident. 

561. The Kunzru Committee, more or less, reiterated the recom¬ 
mendations of the Commission of Inquiry into Padali accident elaborat¬ 
ing these, where necessary. Their suggestions were; — 

(i) On known vulnerable sections, which are not provided with 
CST 9 sleepers, the economics of relaying tracks with CST 9 
sleepers should be studied. .Such relaying should be done even 
at appreciable sacrilice in order to secure certain amount of 
protection against attempts at sabotage by use of reverse jaw 
sleepers at the rate of three per rail length. 

(ii) The welding of rail joints offers some resistance against attempts 
at sabotage. The economics and feasibility of welding rails 
should be considered on sections known to be vulnerable to 
attempts at sabotage and given preference over other sections. 
The experiment of welding half a mile length of rails should 
also be accelerated in the interest of protection against 
sabotage. 

(iii) A better type of headlight with automatic swivelling mechan¬ 
ism should be evolved although it could not be considered a 
wholly effective anti-sabotage device. 

(iv) The Railw'ay Administrations should judge the vulnerability 
of a section and introduce, as required, immediate patrolling 
by gangmen and Railway Protection Force; checks should be 
exercised to ensure that the patrolling is performed properly 
and effectively. The Railways should then seek the cooperation 
of State Governments. 

(v) The coordination between the Railways and the State Govern¬ 
ments in the matter of security patrolling on vulnerable 
sections had been lacking prior to the accidents caused by 
tampering with track. The problem of security' patrolling 
should be discussed between the Ministries of Home Affairs 
and the Railways early. 

(vi) The cooperation of the residents of the adjoining villages for 
sharing responsibility for guarding the railway track should be 
secured. 

(vii) Substantial awards for information leading to apprehension of 
miscreants should be given. 
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(viii) Arrangements should be made for Police Oflicers to specialise 
in the investigation of cases of tampering with track. 

562. The Railw'ay Board have advised that; — 

(i) The advantage of the use of reverse jaw sleepers with CST 9 
sleepers at the rate of 3 reversed jarv sleepers per rail length 
as an anti-sabotage measure is taken at the time of renewals 
when due though it is economically not feasible to relay existing 
track with (iST 9 sleepers with reverse, jaw sleepers in locations 
where such renewal is not warranted on age and condition basis. 

(ii) The Railways have been asked to put in long welded rails on 
trunk routes and main lines. 

(iii) Ellorts to increase the range of illumination of the locomo¬ 
tive headlights have not yet succeeded and the Research, Designs 
and Standards Organisation is seized of the problem. 

(iv) Co-ordination between the Railways and the State Governments 
has not been lacking but it has not been possible to prevent 
sabotage due to enormous length of track and inadequate man¬ 
power resources at the disposal of State Governments. 

(v) The matter of security patrolling has been considered by the 
High Power Committee on Policing and Security on Railways. 

(vi) The Ministry of Home Affairs had asked the State Governments 
to undertake a systematic drive to impress upon the inhabitants 
of the villages in the vicinity of the railway lines that tlicv were 
resjxmsible for the .safety of the track in their areas. 

(vii) 1 he General Managers and the State Governments had been 
asked to give rewards for information leading to the arrest of 
offenders. 

563. We have attempted to assess the efficacy of the various anti- 
sabotage measures in the light of the ri.sing trend in the incidence of such 
accidents over the last 15 years. We addressed a questionnaire to the 
Railways on the anti sabotage measures being adopted on their systems. 
We have it in replies from the Railways and the Railway Board as well as 
in the evidence tendered before us that the use of reverse jaw slccpiers in 
conjunction with CS1’ 9 sleepiers, welding of rails, and the illumination of 
track by the locoihotive headlight are not fully effective as anti-sabotage 
measures. We further find that though there has been a substantial in¬ 
crease in the number of accidents due to sabotage over the past five 
years, the culprits, as before, have seldom been apprehended. There has 
been only one solitary case of reward having been given for information 
leading to the apprehension of a miscreant during the last five years. The 
Kunzru Committee had also found that despite a very large number of such 
cases since 1958, rewards had been offered only in three or four cases. 

564. In regard -to the suggestion for judging the vulnerability of 
sections of the railway line to sabotage and the security patrolling by 
gangmen and the Railway Protection Force over such sections, we note 
that the High-Powered Committee on Policing and Security of Railways 
have observed that to judge the vulnerability of a particular section of the 
railway to sabotage and to arrange patrolling should be the responsibility 
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of the State Coveniinent. AttorcUng to tlie High-Powered Committee, the 
railway track, being a vital line of coiiiinunicaLion of the country, should 
not be treated as railway property in the narrow sense of the term and in 
case security arrangements by way of patrolling of the track have to be 
made for a protracted period and the State (iovernments are unable to 
do so without straining their resources too much, they may make a request, 
though not as a matter of riglii, for reiinhursement from the centra] ex¬ 
chequer of the whole or part of the cost involved leaving it to the Govern¬ 
ment of India to judge each case on its inciiis. We understand that the re¬ 
commendation is under the examination of the Government, 

oG.'i. The Commission of Imptiry, appointed to ascertion the cause of 
derrailment of LDown Bomhay-Calcutta Mail train between Padali and 
Asvali ttn the Central RailwaN. on tlic night of 2Srd NovemlK'r, 1957. 
conducted various tests from the driver s .seat of a WP .steam locomotive 
provided with the normal engine headlight and two swivelling headlights 
fitted on the front end htider beam. The test conducted by the Commission 
showed that the ilhitnination obtained wjth two headlights was somewhat 
more than that with a single headlight lilted in front of the smoke box 
on the centre line of the boiler. F.xpteriments have been carried out by the 
Research, Designs and Standards Oiganisation using a .“l-aO watt bulb in 
place of the noiinal 2.50 watt bulb in the paiabolic projector. On account 
of its'longer hlament, the illumination with a .550 watt bulb is comjrara- 
tively diffused. We consider that fintiter expeiintents on better illumina¬ 
tion with engine headlights are unnecessary. In bright sunshine or in the 
engine headlight at night, it is impossible for a driver to detect disconti¬ 
nuity of the track at the spteed he normally works the train to avoid an 
accident. 

506. It would appear that die measures suggested to picvent t.impeiing 
with triuk have proved iiietfet live. We are not unaware of the complex 
and difficult natuie of this proltleni. While recognising that no measures 
can altogether meet the menate of criminal acts, we would not like to 
strike a note of despjair in the face of the mounting threat of anti-.social 
elements. .Steps for the security of the track against the dangers posed by 
the saboteurs will have to be persevered in ancl implemented with vigour. 
These steps as observed b) the K.un/ru Committee also lie in identifying 
the vulnerable sections wherever prossible. [ratrolling of such sections by 
gangmen and Raihvay Protection Force, assistance fiom the authorities con¬ 
cerned with law and order, cooperation of the villages contiguous to the 
vulnerable tracks, apprehension of the cul[)rits and deterrent punishments 
to those found guilty of attempts at train wrecking. These are the measures 
universally accepted as safeguards against sabotage. We know that these 
measures primarily fall within the purview of the Ministry of Home Affairs 
and the .State Governments and there must necessarily be close and conti¬ 
nuous coordination between thc.se and the Railways if the designs of the 
saboteur arc to be kept under rcsitaini if not thw^iled. 

5G7. Replacement of old idling clirnils by revised wiring circuits in 
coac/tes: - [Recommendation H(iv) -Part IT]- The Kunzru Committee had 
found that electrical defects and short circuiting of wires were responsible 
for more than one third of the fires in passenger trains. They suggested 
that the raihvavs slioidd take special siejrs to rewire old coaches according 
to the tevised design by a dale to be fixed by the Railway Board. 
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568. The Railway Board advised us that they issued instructions to all 
railways to complete the rewiring of old coaches by 31-3-66 and that the 
railways have since completed the rewiring of all the old passenger coaches. 

569. We examined the postilion in respect of the replacement of the 
old wiring circuits by new wiring circuits on the different Railways as it 
obtained on 31-3-1968. We find from the information furnished by the 
Railways that the work has been completed on all the Railways except on 
the Western Railway where the work in respect of 75 coaches still remains 
to be completed. This, we were informed, is expected to be completed 
shortly. 

570. Bogie medical iians:^ —[Recommendation 193—Part II]—The 
Kiinzru Committee recommended that all four-wheeler medical relief vans 
should be progressively replaced^ by bogie vehicles to permit them to be 
worked at higher speeds to the site of an accident. 

571. ITie Railway Board in their comments had indicated that this 
was already the accepted policy and that the Railways had been asked to 
replace four wheeler medical relief vans by bogie medical relief vans. 

572. The information furnished by the Railway Board shows that 
the number of bogie medical relief vans yet to be built is 17 for the broad 
gauge and 6 for the metre gauge. Out of these, some are meant to replace 
the four wheeler medical relief vans still in u.se. The number of the four 
wheeler medical relief vans and the time bv which these are expected to 
be replaced has not, however, been indicated, 

573. We hope that actiott will be taken to implement fully the Kunzru 
Committee’s recommendation within the shortest possible time. 

574. Stabling of medical relief vans: —[Recommendation 194—Part II] 
—The Kunzru Committee suggested the provision of sidings with double 
ends for stabling of medical relief vans within an year’s time with a view 
to ensuring that the medical van would be turned out within a period 
of not more than ten minutes in the event of an accident. The Railway 
Board had issued instructions to the Railways to carry out the works 
accordingly. We have examined the position on the basis of the informa¬ 
tion furnished by the Railways. We find that the work has either not been 
completed or not yet been taken in hand at 26 stations on the different 
Railways, leaving aside those stations in respect of which the Railways 
have either indicated that the provision of a double-ended siding is not 
practicable or that it is unnecessary on account of the station being a 
terminus. 

57,5. We hope that special efforts will be m.ade to complete the work 
which has been outstanding for the last 3 years Or so. 

576. Policy regarding the future of the 'Narrow Gauge :—[Recom¬ 
mendations 9(ii) &r (iii)—Part II]—'The Kunzru Committee had recom¬ 
mended that the Railway Board .should formulate, in consultation with 
the .State Governments, proposals about the narrow gauge lines to be le- 
lained, abolished or converted to a wider gauge and to submit them to the 
Government for approval. They had urged that a clear decision should be 
taken on whether some of these narrow gauge sections not being economi- 
callv viable units should be clo.sed down or converted into wider gauge and 
that on the narrow gauge sections which the Government finally decides 
to retain, replacement of locomotives and rolling stock and renovation of 
track etc. should be undertaken more expeditiously than in the past, 
P(D)IRB—9 
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577. The Railway Board have stated that a general policy decision 
regarding the conversion of narrow gauge lines to a wider gauge was not 
feasible, and that the question of conversion or retention or dismantling 
of each individual line would have to be considered on the merits of each 
case taking into account the trafiQc, availability of resources, etc. They 
added that the^ have to keep the expenditure on maintenance etc. on these 
lines to the bhrest minimum. A review of all the uneconomic branch lines 
was in progress so that it might be determined which particular line could 
be closed down without detriment to public interest. The future of the 
majority of the narrow gauge lines, thus, being uncertain no advance plan¬ 
ning had been done with regard to programmed replacement of overaged 
rolling stock on the narrow gauge lines and a comparatively small percent¬ 
age of overaged stock was currently being replaced. The general replace¬ 
ment policy followed in the case of the broad and metre gauges was not 
being followed in the case of the narrow gauge lines. 

578. We are sorry to observe that despite the Kunzru Committee’s ex¬ 
hortation and the urgency of the matter, no definite policy has been for¬ 
mulated by the Government in this behalf and this vital issue is still crying 
for a solution. On a reference from the Committee, the Railway Board 
stated that even an economic review of all the unremunerative narrow 
gauge lines has not yet been completed and in respect of the sections of 
which the economic review has been completed and has indicated a definite 
case for their closure, no final decision has been taken. Meanwhile, the 
matter in regard to renewal of track or replacement of rolling stock has 
been allowed to drift and is in the words of the Railway Board "more or 

less being done on an ad hoc basis.”. We have already referred to the 

percentage of overaged rolling stock on the narrow’ gauge sections in our 
analysis of the accidents during the last five years in Chapter II of our 
Report. We deprecate this polity of drift and indecision since it not only 
involves waste of public funds hut also danger to the lives of the travelling 
public; and, we urge once again,that an unwavering policy be adopted in 
this bclialf. Where adequate and prompt response from the State Govern¬ 
ments is not forthcoming to the Railw.ay Board’s proposals, contacts should 
be made at the highest level. 

579. In urging that this unfortunate picture should be changed, we 
are not unaware of the problems faced by Government in dealing with 
this matter. Apart from the normal resistance to drastic, change there are 
local pressures brought to bear on Members of Parliament and through 
them on Government. There is al.so the difficulty of securing a response 
from the .State Governments concerned. This brings us to the problem of 
political leadership which has to be faced some time and the earlier it 
is fared the better. In a not dissimilar situation, the British Government 
had requested Lord Beeching, a man of considerable stature and ex¬ 
perience, to undertake an investigation into the lopping of the deadwood 
of uneconomie lines that had been accumulating over a period of years 
and which constituted an anachronism in the developing economy of that 
country. The Report, presented in 1963 by Lord Beeching, received wide¬ 
spread publicity and evoked a national discussion which resulted in a sub¬ 
stantial parr of his recommendations in regard to the closing down of un¬ 
economic lines being sneedilv imnlemcnted. We recommend that similar 
action should be taken hv our Government w’ith a view not only to ascer¬ 
taining the facts which mav broadlv lie alreaclv known to the Railway 
Administrations htU al'O in educating and mobilising public opinion on 
the subiect. 
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RESEARCH DESIGNS AND STANDARDS ORGANISATION 

580. The Kunzru Committee rightly attached special importance to 
the Research, Designs and Standards Organisation with its headquarters 
at Lucknow and showed foresight in visualising its increasing potential 
for various aspects of railway work. We are in entire agreement with this 
appreciation, expressed five years ago, and would like to pay tribute to 
the high quality that has since been built into most aspects of its activities. 
The trends noticed by us point to continuing improvements. 

581. During our visits to the Research, Designs and Standards Orga¬ 
nisation at Lucknow on September 10 and 11, 1968 we were most im 
pressed with the spirit of dedication to their duties that seemed to animat'' 
the Director General and the entire staff of the Organisation. The work 
done in the Research, Designs and Standards Organisation in recent years 
and months has been notable and we would like to record our apprecia¬ 
tion of the leadership, high morale and spirit of dedication that we found - 
in this particular Organisation. 

582. Adequacy and scope :—The Railway Board have generally accept¬ 
ed the Kunzru Committee’s recommendations in these respects but have, 
in practice, made a distinction between the best utilisation of the latest 
scientiffc techniques, with their suitable adaptation for conditions in India, 
and the actual carrying out of appropriate research projects by the Re¬ 
search, Designs and Standards Organisation. Though there will always be 
differences linked with local conditions, there are nevertheless wide areas 
of advantageous standard practices followed throughout the world on all 
railways. There is thus much scope for avoiding duplications in research 
work through making intelligent use of results already proved and accepted 
elsewhere, as these can generally be made within reasonable periods and 
at comparatively little cost. In our view, the Railway Board and the Re¬ 
search, Designs and Standards Organisation are well geared to take ad¬ 
vantage of this position through their international contacts. 

• 583. Periodical stock-taking of Research Programmes: —[Recommen¬ 
dation 151—Part II]—The Kunzru Committee while expressing dissatisfac¬ 
tion with the limited achievements of research carried out over a period of 
ten to eleven years, had suggested a systematic periodic review of the 
results of research to see if it had kept pace with the needs of safety and 
efficiency, in railway operation and with the developments in advanced 
countries. 

584. The Railway Board agreed that the Research, Designs and 
Standards Organisation should work to carefully selected programmes and 
thus obtain optimum results from its efforts and necessarily limited re¬ 
sources. They also agreed that suitable individuals and equipment should 
be made available in good time to catch ftilly to each major item of the 
Research. Designs and Standards Organisation’s programmes. It thus appears 
to have been agreed that, iti such cases, the policy should be similar to 
that adopted when equipping a Task Force for n particular c^pipaigp where 
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clear objectives have been defined. Under such conditions, the strength and 
equipment of the Research, Designs and .Standards Organisation will vary 
with the projects in liand and we feci that liie Railway Board have met the 
Kunzru Committee’s views in substance. We suggest, however, that formal 
planning and allocations of resources should be arranged well in advance 
in respect of important items to avoid time lags. 

aSfi. Two aepamte Research Directorates-. —[Recommendation 150— 
Part II]—^Thc Kunzru Committee has observe-d that the increased workload 
and in particular the wide scope of mechanical research justified the bifur¬ 
cation of the research organisation into two separate research directorates. 

586. The Railway Board have stated in their comments that additional 
posts of Joint Directors (Rc.search) had been sanctioned for research in 
mechanical engineering, transportation and civil engineering. Besides, the 
metallurgical wing which had previously been in the Research Directorate 
had been separated and placed under a separate Director. 

587. We feel that this recommendation of the Kunzru Committee is 
no longer a live issue as the range of expansion of the Research, Designs 
and Standards Organisation during the last 5 years has more than covered 
the field that the Kunzru Committee had in mind in 1968. 

588. Use of Universities for Railway Research Projects: —[Recommen¬ 
dation 152—Part II]—The Kunzru Committee was of tlic view that greater 
use may be made of the various technical and research bodies and Univer¬ 
sities etc. for solution of problems peculiar to Railways. 

589. We consider that the equipment and capacity of non-railway le- 
search and technical bodies including Universities to undertake the solution 
of problems peculiar to Railways is very limitc'd in India, unlike the posi¬ 
tion in some advanced countries. The Railway Board feel that a realistic 
policy should, therefore, be followed in this matter and for the present, the 
development of such facilities at the Universities be watched for some time 
before considering them for handling railway research problems. 

590. Assessment of results and frequency of meetin-gs of Research Coun¬ 
cils:- —[Recommendations 153 and 154—Part II]—The Kunzru Committee 
urged that the Central Board of Railway Research should meet twice a year 
and that the tenure of its members should be three years instead of two. 
Tliey also felt that the Sub-Committees set up by the Central Board of 
Railway Research .should hold meetings more frequently. 

591. We find that regular meetings of the Central Board of Railway 
Research for periodic assessment of the results obtained by the Research. 
Desig«s and Standards Organisation are being convened. Also, international 
railway research contacts seem to be well established. A three-year tenure 
of membership of this body has been adopted instead of the former shorter 
tenure. 

592. The Railway Board feci that well-attended yearly meetings of 
the Central Board of Railway Research are more useful and desirable than 
frequent gatherings which some members may not be able to attend. A 
major consideration, under Indian conditions, is the necessity for thorough 
field testing of research results during the heat of summer, humidity of 
monsoon and the cold winter months. We, therefore, agree that a I2-monthIy 
frequency seems justified from these angles. 
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593. Delays in solving pjo/Wewi:—[Recommendations 5j(i) to (viii)— 
Part II]—The Kunzru Committee had referred to the delays in hnding 
solutions to the problems connected with the use of mechanical tamf>ers, 
introduction of track recoiding ear, improvements in Hallade track re¬ 
corder, development of a suitable design for concrete sleepers, investigations 
for reducing incidence of hot boxes, development of automatic lifting barrier 
gates, developing the system of the automatic,train control and modernising 
the methods of track maintenance. 

591. We find that the Railway Board have heeded these views and the 
delays in hnding solutions to these problems have in most cases been over¬ 
come. The Railway Board have reported that adequate progress has been 
made in developing varieties of mechanical and other measuring and re¬ 
cording appliances after trying out alternatives that have been found useful 
in other countries. Dilferent designs of concrete sleepers have also been 
finalized for use under Indian conditions. Studies to improve day-to-day 
maintenance and servicing had also been coinmenced with close coordina¬ 
tion between the Research, Designs and Standards Organisation and the 
executive and operating departments on Railways. We consider that le- 
search and development are continuing processes and results obtained at 
any point of time, however, beneficial they may appear, have to be looked 
upon as milestones on a longer road to gieaier achievements. Though we 
commend the results obtained during the past five years we would stress 
that there should be no slackening of efforts for still further improvements, 
particularly towards greater safety in all aspects of railway working. In 
regard to the problems connected with the automatic half barrier and the 
automatic train control, we have already made some observations in 
Chapter IV. Here, we wish to observe that in the case of such sophisticated 
and costly items, special measutes including utilising the most expert ad¬ 
vice obtainable are called for. We shall advert to these subjects again in 
Part II of our Report. 

595. Better Working of the Research, Designs and Standards Organisa¬ 
tion: —[Recommendations 15G(i), (ii) and (v) -Part II]—The Kunzru Com¬ 
mittee had observed that the basic requisite for the effective functioning 
of the Organisation was its adequate expansion and development both in 
equipment and personnel. The Kupzru Committee had also warned against 
undertaking research in items for which the Organisation was not fullv 
equipped to complete the research successfully and also against applying 
laooratory research to railways without adequate field trials under its 
control. 

596. The majority of the recommendations made by the Kunzru 
Committee for the better working of the Research, Designs and Standards 
Organisation have been accepted by the Railway Board. There arc, how¬ 
ever, cerlain itetns the successful and complete implemctitation of which, 
within a limited petiod. catniot be guaranteed. There are also a few others 
where the Railways continue to follow the established practices, for ex¬ 
ample. the field tests on open line under actual working conditions which 
are still operationally controlled by the Zonal Railways, although the Re¬ 
search, Designs and .Standards Organi.sation’s representatives are fully asso¬ 
ciated with them technically. 
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597. Bridges and Floods: —[Recommendation 157—Part II]-—The 
Kunzru Committee considered that there is scope for increased activity in 
the Bridges and Floods Directorate for modernising the technique regard¬ 
ing the design and building of bridges. 

598. We have satisfied oureelves that the Railway Board has given full 
weightage to the observations made by the Kunzru Committee in this re¬ 
gard. In the case of floods, water-ways under railway bridges, foundation 
problems etc., it is the general practice for the Railway authorities to 
consult the best experts in the country before finalizing their conclusions 
and designs. 

599. Separate Signalling Directorate: —[Recommendations 157(i) to 
(iiii—Part IIJ—The Kunzru Committee recommended the creation of a 
full-fledged signalling directorate working in close coordination with a 
first class signalling workshop. They also suggested that technical collabo¬ 
ration might be entered into with appropriate foreign firms for the design 
and manufacture of electrical signalling equipment. 

600. We find that there is already a separate Direetorate in the Re¬ 
search, Designs and Standards Organisation under the charge of an Addi¬ 
tional Director which handles all aspects of signalling and is currently 
engaged in introducing several modern developments. The need for Rail¬ 
ways to collaborate technically with foreign firms in the manufacture of 
electrical or signalling equipment in India is no longer as great as before, 
as growing industrialisation, in both the public and private sectors, is al¬ 
ready taking care of such matters. 

601. Proposals for strengthening the Research Organisation: —[Re¬ 
commendations 158, 159 & 171—Part IIJ—In the view of the Kunzru Com¬ 
mittee, the proposals for strengthening the Research Organisation were in¬ 
adequate when compared with the corresponding organisations on railways 
in some of the forei^ countries. 

602. The Railway Board have explained that the Research, Designs 
and Standards Organisation had already been expanded and better equip¬ 
ped during the past 5 years. We also find that further steps are in progress 
for its future growth. As stated previously, we favour its being looked upon 
as a standing Task Force. 

603. We find that as against the sanctioned strength of 100 officers 
and 825 Class III technical staff at the time when the Kunzru Committee 
examined the working of the Research, Designs and Standards Organisa¬ 
tion, the sanctioned strength at present is 246 officers and 1612 Class III 
technical staff. This would indicate some idea of the extent to which the 
Research, Designs and Standards Organisation has been strengthened during 
the last 5 years. 

604. The Kunzru Cominittee had suggested an overall target of one 
per cent of the total expenditure on the Railways being spent on the Re¬ 
search, Designs and Standards Organisation. While we appreciate the ap¬ 
proach of the Kunzru Committee in stressing the importance of research 
in this manner, it is obvious that the prescribing of a rigid percentage to 
be spent on the Research, Designs and Standards Organisation is not a 
feasible proposition except that it would help to ensure that this valuable 
Organisation will be adequately equipped to deal with the growing 
problems of the Railways. 
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605. We agree wih the Board that testing un^er actual work¬ 
ing conditions is a most important function of all applied research organi¬ 
sations for eventually, "the proof of the pudding is in the eating.” For 
similar reasons, we agree that rigid sub divisions of budgetary allotments 
between the various sections within the Reseach, Designs and Standards 
Organisation are also unnecessary, 

606. Recruitment and Training :—[Recommendations 160 to 162— 
Part IIJ—Ihe Kunzru Committee had stressed that Railway OflScers with 
^cial aptitude for designing and research should be transferred to the 
Research, Designs and Standards Organisation and the age of retirement 
for experienced oflBcers in this Organisation should be 5 years more than 
the nonnal age of superannuation, 

607. We accept the view that suitability for discharging their duties 
efficiently plus some hair for this kind of work should be the criterion for 
selecting Railway Officers for the Research, Designs and Stanadrds Organi¬ 
sation. Otherwise, this Organisation will obviously find it difficult to 
produce useful and timely results. 

608. The Railway Board have assured us that ail such matters affect¬ 
ing manning the Research, Designs and Standards Organisation will 
continue to receive their most careful attention. With changing condi¬ 
tions, however, they feel that some elasticity is desirable and the Railways 
cannot function, specially in staff matters, in complete isolation from 
other Government organisations in the country or ignore Service Com¬ 
missions and Employment Exchanges. Wc urge that the Railway Ministry 
should do its best to staff the Research, Designs and Standards Organisa¬ 
tion with the mosy suitable men available and ensure for them working 
and ser%’icc conditions which will further contentment and keenness in 
their work. 

609. As regards the tenure of such Officers w’hile serving with the 
Research, Designs and Standards Organisation, we think that a period of 
four to five years should be the normal tenure. We would leave the age 
of superannuation to be considered in the wider context of public and 
‘service’ considerations. 

610. Checks by the Research, Designs and Standards Organisation on 
quality of railway maintenance and manufacture in Railway Workshops: 
—[Recommendation 167—Part IIJ—The Kunzru Committee had suggested 
the creation of an adequate and effective liaison organisation headed by a 
Deputy Director and assisted by Inspectors in the Research, Designs and 
Standards Organisation for the purpose of carrying oTit test checks on the 
quality of maintenance and the standards of manufacture of railway equip¬ 
ment on the Railways. 

611. The Railways feel that this recommendation, if implemented, will 
tend to dilute the responsibility already placed on supervisory and other 
inspecting authorities and also result in some duplication. We agree with 
this view and consider that such practices would create new problems in 
addition to some friction. We also feci that it is unnecessary under present 
conditions. The responsibility for building in quality, as well as safety, >n 
all aspects of operations should continue to be borne squarely by the ex¬ 
ecutive administrations concerned. A safeguard is already provided by the 
inspection of manufactures in work.shops not being under the Works 
Manager who is responsible for output but being controlled by an in¬ 
dependent section that is answerable to another authority. 
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612. Expansion of Documentation Section: —[Recommendation IG8— 
Part II]—^The Kunzru Committee liad suggested that the Documentation 
Action of the Research Organisation should be suitably expanded so that 
information on the work done in other countries on the same or similar 
•ubjects elsewhere is readily available and advantage can be taken of the 
fruits of research in other countries. 

613. The Railway Board stated in their remarks that the desirability 
of the expansion of the Documentation Section is realised but the finan¬ 
cial stringency of the Railways as reflected in the two consecutive deficit 
budgets makes it unavoidable for the expansion of this section to be de¬ 
ferred for the time being. 

614. We agree with the Kun/ru Committee that the Documentation 
Section needs to be adequately expanded and modernised so that the 
results of research being made in any part of the world can be not only 
aetjuir^ but translated in the languages in use in this country and widely 
publicised so that full use can be made of this Information and benefit 
derived from it. We considered that it is a false economy, besides being 
shortsighted, to deny knowledge of the results of the valuable research 
connected with railway operation being carried out in different parts of 
the world to those working on and for the Railways and in particular to 
those engaged in research work. We hope that the Railway Board would 
adopt a suitable policy speedily. 

615. Collaboration between Research, Designs and Standards Organi¬ 
sation and makers of Railway equipment: -\KccommtndatioTi 169—Part 
11]—We find that it was the general practice for many years for the 
Designs and Standards Offices on Railways to maintain close and conti¬ 
nuous liaison with manufacturers of railway equipment both in India and 
abroad and we do not understand what occuired during 1962-63 to give 
the Kunrru Committee an impression to the contrary. If any factors have 
lessened such liaison during recent years, we agree that an early revival is 
very much in the interests of Railways themselves, particularly with the 
increasing manufacture in India of all varieties of Railway equipment. 

616. Thne and Motion Studies: —[Recommendation 170—Part II]— 
The Kunzru Committee had suggested that the Research Organisation 
should make work .studies of maintenance practices regarding the penna- 
nent way and in sheds and workshops regarding the rolling slock as also of 
the effect of environment on the efficiency of staff. 

617. While the Railway Board now apjrear more receptive to the 
Research, Designs and .Standards Organisation developing team to cany 
out several a.spects of performance and occupational research for purposes 
of increased efficiency and greater safety, ‘time and •motion' studies are 
usually best undertaken by consultants who specialise in such subjects. 
Also, such studies are usually linked to rate fixing and these matters 
should, therefore, be left to the Railway executives in consultation with 
the best experts available to them. We recommend, however, that the 
results of performance research studies, under actual working conditions, 
be carefully examined by the Railway Board, at Directors’ and liigher 
levels, for improving the standard servicing and maintenance practices on 
zonal Railways, 
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G18. Import of modern research eauipmcnl: —[Rccominciidation 172 
—Pait 11]—I he Kiiii7i u C>omn»ittec haa referred to the need for planning 
distrinunaicly for occasional import of modern equipment from advanced 
countries with a view to keeping in louth with up-to-date ideas and tech 
niques. The necessity to import even sophisiifated modern equipment 
from advanced countries ft>r research purposes has decreased considerably 
lately. A wide range of such equipment is already made by instrument 
manufacturers in India and in respect of certain specialised items for the 
Research, Designs and Standards Organisation, its own experts have shown 
considerable initiative by manufacturing these iti their laboratories at 
Lucknow. We, however, agree with the Kim/ru Drminittce that we should 
not hesitate to import whatever is not readily available in the country as 
otherwise we shall be depriving ourselves of the most progressive and up- 
to-date ideas embodied in such equipment. ‘ 

C19. Use oj Foreign Experts: —[Recommendation 174—Part II]—The 
Kunzru Committee had recommended that an expert from one of the 
advanced countries may Ik; associated with the Researdi Organisation and 
the services of one or more experts from abroad should be obtained for 
association with the Research Council for a periodic review of the prog¬ 
ress made by the Research Organisation. 

620. We find that the Railways have made good use of experts from 
the Japanese, German, British, French and other Railways in respect of 
some specific problems that were being handled by the Research, De.signs 
and Standards Organisation. The Railway Board's policy is to continue 
this practice but on a more selective basis. 'I'hey are always in touch with 
international railway research organisations who can a.ssist them. We 
attach importance to this recommendation of the Kunzru Committee and 
we feel that there will be considerable advantage if experts in safely 
measures, which are answering well on railways in advanced countries, 
can be invited to visit Indian Railways in the near future to give their ap¬ 
preciation of the present position and of how train operation can be nraae 
safer, especially as the Railway Board are planning the early adoption of 
a programme for speeding up their Mail and Express services on liunk 
routes. 

G21. Importance of the Head of the Research, Designs and Standards 
Organisation: —[Recommendations 173 and 176--Part II]—We find that 
Railway Board have accepted the recommendation of Kunzru Committee 
rc>garding the status and power of the Dirccto^ C’.encral of the Research, 
Designs and Standards Organisation. In this context, we would like to 
add that the tenure recommended for other responsible posts in the 
Research, Designs and Standards Organisation should also apply to its 
head, who .should always be closely associated with the selection of indivi¬ 
duals to fill important posts in the Research, Designs and Standards 
Organisation. 

622. We conclude this chapter with our appreciation of the detailed 
examination by the Kunzru Committee of various aspects of the Research, 
Designs and Standards Organisation and are of the view that many of the 
improvements made during the past’ years in this Organisation are 
largely due to this factor. 



CHAPTER VI 

SUMMARY OF OBSERVATIONS AND RECOMMENDATIONS 

tj23. In the following paragraphs, we have summarised the observations 
and recommendations made by us in the foregoing chapters of this Report. 
Our endeavour has been to condense into this summary the more salient 
parts of our observations so that their purport is rendered in a concise form 
for the reader’s convenience. We would, however, emphasise that a full and 
proper appreciation of what appears in the summary is possible only by 
going back to the observations in the main paragraphs which set out the 
background and the relevant facts and figures pertinent to the observation. 

Chapter I—INTRODUCTORY 

(1) We have decided to take a period of five years commencing from 

1st April, 196.3 and ending on 31st March, 1968 for the purpose of review of 
the position of accidemts. (Para 3) 

(2) We have decided to include in Part I of our Report (a) a statistical 
appreciation of the trend of accidents since the setting up of the Kunzru 
Committee and (b) an appreciation of the action taken by the Government 
on the Kunzru Committee’s recommendations and our evaluation in regard 
to these. The.se cover item (i) of the terms of reference set down for us. 

(3) We have decided that the second part of our Report would be 

devoted to suggestions to minimise accidents further as required in item 
(ii) of the tetms of reference. We may find it necessary to amplify in Part II 
of our Report some of the observations made in the light of further in¬ 
formation and elucidation. (Para 7) 

CHAPTER II—STATISI ICAL APPRECIATION OF IMPORTANT CATE¬ 
GORIES OF TRAIN ACCIDENTS 

(4) We have decided to confine our study mainly to the four principal 
categories of accidents, namely, collisions, derailments (including those 
caused by train wrecking), accidents at level crossings and fires in trains. 
In addition, other categories which are accidents only technically but are 
otherw’ise potential hazards, like averted collisions, breach of block rules 
and drivers passing signals at danger have been surveyed in broad terms. 

(Para 8) 

(5) The Kunzru Committee had surveyed the incidence of certain 
categories of accidents from 1957-58 to 1962-63. In order, therefore, to bring 
out a comparative perspective, wc have, where possible, juxtaposed the 
corresponduig figures for the years 1957-58 to 1962-63 in our study. 

(Para 9) 

(6) There was a significant decrease in the number of accidents in each 
of the four categories, namely, collisions, derailments, accidents at level 
crossings and fires in trains during the five years ending 1967-68 as com¬ 
pared to the 6-year period ending 1962 63. The decline over these years 
was fairly steady except for a Isighi reversal of the trend during 1967-68. 

(Para 11) 
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Collisions 

(7) The number of tollisions on both the broad and the metre gauges 

came down considerably on all the Railways individually during the years 
1963 64 to 1967-68 as compared to the preceding six years. (Para 20) 

(8) We find that the wide gap in the incidence of collisions per million 

train kilometres between the broad gauge and the metre gauge, pin-pointed 
by the Kun/ru Committee, has been considerably narrowed down during 
the last five years primarily because of the improvement on the broad gauge, 
even though the incidence on the metre gauge continued to be lower 
than on the broad gauge. (Para 21) 

(9) We see no leason for fixing different targets for the broad ^uge 

and metre gauge in respect of collisions and we are unable to subscribe to 
the view that the higher incidence erf collisions on the broad gauge is 
inevitable. (Para 21) 

(10) The incidence of goods train collisions per million goods train 
kilometres has been showing a more or less downward trend; the position 
in regard to passenger train collisions has been fluctuating. The incidence 
of passenger train collisions per million passenger train kilometres on 
both the broad and the metre gauges showed an increase in 1967-68. 

(Para 24) 

(11) Tire largest proportion of collisions on the broad gauge during 

the period 1963-64 to 1967-68 was between 'two trains or between a train 
and light engine'. .Such tollisions constituted 30.6 per cent of the total 
number of collisions on the broad gauge. I'hc incidence of such collisions 
shot up in 1962-63 and though since then, some decline has been registered, 
the incidence has continued to be high. (Para 26) 

(12) The percentage of collisions ‘between a train and a rake or load 

or vehicles stabled on a running line’ during the period 1963 64 to 1967-68 
was substantial. This is a pointer to the fact that lever collars and similar 
reminder appliances do not seem to be in regular use and this habit needs 
to be itigrained into the station staff. (Para 27) 

(13) 'I'he incidence of collisions between 'a train and a trolly or a 
lorrv' on the broad gauge registered a substantial decrease in the last five 
years svhen compared with the preceding six years. Considering that in 
most of such collisions responsibility rests squarely on the official incharge 
of the trolley or lorry who is u.sually a responsible railway official, there is 
considerable scope to reduce and, if possible, eliminate such accidents. 

(Para 28) 

f 

(14) The incidence of collisions betsveen "a train and buffer ends or 
other stationai 7 objects’ on the broad gauge has been fluctuating over the 
last 11 years and in particular during the first four years of the five-year 
pericxl reviewed by us, the incidence has registered a rise from one to six. 

(Para 29) 

(13) There fias been a decline in the number of collisions on the metre 
gauge under each group except those between ‘a train and buffer ends or 
other stationary objects’ when comparing the five years 1963-64 to 1967-68 
w’ith tfie previous six years ending 1962 65. (Para 30) 
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(IG) Our observations about the use of lever collars and reminder ap¬ 
pliances, made earlier in the case of broad gauge, apply equally to metre 
gauge also. (Para 30) 

(17) Hie average number of collisions caused by the reception of 
trains on blocked lines or despatching them into blocked sections in the 
years 1963-64 to 1967-68, taking the broad and the metre gauges together, 
remained more or less the same as during the preceding six years. 

(Para 34) 

(18) The average number of collisions caused by drivers disregarding 
signals or failing to control trains during the five years ending 1967-68 re¬ 
mained more or less the same as during the preceding six years. 

(Para 34) 

(19) The incidence of collisions due to failures of the station staff was 
the heaviest on the Central, the Northern and the South Eastern Railways; 
due to failures of drivers on the South Eastern and the Eastern Railways, 
and due to nonmrotection of trollies or lorries on the Southern Railway. 

(Para 36) 

(20) Of the total number of collisions attributable to failures of station 
staff, nearly 71 per cent of these occurred at the time of reception of trains 
and 21 per cent at the time of despatch of trains. Of the collisions caused 
ai the time of reception of trains, nearly half were due to lines being occu¬ 
pied and of the collisions which occurred at _lhe time of despatch of trains, 
more than half of the collisions occurred due to obstruction of line. 

(Para 38) 

(21) Of the total number of collisions caused by the failures of drivers 

more than half occurred due to the drivers disregarding or overshooting 
the signals governing them. (Para 40) 

(22) The factor of speed lias no marked correlation with the incidence 

of collisions within the authorised speed ranges. (Para 41) 

Derailments 

(23) The incidence of derailments shows a generally declining trend 
over the years on both the broad and the metre gauges, though on the 
broad gauge the position has been more or less static since 1965-66. 

(Para 48) 

(24) The incidence of derailments on the metre gauge has continued 
to be consistently higher than on the broad gauge despite the lesser train 
kilometrage on the former. This has been there all through and was so 
even during the years 1957-58 to 1962 63. 

(Para 49) 

(25) While overall, there has been an improvement in the incidence 
of derailments, the position, relating to midsection derailments has not 
kept pace with the improvement as registered in station derailments. 

(Para 50) 

(26) The deterioration in position in regard to the midsection de¬ 
railments on the broad gauge during the five years ending 1967-68 was con¬ 
tributed by the Northern, the Southern and the South Eastern Railways. 

(Para 50) 
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(27) There was a sharp rise in the midsection derailments on the metre 

gauge on the Northeast Frontier Railway. (Para oO) 

(28) There was an increase in the number ot passenger train derail 

ments on both the gauges and ol goods train derailments on the broad 
gauge during 1967-68 as tonipaicd to the previous year. (Para al) 

(29) The .Southern Railway on the broad gauge and the Northeast 

Frontier Railway on the metre gauge are at the top in respect of passengp 
as well as goods train derailments per million passenger and goods tram 
kilometres respectively. (Para 52) 

(.SO) On the broad gauge, the incidence of passenger train station and 
midsection derailments was the highest on the Northern Railway and of 
goods train station and midsection derailments on the Central and the 
.South Eastern Railways, (Para 5.1) 

(31) On the metre gauge, the derailments involving both passenger 
and goods trains at stations were the heaviest on the North Eastern Railway 
and in raidsection on the Northeast Frontier Railway. 

(Para 53) 

(32) The incidence of derailments attributable to each of the- broad 

causes, viz. staff failures, permanent way failures, carriage apt! wagon de¬ 
fects, engine defects and miscellaneous causes declined substantially on 
both the broad and the metre gauges in the five years ending 1967-68 as 
compared to the preceding six years, except in the case of engine defects 
on the metre gauge; the number of derailments on the metre gauge due to 
engine defects increased from 164 in the six years ending 1962-63 to 228 in 
the subsequent five years. (Para 55) 

(33) The midsection derailments attributable to staff failures rose on 
the broad gauge from 66 during the six years ending 1962-63 to 95 during 
the five years ending 1967-68. Oti the metre gauge, the total number of mid¬ 
section derailments attributable to this cause came down from 269 to 202. 

(Para 56) 

(34) The total number of derailments attributable to permanent way 

failures came down substantially during the period under review as com¬ 
pared to the preceding six years; the number of midsection derailments 
attributable to this cause, however, increased significantly. (Para 57) 

(35) The number of derailments attributable to carriage and wagon 
defects—both station and midsection—showed a decrease on both the 
broad and the metre gauges during the five years ending 1967-68 as com¬ 
pared with the preceding six years. 

^ no; 

(36) The incidence of derailments attributable to engine defects 

showed a clear decline in the five years ending 1967-68 as compared with 
the previous six years on the broad gauge. On the metre gauge the inci¬ 
dence due to this factor went up in respect of both midsection and station 
derailments. (Para 61) 

(37) There was a substantial reduction in the incidence of station and 
raidsection derailments attributable to ‘miscellaneous causes’ during 1963-64 
to 1967-68 as compared'with 1957-58 to 1962-63 on both the broad and the 
metre gauges on all the Railways except the Nqrtheast Frontier Railway. 

(Para 65) 
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(38) We have studied further the broad causes'oi derailments by classi¬ 
fying them according to their nature in order to have a closer look at each 
of the causes. 

(Para 67) 

(39) A large proportion of derailments attributable to staff failures on 
both the gauges was caused by incorrect setting or non locking or faulty 
op>cration of points. Disregard of the approach and departure signals and 
failure to regulate or control trains on the broad gauge, exce.ssive speed 
and faulty driving on the metre gauge were the other main contributory 
factors. 

(Para 67) 

(40) The largest number of derailments due to incorrect setting or 
non-locking of points and due to drivers’ failures occurred on the Central 
Railway on the broad gauge and on the North Eastern Railway on the 
metre gauge. 

(Para 08) 

(41) A substantial number of derailments attributable to permanent 
way failures on both the gauges was caused by sinkage of track and other 
causes which are manifestations of unsatisfactory maintenance of track. 

(Para 69) 

(42) The incidence of derailments due to poor maintenance of track 
has been the heaviest on the Southern and the South Eastern Railways and 
due to sinkage of track on the South Eastern and the Northeast Frontier 
Railways. 

(Para 70) 

(43) The chief carriage and wagon defects responsible for derailments 
on both the gauges w?re defective or broken springs or suspensions, broken 
axles or journals, defective wheels or tyres and breakage of undergear, 
vacuum or brake fittings. 

(Para 72) 

(44) The incidence of derailments due to defective or broken springs 
or suspensions was the highest on the South Eastern and the Southern 
Railways due to broken axles and journaks on the Northern and Western 
Railways and due to breakage of undergear and brake fittings on the South 
Eastern and the North Eastern Railways. 

(Para 73) 

(45) The largest single primary factor in derailments due to engine 
defects on the broad gauge was defective wheels and tyres. On the metre 
gauge too, this was the largest single factor next to ‘other engine defects’. 

(Para 74) 

(46) The incidence of derailments due to defective wheels and tyres 
was the highest on the Southern Railway on the broad gauge and the 
Western Railway on the metre gauge. 

(Para 75) 

(47) We find that in a large number of cases of derailments, the cause 
is shown as ‘accidental’. We apprehend that by treating the causes of de¬ 
railments whole-sale as ‘accidental’, the administration’s attention is un¬ 
likely to be pin-pointed on the source of trouble. It would appear to indi¬ 
cate as if the enquiring officers were bringing a departmental approach 
to bear on the question and avoiding the fixing of pointed responsibility. 

(Para 77) 
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(48) We find that the speed factor does not have a direct correlation 
with the incidence of derailments. 

(Para 81) 


Accidents at level crossings 

(49) Nearly 69 per cent of the accidents at level crossings during the 
last five years occurred at unmanned level crossings which constitute 62 
per cent of the total number of level crossings. The remaining 31 per cent 
of the accidents took place at manned level crossings which constitute 38 
per cent of the total number of level crossings. 'I his broadly confirms the 
conclusion, earlier drawn bv the Runzru Committee also, that the man¬ 
ning of level crossings does not provide a completely satisfactory remedy 
against the accidents at level crossings. 

(Para 89) 

(50) The incidence of accidents per manned and unmanned level cross¬ 
ing taken separately as well as together has been reduced appreciably 
during the last five years as compared with the six years ending 1962-63. 

(Para 90) 

(51) The number of passenger trains involved in accidents at level 
crossings was more than of goods trains on both the broad gauge and the 
metre gauge systems; the disparity was greater in the case of metre gauge. 

(Para 91) 

(52) The number of accidents at manned level crossings involving 
passenger trains increased from 9 to 14 on the broad gauge and from 1 to 
5 on the metre gauge during 1967-68 as compared tr he previous year. This 
is a disturbing feature. 

(Para 91) 

(53) In the accidents at manned level crossi . during the last five 
years, about 53 per cent railway staff and 47 per iflit road users were in¬ 
volved in acts of omis.sion and commission. 

(Para 96) 

(54) The largest proportion of the accidents at both manned and 
unmanned level crossings involved motor trucks, the bullock carts coming 
next. Between themselves, these two were involved in about two-thirds of 
all the accidents at level crossings during the last five years. 

(Para 100) 

(55) The number of accidents at manned level crossings was the 
highest during 00.00 to 04.00 hours, closely followed by that during 20.00 
to 24.00 hours: during these 8 hours of night, 42 per cent of the total 
number of accidents at manned level crossings occurred The ne^ for 
intensive and surprise checks of gates at night is, thus, clearly indicated. 

(Para 103) 

(56) The largest number of accidents at unmanned level crossings i.e. 
about 38 per cent of the total number of accidents at unmanned level 
crossings occurred during the day, viz. from 08.00 to 16.00 hours and an¬ 
other 37 per cent during the hours of partial daylight, viz., 04.00 to 08.00 
hours and 16.00 to 20.00 hours. 


(Para 104) 
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Fires in Trains 

(48) We find that the speed factor does not have a direct correlation 
with the incidence of derailments. 

(Para 81) 


Accidents at level crossings 

(49) Nearly 69 per cent of the accidents at level crossings during the 
last five years occurred at unmanned level crossings which constitute 62 
per cent of the total number of level crossings. The remaining 31 per cent 
of the accidents took place at manned level crossings which constitute 38 
per cent of the total number of level crossings. 'I his broadly confirms the 
conclusion, earlier drawn bv the Runzru Committee also, that the man¬ 
ning of level crossings does not provide a completely satisfactory remedy 
against the accidents at level crossings. 

(Para 89) 

(50) The incidence of accidents per manned and unmanned level cross¬ 
ing taken separately as well as together has been reduced appreciably 
during the last five years as compared with the six years ending 1962-63. 

(Para 90) 

(51) The number of passenger trains involved in accidents at level 
crossings was more than of goods trains on both the broad gauge and the 
metre gauge systems; the disparity was greater in the case of metre gauge. 

(Para 91) 

(52) The number of accidents at manned level crossings involving 
passenger trains increased from 9 to 14 on the broad gauge and from 1 to 
5 on the metre gauge during 1967-68 as compared tr he previous year. This 
is a disturbing feature. 

(Para 91) 

(53) In the accidents at manned level cross during the last five 
years, about 53 per cent railway staff and 47 per nt road users were in¬ 
volved in acts of omission and commission. 

(Para 96) 

(54) The largest proportion of the accidents at both manned and 
unmanned level crossings involved motor trucks, the bullock carts coming 
next. Between themselves, these two were involved in about two-thirds of 
all the accidents at level crossings during the last five years. 

(Para 100) 

(55) The number of accidents at manned level crossings was the 
highest during 00.00 to 04.00 hours, closely followed by that during 20.00 
to 24.00 hours: during these 8 hours of night, 42 per cent of the total 
number of accidents at manned level crossings occurred The ne^ for 
intensive and surprise checks of gates at night is, thus, clearly indicated. 

(Para 103) 

(56) The largest number of accidents at unmanned level crossings i.e. 
about 38 per cent of the total number of accidents at unmanned level 
crossings occurred during the dav, viz. from 08.00 to 16.00 hours and an¬ 
other 37 per cent during the hours of partial daylight, viz., 04.00 to 08.00 
hours and 16.00 to 20.00 hours. 


(Para 104) 
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Accidents on narrow gauge lines 

(67) The numbei oi accidents on the narrow gauge came down sub¬ 
stantially during the last live years as compared to the six year period 
ending l%2-63. The decline is reflected in the incidence of all categories 
of accidents except collisions; the incidence of collision's during the two 
periods was more or less equal. 

(Para 123) 

(GS) rhcii. were nine collisions, all involving passenger trains, on the 
narrow gauge during the last live years; six ol these were between two 
trains including between a train and a light engine. .Six of the collisions 
were caused by reception of trains on blocked lines or incorrect setting of 
points. 

(Para 124) 

(69) Oerailmcnts constituted nearly 8.3 p>er cc-nt of all the imptortant 
accidents on the narrow gauge during the last five years. 

(Para 12£i) 

(70) The number of station and midsection derailments on the narrow 
gauge was 68 and 247 respectively during the last five years. 

(Para 127) 

(71) Out of the .31.') derailments, 74 occurred due to staff failures, .31 
due to track defects, 70 due to carriage and wagon defects, .31 due to engine 
defects and 109 due to miscellaneous causes. 

(Paras 128 to 1.32) 

(72) The Kunzru Committee had attributed the high incidence of de- 
railments due to cairiage and wagon defects and engine defects partly to 
the high jaercentage of over-aged locomotives and rolling stock on the 
narrow gauge. Wc find that: — 

(i) the percentage of <)veragcd locomotives on the narrow gauge 
has increased on all the Railways except the Northern Railway. 
On the Northeast Frontier Railway, all the locomotives on 
.31-3-1968 were overaged: 

(ii) the percentage of overaged coaches has been reduced on all the 
Railways except the F.astern Railway, all the 88 carriages on the 
Eastern Railway were overaged on 31-3-1968; and 

(iii) there was a marginal reduction in the percentage of overaged 
stock on the Northern, the Southern, and the .South F.astern 
Railways; all the other Railways recorded an increased per¬ 
centage; in particular, the number of overaged stock on the 
Eastern and the Southern Railways was high. 

(Para 133) 

(73) .Ml the accidents at level crossings on the narrow gauge occurred 
at unmanned level crossings; the number of passenger trains involved in 
such accidents was about twire that involving goods trains. 

(Para 135) 


L/P(D)1RB>-J0 
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lireach of block rules 

(74) A steadily falling trend is noticed in the number of cases of 
breach of block r\iles as also the incidence per million train kilometres 
on both the broad and the metre gauges. 

(Para 141) 

(75) The highest incidence of breach of block rules on the broad 
gauge and the metre gauge respectively was on the C.entral and the Sou¬ 
thern Railways. 

(Para 144) 

(76) More than half. i.e. .53 per cent of the cases of breach of block 
rules were comprised of drivers’ entering the block section without an 
authority or with an incorrect authority to proceed. In another 39 per cent 
cases the irregularities were on the part of the station staff who received 
trains on blocked lines or despatched them into occupied sections or closed 
the line when the section was not clear etc. 

(Para 146) 

(77) We find that the block irregularities take place preponderingly 
on the single line. 

^ (Para 147) 


Disregard of signais by drivers 

(78) We find that out of 895 cases of disregard of signals, 266 resulted 
in mishaps, i.e. collisions, derailments or accidents at level crossings and 
48 of the 266 cases related to pas,senger trains. 

(Para 153) 

(79) There has been a substantial reduction in the average number of 
cases of disregard of signals overall as also on the broad gauge. On the 
metre gauge, howevei, there was a marginal deterioration. 

(Para 155) 

(80) Tire incidence of disregard of signals in respect of both passenger 
and go(xls trains was the heaviest on the Western Railway on the broad 
gauge and the North F.astent Railway on the metre gauge. 

(Para 157) 

(81) On the broad gauge, the average number of cases in respect of 
each type of signals came down during the last live years when compar^ 
with the preceding six years except where two or more signals w’cre dis¬ 
regarded together. 

(Para 159) 

(82) On the metre gauge there was an increase in the incidence of 
disregard of approach signals and a marked deterioration in respect of 
departure signals. This deserves due notice of the Railways concerned. 

(Para 1.59) 

(83) .Signals on automatic territory were disregarded to the extent of 
nearly 7 per cent of the total number, 

fPara 159) 
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(84) There was some deterioration in the incidence of disregard of 
signals on the South Eastern, the Western, the Southern and the Northern 
Railways during the years 1963-64 to 1967-68 as compared with the pre¬ 
ceding six years. 

(Para 160) 

(83) During the last five years, three or more signals were disregarded 
together on no less than 19 occasions and all the four signals of a station 
were ignored at the same time in 6 cases. 'I he disregard of two signals or 
more at the same time by the drivers indicates not merely a momentary 
lapse but a total aberration of the faculties of perception and control. We 
suggest that this would be a fruitful field for siudv bv the Psycho-Technical 
Cell. 

(Para 161) 


(86) Nearly 81 per cent of the cases of disregard of signals on the 
broad gauge and 78 per cent of such cases on the metre gauge took place 
at stations provided with lower quadrant two aspect signalling. 

(Para 162) 

(87) On a number of occasions, signals were disregarded at stations 
equipped with multiple aspect upper quadrant and colour light signals 
on both the gauges. The need for educating the drivers in correctly observ¬ 
ing the aspects of multiple aspect signals and correctly reading their indi¬ 
cations is, thus, highlighted. 

(Para 162) 

(88) In relation to the total service of errant drivers, wc find that the 
largest number of instances involved drivers with less than .3 years service 
followed by drivers whose length of service ranged from 5 to 10 years. 
Drivers with more than 13 years of service were involved in disregard of 
signals oftener than those with service ranging from 10 to 13 years. This 
phenomenon presents another useful field for study for the Psycho- 
Technical Cell. 

(Para 163) 


(89) We consider that a driver who disregards a signal is an incipient 
accident maker and should be classified as accident-prone. Public safety 
demands that he should not. as far as possible, be placed on driving duty 
thereafter. 

(Para 164) 


(90) We find that of the 682 drivers held responsible for the dis¬ 
regard of signals, over 60 per cent were in the age group of 43 years or 
less. More than half of the drivers. 367 in all, were using spectacles. These 
figures also furnish useful data for a clinical study of drivers by the Psycho- 
Technical Cell. 

(Para 163) 


Ax'erted collisions 

(91) There was a marked reduction in the number of averted collisions 
on I'oth the gauges during the last five years as compared with the six years 
ending 1962-63. 
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(Para 167) 
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(92) The largest number of averted collisions occurred between ‘two 
trains including between a train and a light engine’ on both the gauges. 
Next came averted collisions between ‘a train and a rake or vehicles or 
load stabled on a running line’. This highlights the need for enforcing 
the use of lever and slide collars until track circuiting becomes available. 

(Para I71) 

(93) The incidence of each tyjje of averted collisions was higher on 
the broad gauge as compared to the metre gauge. 

(Para 171) 

(94) We find that of the staff found responsible for averted collisions, 
nearly 78 per cent were traffic staff and 14 per cent loco running staff. 

(Para 17.5) 

Ch.spter III—serious ACCIDEN I S DURINf; THE YEARS I96‘i-G4 
l O 1967-68—CAUSES AND CONSEQUENCES 

(95) During the years 1963-64 to 1967-68, 79 serious accidents occurred 
on the Railways. In 78 of these accidents, statutory inquiries were held 
by the Commission of Railway Safety and in one case by a Commission 
appointed under the Commissions of Inquiry Act, 1952. 

(Para 178) 

(96) The serious accidents during the last five years constituted 1 per 
cent of the total tiumber of important accidents; these contributed 89 
per cent of the deaths, 61 per cent of the inpirics and 19 per cent of the 
damage caused by all the important accidents involving passenger and 
goods trains. 

(Para 180) 

(97) The number of serious accidents increased from 74 in the five 
years—1957 to 1962—to 79 in the five years—•1963-64 to 1967-68. 

(Para 182) 

(98) The accidents attributable to failures of drivers and station staff, 
sabotage and accidents at level crossings were equal in number, namely, 56 
during the two five-year periods. 

(Para 182) ' 

(99) A study of the 56 accidents during the years 1963 64 to 1967-68 
reveals that: — 

(a) the drivets caused 38 per cent of these, either by disregarding 
signals or by running at excessive speeds or by violating other 
safety rules; 

(b) station staff were responsible for 23 per cent of these by in¬ 
correct setting of points or by receiving or despatching trains on 
blocked lines or sections; 

(c) 30 per cent of these resulted from wilful tampering with track 
or other acis of sabotage, and 

(d) 9 per cent were level cros.sing accidents for all of which toad 
users were found to be lesponsible, 


(Para 183) 
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(100) The number of serious accidents due to failures of drivers and 
station staff or defects in track, rolling stock, engines and fires in trains 
registered a reduction during the last five years as compared to the preced¬ 
ing !r years. 

(Para 185) 


(101) T he increase in the number of serious accidents was almost 
ctitirely due to rise in the number of casts attributable to acts of sabouge, 
failures of road users and other miscellaneous causes, like rash acts of 
outsiders, natural calamities, explosions and undetermined causes. 

(Para 186) 


(102) The increase in the number of accidents caused by tampering 
with track or other acts of sabotage is a continuance of rising trend over 
the last 15 years which i;ose from 6 cases in the years 1952—1957, to 12 
cases in next five years, and to 17 during the years 196.5-64 to 1967-68. 
This evideiKc of lawlessness in our national life cannot hut be viewed with 
disquiet. 

(Para 187) 

(103) T he large increase in the number of casualties in serious acci¬ 
dents during the last five years as compared to the preceding 5 years was 
mainly on account of tlie tw’o accidents on the Northeast Frontier Railway 
due to sabotage and a case in which the whole train was washed away 
by a tidal wave on the Southern Railway. 

(Paras 188 and 189) 


Charier IV—AN APPRECIATION OF THE RECOMMENDATIONS 

MADE liV THE KUNZRU COM.MITTFE AND OF ACTION 

THEREON. 

(104) A precise assessment as to what extent the declining tendency 
in the incidence of accidents was a direct result of the implementation of 
the recommendations of the Kunzru Committee is difficult to make. None¬ 
theless. it is clear that the recommendations of the Kunzru Committee did 
make an impact in promoting safety in train operation on the Railways 
during the last five years. 

(Para 192) 

(105) (i) Oiu rc\ie>v of tlie more imjmrtant of the recommendations 
made bv the Runcru Committee is liased primarily on the information 
furnished to us by the Railway Hoard; but wherever we had in our posses¬ 
sion data relevant to the implementation of anv of the recommendations 
gathered either from the Railway administrations or from other sources, 
such data have been used to amplify our comments. 

(ii) T he other obscivatious of the Kun/ru Committee which are fac¬ 
tual in nature or are ''uggestions which empha.sise the observance of exist¬ 
ing procedures and practices have f>cen placed in an Appendix alongwitb 
action taken as reported by the Railway Board and without our comments 
thereon. 

(Para 193) 

(106) (i) We find that the available capacities for training have been 
utilised partially and the percentage of utilisation of capacity in case of 
certain categories of staff has dropped on some of the Railways. 
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(ii) We urge that the factors which militate against the proper utilisa¬ 
tion of training facilities should be located and remedied. 

(Para 202) 

(107) We find tnat while on some of the Railways no educational 
qualifications have been laid down for switchmen, on other different 
standards of education have been prescribed. 

(Para 204) 

(108) We are unable to appreciate the wide variations in the duration 
of initial and refresher courses on the different Railways for certain cate¬ 
gories of staff. We suggest that a uniform practice in this regard should 
be adopted on all the Railways taking into account the requirements of 
the average einplcyec in each category. 

(Paras 205 & 206) 

(109) We consider that certain minimum educational qualifications 
and the duration and nature of training to meet the job requirements 
should be prescribed for the maintainers who have actually to maintain 
the sophisticated signalling gadgets. We lind that, at present, there is no 
uniformity on the different Railways. The frequency of refresher training 
for them also needs to be stiecified. 

(Para 207) 

(110) It is necessary that the training of staff should be examinc'd in 
all its aspects, streamlined and rationalised. 

(Para 208) 

(111) We find that many Instructors in the Training Schools arc those 
who had been selected on ad hoc basis. We were informed that many of 
them arc “rejects" from the open line. Some of the Instructors in the 
Schools are there for more than a decade. We consider these aspects un¬ 
healthy and suggest that only persons with outstanding record of work to 
their credit on the open line should find their way into the Schools as 
Instructors. In our view, the tenure of Instructors should be three to five 
years so that training in the schools is not divorced from practical w-orking 
on the line. 

(Para 210) 

(112) We find that in some cases the heads of the Zonal Training 
Schools remained at their posts for less than three vrars. Wc presume that 
whenever such transfers are ordered, the interests of tiaining of staff are 
kept in view. 

(Para 211) 

(113) There is no uniformity in the practice of giving refresher courses 
to certain categories of staff on the different Railways. We consider that 
the categories of staff in need of refresher training should be given such 
training on all the Railways without any exception. 

(Paras 219 &: 221) 

(114) We feel that much remains to be done if the backlog in refresher 
training is to be clearc-d and the recommendation of the Kun/ru Committee 
effectively implemented. 

'Para 221) 
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(115) Overall, the extent ol shortages in the various categories of staff 
on ai-3-G8 ranged between 1.4 per cent and 3.0 per cent except in the 
category of assistant drivers where the shortage was to the extent of 5.9 
per cent. Over individual Railways, in some categories, the shortages have 
been glaring, but by and large the extent of shortage has been diminishing. 
We urge that this matter should continue to receive the urgent attention 
of the Railway administrations. 

(Para 248) 

(116) We feel that the measures necessary to curb overtime working 
by staff have not received the attention they deserved, in spite of the great 
stress laid on the subject of working conditions of staff by the Kun^ru 
Committee. 

(Para 262) 

(117) We are unable to appreciate fully the ob|ctt of clamping down 
the leave reserves at the level obtaining on 4-21967 notwithstanding its 
inadequaev as the directive of the Railway Hoard of that date sought to 
do. We strongly reconnnend that the question of overtime working and 
leave reserves should be examined early. We see no conceivable reason 
why the minimum limits of leave reserves fixed bv the Railway Board 
should not be immediaielv implemented. 

(Para 262) 

(118) We find that on some of the Railways, the trips of running duty 
hours of more than 12 hours ranged between 15 per cent and 20 per cent 
ol the total niunber of trips performed by the goods train drivers duiiiig 
1967-68. Every Railway had instances of trips exceeding even 20 hours of 
1 tinning duty. 

(Para 267) 

(119) We urge that steps should be taken to ensure that the limit laid 
down in respect of duty hours of running staff is observed. Whenever, on 
any section, chronic long hours seem inherent, steps should be taken to 
change the crew at a suitable place so as not to infringe the prescribed 
dutv-hour limitations. 

(Para 269) 

(120) We have examined the average time taken by the various Rail¬ 
way Service Commissions for recruitment-of certain categories of staff. Wc 
find that the time schedule prescribed for the various categories by the 
Railway Board has often been exceeded by all Railway Service Commis 
sions. 

(Paras 274 &: 275) 

(121) We are informed that many of the panels of selected candidates 
arc either partially used or not used at all by the Railway administrations 
on the plea of the vacancies anticipated at the time of the placing of in¬ 
dents not materialising. We con.sider it necessary that the Railway adminis¬ 
trations should assess their requirements on a rational ha.sis, the Servite 
Commissions should observe the time schedule and offers of appointments 
to the selected candidates should he made within a reasonable time. 

(Para 276) 
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(122) Wc arc informed that the procedure for recruitment of Class IV 
staff is cumbersome and results in delays. We are of the view that this 
aspect needs consideration and simplification of procedure for recruitment 
of Class IV staff and elimination of undue restraints in this behalf would 
be a step in the right direction. 

(Para 279) 

(123) 1 here was unanimity in the views furnished by the Railways and 
the evidence temdered before us emphasising the need for giving weightage 
to the sons of railway employees for reeruilment to Railway service in order 
to ensure loyalty and ethciency through continuity of tradition of service. 
We shall advert to this in Part II of our Report. 

(Para 282) 

(124) We find that the Northern Railway has fixed the percentages 
for direct recruitment in case of traffic apprentices and assistant signal and 
block inspectors higher than the respective percentages prescribed by the 
Railway floard. 'Phe Railway has not furnished any reason for adopting 
the enhanced percentages. 

(Para 286) 

(125) We find that the Railways have in several cases made direct 
recruitment in <enain categories in excess of the percentages pre.scril>ed 
by the Railway Hoard. In our view, direct recruitment should be regulated 
judiciously so that reasonable chances of promotion of staff already in 
service are not diminished in a particular year as is likely to be the case 
if an attempt is made to clear the accumulated deficiencies in one or two 
years. 

(Paras 287—289) 

(126) We consider that for an administration to run efficiently and 
successfully, the position and morale of supervisors are mailers of utmost 
importance. 

(Para 294) 

(127) We find wide variations in the jurisdictions of the various cate¬ 
gories of supervisors on the different Raihvays. Very little seems to have 
been accomplished to bring about a measure of uniformity in the jurisdic¬ 
tion of inspectors over the various Railways. In our view, th'e evolving ol 
yardsticks and their ayrplication with local adjustments, as may be con¬ 
sidered necessary, is essential. 

(Paras 298-299) 

(128) In our view, the programme of personalised training on man to 
man basis needs to be re-oriented with an emphasis on the personal contact 
and understanding between the officer or supervisor and the individual 
worker and specific individual attention to the latter. 

(Para 307) 

(129) We find that the investigations conducted by the Psycho- 
rechnical Cell arc still in an experimental stage. We consider that if the 
value of psycho-ier.hnologv as a means to promote safety in train operation 
has been recognised bv tlic Railway Hoard, every thing possible should be 
done to accelerate the process. We hope that when the stage arrives for 
the application of these tests in the selection of personnel, such tests will 
l.ie liandlcd well qualified and '(sponsihle staff so that they become 
neither a mere routine nor a sonr'c of hara.ssmeni to the staff. 

(Para 310) 
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(130) We find that neatly fiO per cent of the employees held respon¬ 
sible tor causing two or more accidents were in the category of drivers. In 
our view, this study may provide a pointer for psychological counselling 
and rational persuation of these and other stall so that in future they may 
be able to render a relatively accident free service. 

(Para 311) 

(131) We find that in spite of the fact that the strength of staff has 
increased practically in all categories, the percentage of those provided 
with railway qnai lers has also kept pace and in the case of some categories 
the position has shown definite improvement. We, however, feel that a lot 
more remains to he done. We consider that in case of railway staff con¬ 
cerned with train operation, the provision of railway quarters is a matter 
of necessity rather tlian an amenity and would prove conducive to increas¬ 
ing the element of safety in train operation. 

(Paras 316—318) 

(132) I'he morale of ollicers and the impact it has on the running of 
an organisation are indeed matters to which we attach great importance. 
Instances of intervention by influential outsiders in routine decisions taken 
b) officers were brought to our notice. V\'e agree that such factors inevitably 
tell on the morale of officers and their disposition to take right decision. 
We intend to give further thought to this in Part II of our Report. 

(Para 321) 

(133) We find tliat the time taken in the finalisation of accident cases 
on some of the Railways is far beyond the targets laid down by the Rail¬ 
way Board. In particular, the long interval of time between the date of 
finalisation of accident eu(|uiry and the acceptance of findings by com¬ 
petent authority is difficult to appreciate. 

(Para 325) 

(134) While there is no gainsaying tire fact that the present procedure 
of disciplinary action by its very nature is .cumbersome and time-consuming, 
we find, as a rcsidi of a case study of some accidents, that there is not much 
substance in the wide!) held notion that the cirant employees often resort 
to dilatory tactics. Our case studies show that if any thing, it is more the 
incidental delays occurring in the departmental office itself which account 
for the major portion of the delays. Wc consider that there is scope for 
considerable improvement if such delays iti the processing of the case in 
the departmental offices arc minimised. 

(Para 327) 

(135) We consider that it would be advantageou.'i if a provision is 
made in .Section 101 of the Indian Railways Act to the effect that no court 
shall take cognisance of an offence under this .Section and the cognate 
sections of the Indian Penal Code without the sanction of the authority 
who is entitled to remove the railway servant from crfficc. Such authority 
would be in liie best position to determine whether there .should be a 
prosecution and if so who should be prosecuted. Where the police autho¬ 
rities feel that the competent authority is withholding sanction wrongly, 
they can tilways appioach the Railway Ministry for getting the necessary 
sanction. 


(Paras 337 & 338) 
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(136) Wc would like to think that in most accident cases, departmental 
action would meet tlie ends of justice and prosecutions of railway stall 
would be necessary only in a comparatively few cases of a serious nature. 

(Para 340) 

Safety organisation^ rules and other operating matters 

(137) We are informed that the functions performed by the Safety 
Organisation are in the nature of “internal audit’’ on the aspects concern¬ 
ing safety in train operation and are highly useful and important. 

fPara 343) 

(138) We have been advised that the Railway Board have appointed 
a Committee of officers recently to go into the general rules with a view to 
revising and simplifying these. We hope that the views expressed by the 
Kunzru Committee about the multiplicity of rules and the need for stand¬ 
ardising the working practices w.ll be kept in view while revising the rules. 

(Paras 347 & 348) 

(139) In our view the minimum distance necessary for the protection 
of a trolley or a lorry should be uniform on all Railways. 

(Para 353) 

(140) We find that from the anomalies and the deficiencies in the 
Working Time Tables of the Railways pointed out by the Kunzru Commit¬ 
tee still persisted in the April 19(i8 issues. We urge that the Working Time 
Tables should be subjected to a thorough scrutiny before issue so that such 
anomalies and deficiencies do not recur. 

(Paras 357 k 358) 

Permanent way 

(141) We conunend the progress made on track renewals and hope that 
the pace of lenewals will be maintained. We hope that the speed restric¬ 
tions attributable to worn or obsolete track will continue to be eliminated. 

(Para 364) 

(142) We hope that the pace of welding of rails would be maintained, 
and even further accelerated. 

(Para 367) 

(143) We find that there is an overall shortfall in ihe procurement of 
wooden sleepers on both the broad and the metre gauges over the past four 
years. We suggest that through renewals of wooden sleepered track on 
non-track circuited section may be carried out with CST-9, or steel trough 
and pro stressed cement concrete sleepers and the released serviceable 
second hand wooden sleepers used for random renewals. 

(Paras 371 k 372i 

,^144) We are unable to appreciate the reasons for the administration’s 
inability to develop the concrete sleepers to suit Railways’ special require¬ 
ments over the last many vears. We urge the Railwav administration to 
make special ertoits for introducing the pre-slressed concrete sleepers on 
the Railways on an extensive scale in view of the unfavourable supply 
position of wooden sleepers and their increasing demand for modem 
signalling. 


(Para 375) 
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(145) Wc feel that greater efforts arc tailed for to enhance the procure¬ 
ment of clean ballast from 5 to 9 million cubic metres per annum. 

(Para 383) 

(14b) We consider that the curve alignment register should embody 
the physical characteristics of each curve and hist two or three columns 
should contain the correct versine and super elevation figures against each 
‘station’. 

(Para 384) 

(147) In our view the replacement of the mate's diary by the ‘gang 
insjX’ction register’ was quite uunece.ssary. Wc are informed that instructions 
have since been issued dispensing with 'gang inspection register’. 

(Para 386) 


(148) Wc consider it important that the results of the trials of the 
improv'cd methods of tiatk maintenance, like ’measured shovel packing’, 
'directed maintenanre’, etc. are assessed early st> that the Railways may be 
ill a position to iiu'deriiise their methods of maintenance of permanent 
way. 

(Para 392) 

(149) We presume that no serious difficulty is being experienced with 
the use of 'on track’ automotive tie tampers on the trunk routes and main 
lines. We feel that the output of tie tamping and ballast cleaning machines, 
compared to the current manual methods, would justify their continued 

use. 

(Para 395) 

(150) We consider it necessarv that the Assistant Engineer concerned 
should invariably be a.ssociated with the testing of the track by the Hallade 
tiack recorder and that the charts should be documented at the end of the 
day’s run and defects listed for prompt action by sectional permanent way 
inspector. 

(Para 398) 

(151) We suggest that the construction and the equipment of the test 
cars should be compleled on priority and that at least one test car for the 
metre gauge should be made available, as soon as possible. 

' (Para 401) 

(152) We find that the R.D.S.O. was asked to look into the question 
of track recording trollies only recently—in. April 1968. It seems that action 
on this pait ol the recommendation of the Kinii'rii Committee had not 
been taken carliei. We understand that the proposal has since been give n 
up. 

(Para 402) 

Let/el crossings 

(153) While we agree that it is not necessary to provide a rigid standard 
ot vardstick. wc do fee] that some norm should be fixed for all Railways 
which may help them in deciding whether a particular unmanned level 
crossing shoidd he manned and whether a manned level crossing requires 
upgrading. 


(Para 406) 



(lj-1) VVe are of the view that the live-yearly censuses should not be 
given up. 

(Para 407) 

(Ijj) VV 9 understand that the Railway Safety Works Fund was started 
sometime ago. We were advised that there had been hardly any expendi¬ 
ture out of this ftmd, primarily because the existing procedure for the 
operation of the Safety Works Fund is cumbersome. 

(Paras 409 le 110) 

(156) We suggest that .some procedure should be evolved by which 10 
per cent of the amount in this Fund .should be earmarked lor manning the 
unmanned level crossings and upgrading of the manned level crossings and 
the Railway administration should he authorised to draw directly from this 
fund uplo this amount for this purpose. 

.(Para 411) 

(157) We also suggest that the remainder of the Fund, i.e., 90 per cent 
should also be utilised to the best advantage bv providing road overbridges 
or under-bridges which would, undoubtedly, help in reducing the number of 
level crossing accidents. 

(Para 412) 

(I5M) We do not (onsidei that undulations and bumps on approaches 
to unmatitied level crossings would have anv advantage. We, therefore, do 
not think this mattei need he pursued furthei. 

(Para 414) 

(159) We considet il'.e amendment to Motor Vehicles Act in States 
making it obligatory for dtivers of passenger buses before passing an un¬ 
manned level ciossing to stop and to cross them with the conductor ttf the 
hus walking ahead of the bus a wise provision and hope that the violation 
of this provision of the Law would be steinly viewed and the offenders 
brought to book. 

(Para 415) 

(160) We consider th.it the basic object of interlocking of gates with 
signals is to ensure the s.ifetv of road traffic and it should he provided where 
the road irafTic is heaw. We do not subscribe to the view that the measure 
of safety provided bv the installation of warning bells is as good as that bv 
inteiloc kitig gates with signals. 

(Para 422) 

(161) Wc find that 24 per cent of the works involving inteilocking of 
gates with signals still remain to be completed though the Railway Board 
had directed the Railwavs to complete these woiks during the Third Five 
Year Plan on a priority basis. The Board's directive seems to have gone 
paitly unheeded. 

(Para 42.“!) 

fl62) We arc advised that tlie Railway Board do not ron.stder the 
automatic half hairier suitable for Indian conditions and that the experi¬ 
ment mav be taken ns no longer alive. 


(Para 428) 
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(163) In our view, it is desirable that the responsibility for avoiding 
accidents should rest with the nwd users in the case of unmanned level 
crossings. We would not, therefore, advocate installing of bells and road 
flasher signals as it would result in unnecessary waste of money without 
comparable advantage in the matter of avoiding accidents in our conditions. 

(Para 420) 

Signalling 

(164) The assurance given by the Railway Board that all signalling 
and interlocking works brought forward from Second Five Year Plan and 
those included in the Works Programmes during the first three years of 
the Third Five Year Plan would be completed by the end of the Third Five 
Year Plan has not been completely fulfilled. The factors enumerated for 
delay cannot be deemed as unanticipated or such as could not be visualised, 
at the time of planning and programming these works. 

(Paras 431—434) 

(165) We find that there are a number of stations on the broad and 
the metre gauges which have not been provided with rudimentary inter¬ 
locking though the Railway Board had directed the Railways to complete 
this work by 31-3-1964. We hope that this safety provision will be complet¬ 
ed in a short time. 

(Paras 436 to 439) 

(166) We find that a number of stations on the double line on some 
Railways are either nor provided with block instruments or are provided 
with block instruments with control on last stop signals only and not com¬ 
plete lock and block working. We feel that the recommendation of the 
Kunzru Committee in this behalf should have been fully implemented long 
ago in the interests of safety. 

(Paras 441 to 443) 

(167) We find that only 41 per cent of the number of stations pro¬ 
grammed to be provided with multiple aspect signalling of the upper 
quadrant or colour light type on 31-3 64, have been so provided. 

(Para 446) 

(168) We consider the achievements in nespect of the provision of 
modern techniques of signalling to he inadequate in view of the increasing 
speed and density of traffic. In our view, the recommendation of the Kunzru 
Committee assumes urgency with the increasing introduction of diesel and 
electric traction and running of heavier trains at higher speeds. We urge 
that special efforts should be made to accelerate the progress in the use of 
modern signalling techniques. 

(Para 450) 

(169) We note that the rate of progress in the provision of track circuit¬ 
ing so far has been slow. Judging from the performance of the last five 
years, it i.s obvious that unless energetic steps are taken to improve the pace 
of execution of track circuiting works, the target of 200 stations per year, 
.set by the Board, may not be achieved. Wc consider that the introduction 
of track circuiting at stations is an important step towards ensuring safety 
in train working. 


(Paras 455-456) 
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(170) In our view, tlie progress of efforts towards adoption of Autotna- 
lit Train Control, on wliicli the Kunzrii Committee had laid stress, has 
been slow. We feel that had the trials and installation of Automatic Train 
Control been initiated earlier, certain signalling firms in India would have 
become interested in this field of manufacture already. 

(Paras 459-460) 

(171) We find that the incidence of failures of signalling and interlock¬ 
ing gears, after a marked decrease in 1963-64, has been steadily increasing 
every year. The same pattern is discernible in case of failures of block 
instruments, where, however, a reversal of the trend is noticed during 
1967-G8. 


(Para 464) 


(172) We urge that efforts to reduce track t ircuit failures to the maxi¬ 
mum extent possible shouM be intensified. 


(Para 467) 


(173) We find that the shortfall in the replacement of worn out frames 
during 1967-68 was considerably less than in the previous years but the 
number of worn out block instruments in need of replacement during 1967- 
68 was the highest of the past five years. 

(Paras 469-470) 


(174) We stress the need for clearing shortfall in the overhauling and 
replacement programmes for lever frames and block instruments, invesiigat- 
ing the factors responsible for failures of signalling and interlocking gears 
and laying down a yardstick for determining the strength of block, electric 
and mechanical signal maintainers. 

(Para 471) 


Rolling Stock 

(175) We suggest that the final trial of an overhauled locomotive should 
be carried out, as far as possible, at a speed 5 to 10 per cent higher than the 
maximum permissible speed of the locomotive, and a speedometer used for 
the purpose. 

(Para 475) 

(176) We suggest that braking distance trials for graded sections on 
the broad gauge and for level and graded sections on the metre gauge should 
be carried out without delay. 

(Para 484) 

(177) We consider that the distance between the distant and the first 
stop signals on high speed routes and the length of the signalling section in 
automatic signalling territory should not be less than the emergency brak¬ 
ing distance. 


(Para 485) 
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(178) We hold the view that all locomotives working trains should be 
equipped with speedometers on a phased programme but it is essential that 
a target should be laid down in regard to the provision of this aid on all 
locomotives. 

(Para 489) 

(179) (i) We find that during 1967-68 the majority of the Railways 
were unable to achieve the target laid down for the broad and the metre 
gauges in respect of engine failures, (ii) Wc notice that the performance on 
the Western, the Eastern and the .Southern Railways on the broad gauge 
and the Central, the Northeast Frontier and the North Eastern Railways 
on the metre gauge was much below the target. 

(Paras 493 & 494) 

(180) The need to improve the performance of diesel and electric en 
gines is indicated. 

(Para 496) 

(181) We find that the handbooks for drivers in use on the Eastern and 
the Northern Railways do not contain information about the defects likely 
to develop on engines on the run. The Northeast Frontier Railway has yet 
to bring out a handbook for drivers. 

(Para 497) 

(182) Tlie overaged lotomotives on the metre gauge need further at¬ 
tention in maintenance in order to improve their performance. 

(Para 502) 

(183) We consider the adoption of a uniform basis for fixing the time 
schedule for train examination and for determining the strength of examin¬ 
ing gangs by all the Railways not only available but essential for the proper 
examination of trains and urge that any further delay in implementing the 
Kunzru Committee's recommendations should be avoided. 

(Para 511) 

(184) (i) In our view, the Central and the North Eastern Railways 
should devote greater attention to the maintenance of rolling stock in their 
depots. 

(ii) Tlie results of spot checks by Neutral Control Flying Squad for 
1967-68 highlight the deficiencies in train examination which should be 
speedily removed. 

(Paras 513 and 515) 

(185) The increasing incidence of hot boxes on coaching stock on both 
the gauges over the last three years is a pointer to the need for the effective 
implementation of the recommendations of the Director, Research (Hot 
Boxes) and a further critical study, if necessary. 


(Para 521) 
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(186) We note a marked improvement in the incidence of hot boxes 
on goods stock on the broad gauge. 

(Para 523) 

(187) There was an overall reduction in the number of coaches and 
wagons overdue periodical overhaul on Indian Railways as compared to 
the position obtaining on 31-3 63, the position in respect of coaches on the 
North Eastern and the Northeast Frontier Railways was however unsatis¬ 
factory. We urge that efforts to reduce the number of coaches and wagons 
overdue periodical overhaul still further should continue. 

(Paras 530, 531 &: 533) 

(188) We note that there has been a marked reduction in overaged 
coaches on both the broad and the metre gauges. 

(Para 538) 

(189) There has been a reduction in the number of overaged wagons 
on the broad gauge hut there has been a notable increase in the number 
of such wagons on the metre gauge. We urge the Railways to make sustain¬ 
ed efforts to reduce the number of overaged wagons particularly on the 
metre gauge. 

(Para 539) 

(190) We note that there has been an improvement in respect of 
passenger train partings on both the gauges. There has also been a con¬ 
siderable improvement in the incidence of goods train partings on the broad 
gauge and a slight improvement on the metre gauge. We hope that the 
measures which brought about the improvemeni in the position of train 
partings will be sustained and intensified. 

(Paras 544, 546 & 548) 

Stores, post-accident relief measures and other matters 

(191) We consider that though there has been some improvement in 
the availability of stores, there is ronsideralrle scope for further improving 
the position. 

(Para 552) 

(192) In our view, the over-dependence of the Ministry of Railways 
on the Directorate General of Supplies and Disposals for their requirements 
and the effect this has on the availability and procurement of stores is a 
matter of considerable concern. 

(Para 555) 

(193) We find that while the extant rules do not preclude non-accept¬ 
ance of the lowest tender if it is otherwise not acceptable, in practice such 
discretion is rarely used in favour of reliable firms. We feel that a bolder 
attitude in such cases will be in public interest. 


(Para 556) 
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^191; We found that sonic of the Railways wcic ignorant of the exist¬ 
ence ot ilie Standardised lists of safety items ol stores as prescribed by the 
Railway Board. We hope, the Railway Boaid would clarity the position 
to the Railways. 

(Para jjS) 

(l‘Jjj We consider that inventory control in an enormous undertaking 
like the Indian Railways is a vital factor. It is apparent that modem 
methods will have to replace many of the old stores procedures. 

(Para 359) 

(196) It would appear that the measures suggested to prevent tamper¬ 
ing with track, have proved ineffective. We are not unaware of the toinplex 
and dittu tilt nature of this ptoblem. We would urge that the steps for the 
seeuiit) ot the track against the dangers posed by the saboteurs will have to 
be perseseicd in and implemented with vigour. In our view, there must be 
close and continuous coordination between the .Ministry of Home Affairs, 
-Stale Governments and the Railways if the designs of the saboteur are to 
he kept under restraint if not thwarted. 

(Para 5GG) 

(197) We find that the work of rewiring of some coaches actording to 
I lie levisecl wiring circuit remains to be completed on the Western Rail- 
wav. 

(Para .3G8) 

(198) Wc hope that the Runzru (Committee’s retommendations in re 
gaid to the replatciiicut of ‘1-whecler medical vans with the bogie medical 
vans will be fully itiiplemented within the shortest possible time. 

(Paras ;>72-37;i) 

(190) We hope that special efforts will be made to complete the woik 
in regard to the provision of sidings with double ends for stabling luedic.tl 
leliel vans; this work has been outstanding for the last three years or so. 

(Paras 371-373) 

(200)(i) We are sorry to observe that despite the Kunzru Committees 
exhortation and the urgency of the matter no definite policy has been 
formulated by the Government in regard to the narrow gauge lines and this 
vital issue is still crying for a solution. 

(Para 578) 

(ii) Wc recommend that the action taken by the British Government 
in a not dissimilar situation, should be taken by our government with a 
view not only to ascertaining the facts which may broadly be already know n 
ic) the Railway administrations but also in educating and mobilising public 
opinion on the subject. 

(Para 579) 


CurriER V—RKSE.ARCH DESIGNS AND STANDARDS ORGANI.SA- 

TION (RDSO) 

(201) We find that the work done in the RDSO in recent years has been 
notable and we would like to record our appreciation. 

(Para 581) 
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(202) We suggest that formal planning and allocations of resources 
should be arranged well in advance in respect of important items to avoid 
time lags. 

(Para 584) 

(203) We feel that the recommendation of the Kunzru Committee re¬ 
garding the bifurcation of the research organisation into two separate re¬ 
search directorates is no longer a live issue as the range of expansion of the 
RDSO during the last five years has more than covered the field that the 
Kunzru Committee had in mind. 

(Paras 585 and 587) 

(204) We consider that the equipment and capacity of non-railway re¬ 
search and technical bodies including Universities to undertake the .solu¬ 
tion of problems peculiar to Railways is very limited in India. 

(Para 589) 

(205) We agree that a 12 monthly freqtiency for meetings of the Cen¬ 
tral Board of Railway Reseanh seems justified. Wc note that a three-year 
tenure of membership of this body has been adopted. 

(Para 592) 

(20G) We find that the delays in finding solutions to certain problems 
highlighted by the Kunzru Committee have in most cases been overcome. 
We would stress that there should be no slackening of efforts for still fur¬ 
ther improvements, particularly towards greater safety in all aspects of rail¬ 
way working. We consider that in the case of sophisticated and costly items, 
special measures including utilising the most expert advice obtainable are 
called for. 

(Para 594) 

(207) We have satisfied ourselves that the Railway Board have given 
full weightage to the observations made by the Kunzru Committee for 
modernising the techniques regarding the design and building of bridges. 

(Para 597) 

(208) Wc find that there is a separate directorate in the RDSO which 
handles all aspects of signalling and is currently engaged in introduring 
several modern developments. 

(Para 599) 

(209) The need for Railways to collaborate technically with foreign 
firms in the manufacture of electrical and signalling equipemnt in India is 
no longer as great as before due to growing industrialisation in both the 
public and private sectors. 

(Para 599) 

(210) We find that the RDSO had already been expanded and better 
equipped during the past five years and that further steps are in progress 
for its future growth. We favour its being looked upon as a standing 'i’ask 
Force. 

(Paras 602 and 603) 

(211) In our view, the prescribing of a rigid percentage to be spent on 
the RDSO is not a feasible proposition. We agree that rigid sub-division of 
budgetary allotments between the various sections within the RDSO are 
also unnecessary. 


(Paras 604 Sc 605) 
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(212) We accept the view that suitability for discharging their duties 
efficiently plus some flair for designing and research should be the criterion 
for selecting railway officers for the RDSO. We urge that the Railway 
Ministry should do its best to staff the RDSO with the most suitable men 
available. 

(Paras 606, 607 Xj 008) 

(213) We think that a period of 4 to 5 years sliould be the normal 
tenure of officers in the RDSO. We would leave the age of superannuation 
to be considered in the wider context of public and ’.service’ considera¬ 
tions. 

(Paras 608 X.- 609) 

(21'1) We agree with the Railways that the creation of a liaison orga¬ 
nisation in the RDSO for the purpose of carrying out lest checks on the 
quality of maintenance and standards of manufac ture of railwas equipment 
on the Railways will tend to dilute the responsibility already placed on 
supervisory and inspecting authorities and also result in some duplication. 

(Paras 610 Sc 611) 

(21,a) We agree tvith the Kunzru Committee that the Documentation 
Secaion needs to be adeqnaielv expanded and modernised. We hopic that the 
Railway Board would adopt a suitable policy speedily. 

(Para 614) 

(216) We consider that an early revival of the liaison between the 
RDSO and the manufacturers of railway equipment is very much in the 
interests of the Railways themselves. 

(Para 615) 

(217) We lecommend that the results of the performance research 
studies, under actual working conditions, be carefully examined by the 
Railway Board, at Directors’ and higher levels for improving thfe standard 
servicing and maintenance piactices on Zonal Railways. 

(Para 617) 

(218) VV'e agree tvith the Kunzru Committee that we should not hesi¬ 
tate to import equipinem which is not readily available in the country as 
otherwise we shall be depriving ourselves of the most progressive and up- 
to-date ideas embodied in such equipment. 

(Para 618) 

(219) We feel that there will be considerable advantage if experts in 
safety measures answering well on railways in advanced countries, can be 
invited to visit Indian Railways in the near future to give their apprecia¬ 
tion of the present position and of how train operation can be macle safer. 

(Para 620) 

(220) We find that the Railway Board have accepted the recommenda- 
tiotis of the Kunzru Committee regarding the status and powers of the 
Director General of the RD.SO. 

(Para 621) 

(221) We suggest that the tenure recommended for other responsible 
posts in the R.D.S.O. should also apply to its head, who should always be 
closely associated with the selection of individuals to fill important posts in 
the organisation. 


(Para 621) 
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Wf express our apprcciaiion ot the tletaUed examination hy 
the Ruiizru (Jorainittee ot various aspects ot the R.D.S.O. and are ot the 
view that many ot the improveinents made during the past live years in tliis 
organisation are largely due to this factor. 

(Para 622) 


_ 


K. N. WAIsiCHOO 

Chairman 




M. R. MASANI, M P 
Member 


S. R. VASAVAUA. M.P. 

Member 


F. C. BADHWAR 
Member 



K. D. MADAN 
Secretary 

N Ew Delhi, 

25/// November, 1968 



I)U_ 


P. B. AIBARA 
Member 
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ANNJtXURE I 

COMPARATIVE INCIDENCE OF COLLISIONS—RAILWAY-WSIE 


Incidence of collisions Incidence of collisions 

during six years during last five years 

Railway 1!)57.5H to 19«2-«3 1963-04 to 196^68 



Number 

Xiirid^'noo 

p-r 

iDiliioii 

trsin 

kiloniotres 

Number 

Incidence 

[X!r 

million 

train 

kilometres 

Central 

112 

0-27 

.14 

0-10 

Eastern 

133 

0-44 

39 

0-14 

Northern .. 

104 

0-27 

.53 

0-1.5 

North Eastern 

71 

0-42 

31 

0-22 

Northeast Krontier 

33 

0-32 

29 

0-33 

Southern .. 

76 

0-21 

62 

0-19 

South Central 



6 

0-09 

South Kustern 

88 

0-43 

66 

0-.30 

Western .. 

71 

0-21 

40 

0-12 

All R.jnlwaya 

688 

0-29 

380 

0-18 

Average per year .. 

11.6 


76 


Notes : 

(i) The South Central Railway was formed on 2-10.1966. 

(ii) The Northeast Krontior Railw.ay was formed in January, 

19.58. 



ANnEXURE II 

INCIDENCE OF TRAIN COLLISIONS—YEAR-WISE 


Broad Gauge Metre Gauge 


Year 


. • 

Number 
of Train 
Collisions 

• Incidence 
of 

collisions 
per million 
train 

kilometres 

Number 
of Train 
Culli.sions 

Ineidonco 

of 

cnllisinns 
per million 
train 

kilometres 

1957..58 .. 


96 

0-41 

29 

0-25 

195S-.59 .. 


75 

0-32 

32 

0-27 

19.59-60 .. 


» 78 

0-32 

31 

0-25 

1900-61 .. 


108 

0-43 

20 

0-16 

1961-62 .. 


82 

0-32 

38 

0-30 

|1962-63 . . 


76 

0-28 

23 

0-18 


Total 

.515 

0- 35 

173 

0-23 

1963-64 .. 


58 

0-21 

25 

0-18 

1904-6,5 .. 


54 

0-19 

29 

0-21 

1965.66 .. 


58 

0-20 

21 

0-14 

1966-67 .. 


61 

0-17 

16 

O-ll 

1967-68 ,. 


48 

0-16 

20 

0-14 


Total 

269 

0-18 

111 

0-16 


L/P(D)TRB—12 
















ANNBXURE III 


COMPARATIVE INCIDENCE OF TRAIN COLLISIONS—RAIL¬ 
WAY-WISE 


Broad Gauge Metre Gauge 



i ' 

K 

-A -- 

—^-, 

Railway 






Number 

Incidence 

Number 

Incidence 


of Train 

per million 

of Train 

per million 


Collisions 

train 

Collisions 

train 



kilometres 


kilometres 


1- 

1957- 

1963-' 

1957- 

1963- 

1957- 

1963- 

1957- 

1963- 

68 

64 

58 

64 

68 

64 

58 

64 

to 

to 

to 

to 

to 

to 

to 

to 

1902- 

1967- 

1962- 

1967- 

1962- 

1967- 

1962- 

1967- 

63 

68 

63 

68 

63 

68 

63 

68 


Central 

110 

52 

0-28 

0-17 

2 

2 

0-05 

O’oa 

Eastern 

133 

39 

0-44 

0-14 





Northern .. 

95 

43 

0-30 

0-15 

9 

10 

0-14 

0’16 

North Eastern 


1 

. . 

0-85 

71 

30 

O’42 

0-20 

Northeast Frontier 

, , 

3 


0-26 

33 

26 

O’32 

0’33 

Southern .. 

51 

35 

0-32 

0-26 

25 

27 

O’ll 

0’14 

South Central 


2 


()-06 


4 


0-15 

South Eastern 

88 

60 

0-42 

0-30 


, , 



Western . 

38 

28 

0-21 

0-18 

33 

12 

0’]9 

0’08 

All Railways 

515 

269 

0-35 

0-18 

173 

111 

O’23 

0-16 


ANNEXURE IV 

TYPES OF COLLISIONS (BROAD GAUGE) 

Year 

Between two 
trains including 
light 
engines 

_ . ...A__ 

Between a 
train and 
shunting 
engine, etc. 

Between a 
train and 
trolly or 
lorry 

Between a 
train and 
buffer stops 
or other 
stationary 
objects 

No. 

Per¬ 

cen¬ 

tage 

No. 

Per- 

cen- 

tage 

No. 

Per¬ 

cen¬ 

tage 

No. Per¬ 

cen¬ 
tage 

1957-58 .. 

36 

36’6 

48 

50’0 

12 

12’6 

1 1-0 

1968-59 ., 

21 

28-0 

34 

45-4 

19 

25’3 

1 1-3 

1959 60 .. 

14 

18-0 

46 

57-7 

19 

24’3 


1900-61 .. 

23 

21-3 

46 

42-6 

31 

28-7 

8 7-4 

1961-62 .. 

24 

29-3 

25 

30-6 

29 

35-3 

4 4’ 9 

1962-63 .. 

31 

40’8 

19 

25-0 

20 

26’3 

6 7-9 


148 28-7 217 42-2 130 25-2 
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ANNExURE IV— contd. 


Year 


Between 
two trains 
including 
between 
a train and 
light engine 


Between a Between a Between a Between a 
train and 
shunting 
engine or 
vehicles 
during 
shunting 


train and 
rake or load 
or vehicles 
stabled on 
ruiming 
line 


train or 
a trolly 
or lorry 


train and 
buffer ends 
or other 
stationary 
objects 



r^— 

No. 

Per¬ 

cen¬ 

tage 

No. 

_A- 

Per- 

oen- 

tAge 

r^- 

No. 

-^ 

Per¬ 

cen¬ 

tage 

r^- 

No. 

-A-^ 

Per¬ 

cen¬ 

tage 

No. 

^ 

Per¬ 

cen¬ 

tage 

1963-64 

.. 31 

63-5 

12 

20-7 

11 

18-9 

3 

6-2 

1 

1-7 

1964.66 

.. 31 

57-4 

13 

24-1 



9 

16-7 

1 

1-8 

1966-66 

.. 25 

43-1 

10 

17-2 

9 

16-5 

11 

18-9 

3 

5-2 

1966-67 

.. 26 

49-(» 

6 

11-8 

7 

13-7 

7 

13-7 

6 

11-8 

1967-68 

-. 24 

60-0 

7 

14-6 

7 

14-6 

10 

20-8 



Total 

.. 136 

50-6 

48 

17-8 

34 

12-6 

40 

14-9 

11 

4-1 


ANNEXURE V 

TYPES OF COLLISIONS (METRE GAUGE) 


Year 


Between two 
trains 
including 
light engines 


Between a 
train and 
shunting 
engine etc. 


Botwooii a 
train and 
trolly or 
lorry 


Between a 
train and 
buffer stops or 
other stationary 
objects 


No. 


Per- 


No. 


Per- 


No. 


Per- No. 


Per- 





cen- 

tago 


oen- 

tage 


ce.n- 

tage 


een- 

tago 

1967-68 .. 


7 

24-1 

17 

68-6 

4 

13'8 

1 

3'6 

1968-59 .. 


11 

34-4 

19 

59-4 

2 

6-2 


, 

1969-60 .. 


10 

32-3 

11 

36-4 

10 

32-3 



1960-61 .. 


10 

50-0 

6 

25-0 

6 

25'0 



1961-62 .. 


16 

42-1 

13 

34-2 

9 

23-7 



1962-63 ., 


11 

47-8 

9 

39-1 

3 

13-1 



Total 


65 

37-6 

74 

42-8 

33 

19-0 

1 

0-6 


Year 


Between 
two trains 
including 
between a 
train and, 
light 
engine 


Between a 
train and 
-a shunting 
engine or 
vehicles 
during 
shunting 
__*_, 


Between a 
train and 
rake or 
load or 
vehicles 
stabled on a 
running line 


Between a 
train or 
a trolly 
or lorry 


Between a 
train and 
buffer ends 
or other 
stationary 
objects 



No 

Per¬ 

cen¬ 

tage 

No, Per¬ 
cen¬ 
tage 

No 

Per¬ 

cen¬ 

tage 

No. 

Per¬ 

cen¬ 

tage 

No. 

Per- 

ceu- 

tage 

1963-64 

9 

36-0 

6 

24-0 

7 

28-0 

2 

8-0 

1 

4-0 

1964-6.6 

8 

27-6 

6 

20-7 

7 

24-1 

8 

27*6 



1965-68 

.. 13 

61-9 

2 

9'3 

6 

23-8 

1 

4-8 



1966-67 

5 

31-2 

6 

31-2 

2 

12-5 

3 

18-8 

i 

6-3 

1907-68 

8 

40-0 

3 

16'0 

4 

20-0 

4 

20-0 

1 

5-0 

Total 

.. 43 

38-8 

23 

19-8 

25 

22'5 

18 

16-2 

3 

2-7 


I,/P(D)1RB—12a 

















TYPES OF COLLISIONS—YEAR-WISE SEPARATELY FOR PASSENGER AND GOODS TRAINS 


10 



Total .. 69 48-9 110 46-0 18 12-8 52 21-8 21 14-9 38 16-9 8 5-7 6 2-5 25 17-7 33 13-8 



TYPES OF COLLISIONS—RAILWAY-WISE 


169 
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Annexure IX 

CAUSES OF COLLISIONS -RAILWAY-WISE AND GAUGE-WISE 


It ail way 

Reception of a Drivers dis¬ 
train on a blocked regarding 

line or despat- signals or failing 
ehing it into to control trains 
a blocked section 

A _ _ __A. _ _ 

Trollies or 
Lorries not 
protected 

_A_ 

kliseellaueous 

_A_ 

' B.G. 

M.G. 

B.G. 

M.G. 

' B.G. 

M.G. 

B.G. 

M.G. 

Central 

36 

1 

9 


4 


3 

1.1 

Kastorn 

11 


23 


2 

, , 

3 


Northern 

27 

9 

1 1 

1 

1 


1 


North Eastern 

1 

13 


13 


2 


2 

Northeast Frontier 

2 

18 


6 

1 

2 



Southern .. 

15 

10 

6 

4 

12 

4 

3 

3 

South Central 

1 


1 

, . 

., 

4 

, , 


South Eastern 

. 36 


24 


6 


1 


Western .. 

16 

6 

10 

6 

2 

i 



Total 

144 

63 

86 

29 

28 

13 

11 

0 


Annkxi re IX 

INCIDENCE OF COLLISIONS ACCORDING TO SPEED EACTOR 


Particulars of trains 


Number of collisions 


No. 


Porooulage 


Broad gauge 

A. Passenger trauis 

(«) Trains with a booked speed of50kilometres per hour 

or less .. .. .. .. .. J5 16-8 

(i*) Trains with a booko<l speed of over 50 k.m.p.h. 

and upto 75 k.m.p.h. .. .. 56 58-0 

(fi») Trains with a booked speed of over 75 k.m.p.h. .. 24 26-3 


Total, .. H6 


B. Goods trains 

(j) Trains with a booked speed of .50 k.m.p.h. or less .. 86 49'4 

(ti) Trains with .a booked speed of over50k.m.p.h. and 

up to 75 k.m.p.h. .. .. .. .. 88 60-6 


Total .. 174 


Metre guagt 

C. Passenger trains 

(•) 'J’rainB with a booked ajjced of 50 k.m.p.h. or leas .. 28 60 0 

(ii) Trains with a booked sjjced of over 50 k.m.p.h. 

and upto 75 k.m.p.h. .. .. .. 18 30-1 

Total ., 46 


52 80 0 

13 20 0 


Total .. 65 


D. Goods trains 

(t) Trains with a booked speed of 40 k.m.p.h. or less .. 
(ti) Trains with a booked speed of 40 k.m.p.h. and upto 
.50 k.m.p.h. .. 

(tii) 'J rains with a booked speed of over 60 k.m.p.h. 




DERAILMENTS AT STATIONS AND IN MID-SECTION—RELATIVE INCIDENCE 
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Annexure XI 


INCIDENCE OF DERAlLxMENTS—PASSENGER AND GOODS 

TRAINS—YEAR-WISE 


Year 


Brood 

__ ^ 

gauge 



Metre gauge 

_ X _ 


I 

Paascnger 

Trama 


1 

Goods 

Trains 

r 

Passenger 

Trains 

_ A- 


Goods 

Trains 

_, 

' No. 

Inci- 

denco 

per 

million 

paaacu- 

ger 

train 

kilo¬ 

metres 

'no. 

~Aw t ^ 

Inci¬ 

dence 

per 

million 

goods 

train 

kilo¬ 

metres 

' No. 

-> 

Inci¬ 

dence 

per 

million 

passen¬ 

ger 

train 

kilo¬ 

metres 

“^No. 

Inci¬ 

dence 

per 

million 

goods 

train 

kilo¬ 

metres 

1963—64 .. 

56 

0-41 

667 

4-4 

. '^3 

0 99 

620 

10-4 

1964—65 .. 

66 

0-49 

386 

31 

' 64 

0-83 

441 

8-6 

1965—66 .. 

68 

0-48 

318 

2-4 

61 

0-77 

447 

8-4 

1966—67 .. 

66 

0-46 

272 

21 

67 

0-82 

396 

7-6 

1967—68 .. 

73 

0'60 

295 

2 0 

84 

10 

365 

7-7 

Total 

.. 329 

0-47 

1,8.38 

2-8 

349 

0-88 

2,169 

8'5 


Annexure XII 

INCIDENCE OF DERAILMENTS-PASSENGER AND GOODS 
TRAIN—GAUGE-WISE AND RAILWAY-WISE 


Railway 


Broad gauge 


Metre Oaugo 






Passenger 

Goods 

Passenger 

Goods 

Trains 

Trains 

Trains 

Trains 




—'N—-^ 

No. luci- No. 

Inci- 

No. Inci- No. 

Inci- 

deuce 

deuce 

(Iciioe 

donee 

I>cr 

per 

per 

per 

milliou 

million 

million 

million 

pasticn* 

goods 

passen- 

goods 

ger 

train 

ger 

train 

train 

kilo- 

train 

kilo- 

kilo- 

metres 

kilo- 

metres 

metres 


metres 



Central 

00 

0-45 

417 

2-8 

8 

0-64 

34 

3-8 

Eastern 

51 

0-38 

157 

1-3 





Northern .. 

90 

0-55 

259 

2-3 

35 

0-99 

160 

5-8 

North Eastern 

1 

0-88 

, , 


91 

10 

582 

13-3 

Northeast Frontier 

9 

1-7 

33 

6-8 

85 

2'3 

606 

20-5 

Southern .. 

54 

0-68 

326 

6-6 

81 

0'66 

429 

6-9 

South Central 

9 

0-47 

38 

2-6 

9 

0-61 

64 

6-8 

South Eastern 

41 

O'54 

491 

40 





Western .. 

14 

0 16 

118 

1-6 

40 

0-49 

294 

3-9 

XOTAL 

329 

0-47 

1,838 

2-S 

349 

0-88 

2,169 

8-6 


eo C5 CO 





INCIDENCE OF PASSENGER AND GOODS TRAIN DERAILMENTS—AT STATIONS AND IN MID-SECTION 


173 



Total .. .. .. 213100-0 116100-0 1359100-0 479100-0 180100-0 169100-0 1363 100-0 806100-0 















DERAILMENTS AT STATIONS ACCORDING TO MAIN CAUSES ON THE RAILWAYS DURING THE YEARS 
1963-64 TO 1967-68 IN JUXTAPOSITION WITH CORRESPONDING FIGURES FOR 1957158 TO 1962-63 

Broad Gauck 


174 
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A_Percentage of the failure to the total on ©ach Railway. 

B _ Poroeotageoftlie failure on each Railway to the total on all Railways. 
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Anexure XX 

INCIDENCE OE DERAILMENTS DUE TO CARRIAGE AND WAG¬ 
ON DEFECTS CARREIATED TO VEHICLE KILOMETRES 
ON BROAD GAUGE 


Railway 



1957-68 to 
1962-63 
Incidence per 
100 million 
vehicle 
kilometres 

1963-64 to 
1967.68 
TDoidence per 
100 million 
vehicle 
kilometrcfi 

Central 



1-5 

0-9 

Eastern 



l-l 

0-7 

Northern 



0-5 

0'8 

North Eastern 




* 

Northeast Frontier 




10 

Southern 



11 

1-3 

South Central 




0-6 

South Eastern 



20 

1-9 

Western 



. 0-8 

0-6 

All Railways 


• < 4 • 

1-2 

0'9 


Annex iJRE XXI 

INCIDENCE OF DERAILMENTS DUE TO CARRIAGE AND WAG¬ 
ON DEEECIS CORRELATED TO VEHICLE KILOMETRES ON 

METRE GAUGE 


Railway 


1957-58 to 

19G2-68 

luuidence 

pur 100 

million 

vohicifi 

kiloinetrea 


1903-64 to 

1967-68 

Incidence 

per 100 

million 

vehicle 

kilometres 


Central 
Northern 
North Eastern 
Northeast Frontier 
Southern 
South Central .. 
Western 



All Railways .. 


3-9 


2-6 
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Annexure XXli 

INCIDENCE OF DERAILMENTS DUE TO ENGINE DEFECI S COR 
RELATED TO TRAIN KILOMETRES ON BROAD GAUGE 


Railway 



1967-68 to 1962-63 
Incidence per million 
train kilometres 

1963-64 to 1967-68 
Incidence per million 
train kilometres 

Central 



0-120 

0-063 

Eastern 



0-077 

0-069 

Northern .. 



0 046 

0-031 

North Eastern 



. . « • 

. . 

Northeast Frontier 



. . 

0-363 

Southern 



0134 

0-164 

South Control 



. . . . 

0-111 

South Eastern 



0-067 

0-018 

Western .. 



0-116 

0-066 

Average .. 

•• 

•• 

0146 

0-063 


Annexure. XXIIl 


INCIDENCE OF DERAILMENIS DUE TO ENGINE DEFECTS COR¬ 
RELATED TO TRAIN KILOMETRES ON METRE GAUGE 


1967-08 to 1962-63 I 1963-64 to 1967-68 
Itailwav Incidence per million Incidence per million 

train kilometres train kilometres 


Central 




0-030 

0-083 


Northern .. 




0-405 

0-181 


North Eastern 




0-400 

0-691 


Northeast Frontier 




0-273 

0-487 


Southern .. 




0-107 

0-24(1 


South Central 




. . 

0-147 


Western .. 




0-132 

0-248 


Average .. 

•• 

•- 

•• 

0-206 

0-330 



Annexure XXIV 

MAIN CAUSES OF PASSENGER AND GOODS TRAIN DERAIL¬ 
MENTS 


Brood Qango Metre Gange 

Causes , - " -1 r- -*-< 

Passenger Goods Passenger Goods 
I^ains Trains Trains Trains 



No. 

-. 

% 

N^ 

%■ 

nT^ 

% 

No. 

% 

1. Staff failures 

.. 85 

25-9 

824 

44-8 

72 

20-4 

803 

36-7 

2. Permanent way failimes ., 

48 

14-6 

361 

19-1 

60 

14-2 

313 

14-6 

3. Carriage & Wagon defects 

.. 64 

19-4 

403 

21-9 

68 

19-7 

493 

22-9 

4. Engine defects .. 

.. 61 

16-6 

39 

2-2 

68 

16-5 

170 

7-9 

6. Mi^llancous 

81 

24-6 

221 

12-0 

101 

29-2 

388 

18-0 

6. Total .. 

.. 329100-0 

1,838 100-0 

349 

100-0 

2,169 

100-0 


IVP(D)IBB—13 
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Annexur* XXV 

STAFF FAILURES—CLASSIFIED 


Canges f 

Broad gauge 

Metre 

gauge 

Total 

No. 

-s 

% 

No. 

1 f 

0/ 

/o 

No. 

% 

(») Tnoorreot sotting; non-looking or 
mis-manipulation of points or burst¬ 
ing of points 

8M 

43-3 

803 

34-6 

697 

890 

(ti) Oofootiro or uneven loading 

71 

7-8 

99 

11-3 

170 

9-5 

(Hi) Starting or stopping a train with 
jerk or suodon application of brakes 

»8 

T 

4-2 j 

117 

13-3 -) 

166 

8-7 

(iv) Bough shunting; bumping or dis- 
rogard of signals in shunting 

81 

8*9 j 

89 

1 

1 

101 

1 

170 

9-5 

(v) Disregard of approach or departure 
signals 

]23 

1 

13-5 \ 

• 63 

7-2 

186 

10-4 

(ri) Excessire speed 

67 

6-3 ! 

121 

44-4 

13-8 

1 

I 

1 178 

50-3 

100 

(vii) Failure to regulate running of trains 
r)r failures to control trains ,. 

104 

11'5 J 

51 

1 

6-8 J 

[ 

i 155 

8-7 

(viii) Empty wa^on between loaded 
wagons or mu-marshalling 

li 

12 

19 

22 

30 

1-7 

(ix) Xon-proteotion of ougineering 

works or failure to issue caution orders 

14 

16 

8 

0-9 

22 

13 

(x) Incorrect sotting or non-locking of 
points at outlying sidings during 
shunting ,. .. 

10 

18 

7 

09 

23 

1-3 

(x») Total 

909 

100 0 

877 

1000 

1,786 

1000 




STAFF FAILURES RESULTING IN DERAILMENTS DURING 1963-64 TO 1967-68 CLASSIFIED UNDER 

PRIMARY CAUSES 
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Annexure XXVII 
TRACK DEFECTS—CLASSIFIED 



Broad gauge 

Metre gauge 

ToUl 

_ K _ _ 


No. 

% 

' No, 

% 

'No. 

% 

1. Defective pointe; oroMiDgi end 
turnouU 

16 

8-8 

7 

1-9 

22 

2-9 

2. Defective oroee or longitudinal levela 

5G 

140 

36 

9-6 

91 

11-9 

3. Badly aligned oorva or inoorreot 
luper-elevation or kinka-io track .. 

26 

6-6 

10 

2-8 

86 

4-7 

4. Inoorreot gang* 

54 

13-6 

47 

18-0 

101 

13-8 

Sinkage of track 

124 

311 

80 

220 

204 

26-8 

0. Defective track material 

13 

3-3 

16 

4-4 

29 

38 

7. Other track defeota .. .. 

58 

14-6 

88 

24'3 

146 

19-2 

8 Combined effect of defects in track 
and roUling atook but the track defect 
was pre-dominating factor 

53 

13-3 

80 

220 

133 

17-4 

0. Total ., .. .. .. 

389 

1000 

363 

1000 

762 

1000 


Annexure XXVIII 

TRACK D^ECTS RESULTING IN DERAILMENTS DURING 1963-64 TO 1967-68 CLASSIFIED UNDER PRIMARY 

CAUSES 
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Annextjre XXIX 

COMPARATIVE INCIDENCE OF DERAILMENTS CAUSED BY SINK- 
AGE OF J RACK OR BY OTHER TRACK DEFECTS 


Railway 


Sinkage of track Defective track material 

and other track dcfcota 

— - — A --A-w- 

' 1057-68 to 19G3-t>4 1957-58 to 1963-04 to 

1962-63 190708 1902-63 1967-68 


Eastern 

25 

7 

39 

1 

North Eastern 

53 

16 

94 

21 

Southern 

17 

40 

33 

30 

South Eastern 

32 

70 

16 

12 


Annexure XXX 

CARRIAGE AND WAGON DEFECTS—CLASSIFIED 


Cauaes 

Broad 

gauge 

Metre 

gauge 

Total 


/ ' 

Ko. 

% 

No. 

/O 

' No. 

/o 

1. Defective or hroken springs or 

imspi'neions 

81 

17-35 

170 

30-3 

251 

24-4 

2. Defective or broken axle boxes 

36 

7-49 

37 

6-6 

72 

7-0 

3. Defective Buffers 

12 

2-67 

17 

3-0 

29 

2-8 

4. Binding brake blocks 

34 

7-28 

22 

3-9 

56 

G-4 

o. Defective bogie holster hangers 

13 

2-78 

12 

2-2 

25 

2-4 

C. Broken axle or journal 

65 

13-92 

56 

10-0 

121 

11-8 

7. Defective wheel or tyre ,, 

54 

11-56 

38 

6-8 

92 

9-0 

8. Coupling failures 

14 

3-00 

8 

1-4 

22 

2-1 

9. Defective, inadequate or excessive 

play in brasses 

10 

2-14 

60 

8-9 

00 

6-8 

10. Breakage of nndergear vacuum and 

brake fittings 

05 

13-92 

57 

10-2 

122 

11-9 

11. Hot Axles 

36 

7-49 

8 

1-4 

43 

4-2 

12. Defective brake power .. 

8 

1-72 

6 

0-9 

13 

1-3 

13. Combined effect of rolling stock and 
track defects With carriage and 

wagon defects being the predomi¬ 
nant factor 

41 

8-78 

81 

14-4 

122 

11-9 

14. Total 

467 

100-0 

561 

100-0 

1028 

100-0 
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Annexure XXXII 

ENGINE DEFECTS—CLASSIFIED 

Broad gauge Metro gauge Total 
Gauges I _ xZ _^ ^ ^ . 

No. % No. % No. % 


1. Defective or broken springs or sus¬ 
pension 

8 

8-9 

20 

8-8 

28 

8-8 

2. Defective or broken axle boxes 

4 

4-4 

7 

3 1 

11 

30 

3. Defective Wheels or tyres 

25 

27-8 

41 

17-9 

66 

20-7 

4. Breakage ofaxlc or journal 

17 

18-9 

14 

6-2 

31 

9-7 

6. Breakage of undergear or broke dt- 
tings 

13 

14-6 

14 

6-2 

27 

8-6 

6. Defective brake power 

3 

3 3 

1 

0-4 

4 

13 

7. Other engine defeets 

12 

13-3 

07 

42'5 

109 

34-3 

8. Combined effect of defects in engine 
and track but engine defect being 
the predominant factor 

8 

8-9 

34 

14-9 

42 

13 2 

9. Total 

80 

1000 

228 

1000 

318 

1000 


ENGINE DEFECTS CAUSING DERAILMENTS DURING 1963-64 TO 1967-68 CLASSIFIED UNDER 

PRIMARY CAUSES 
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A —Poroantage of the dafeeU to the totirf on eeob Railway. 

B—Percentage of the defecU on each Railway to the total on All Railways. 



























191 


Anvexure XXXIV 

MISCELLANEOUS CAUSES—ITEMISED 


Broad gaugo Metro gauge Total 


CauM0 

No. 

0/ 

/o 

No. 

% ' 

No. 

% 

1. Obstruction of track 

116 

38-4 

184 

37-6 

300 

37-9 

2. Obstruction caused by road vehicles 

5 

1-7 

6 

1-3 

11 

1-6 

8. Cattle run over 

30 

9-9 

67 

11-6 

87 

no 

4. Tampering with track 

24 

7-9 

21 

4-2 

45 

6-7 

S. Causes not determined 

38 

12-6 

49 

100 

87 

no 

6. Other causes 

81 

26-8 

167 

32-2 

238 

300 

7. Cases not finalised 

8 

2 7 

16 

31 

23 

2-9 

8. Total 

302 

1000 

489 

1000 

791 

100-04 


MISCELLANEOUS CAUSES RESULTING IN DERAILMENTS DURING 1963-64 TO 1967-68 
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Annexure XXXVI 

INCIDENCE OF DERAILMENTS ACCORDING TO SPEED FACTOR 


FaTtioulara of trains 

Number of 
derailments 

Percent- 

ago 

Broad Gaage 

A. Passenger trains 

(») Trains with a booked speed ofSOk.m.p.h. or losa .• 

83 

27 3 

(li) Trains with a booked speed of over 50 k.m.p.h. and upto 
75k.m.p.h. 

155 

61-2 

{Hi) Trains with a booked speed of over 75 k. m.p.h. .. 

65 

21-5 

Total 

303 


B. Goods trains 

(»■) Trains with a booked speed of 50 k.ra.p.h. or less .. < • 

110.5 

62-4 

(ti) Trains with a booked speed of over 50 k.m.p.h. and upto 

76 k.m.p.h. 

666 

37-(i 

Total 

1771 


Metre Gauge 

C. Passenger trains 

(i) Trains with a booked speed of .50 k.m.p.h. or leas 

213 

62'6 

(»i) Trains with a booked spend of over 50 k.ra.p.h. and upto 

75 k.m.p.h. 

127 

37-4 

Total 

340 


D. Goods trains 

(») Trains with a booked speed of 40 k.m.p.h. or less .. 

1783 

837 

(i») Trains with a booked speed of over 40 k.m.p.h. and upto 

50 k.m.p.h. 

348 

16*3 

{Hi) Trains with a booked speed of over 50 k.m.p.h. .. 

3 

0-1 


Total 


2134 



(ti) TLo number of manned and unmanned level crossings has been taken to be the average for five years for each railway. 
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Annexure XXXIX 

INCIDENCE OF LEVEL CROSSING ACCIDENTS CORRELATED TO 

TRAIN KILOMETRES 


Year 

Broad Gaiigo 

Metre Gauge 

Totftl 

t - 

Number 

-\ 

Rate per 

miUioa 

train 

kilometres 

Number 

Bate per 

million 

train 

kilometres 

Number 

Rato per 

million 

train 

kilometres 

1967-58 

78 

•32 

35 

•47 



1958-59 

61 

•25 

74 

•61 



1959-60 

61 

•24 

57 

•45 



1960-61 

78 

•30 

81 

•63 



1961-62 

65 

•24 

79 

•01 



1962-63 

74 

•27 

81 

•62 



Average for six years 

09 

•27 

71 

•57 



1963-04 

09 

•25 

79 

•59 

118 

•36 

1964-65 

62 

•22 

66 

•48 

128 

•31 

1965-60 

59 

•205 

59 

•419 

118 

•27 

1960-67 

61 

•200 

35 

•218 

96 

•22 

1967-08 

61 

•200 

43 

•307 

104 

•23 


Averagu lot five years 


JIS 


62 


. 0-2 


56 


41 


28 






INCIDENCE OF LEVEL CROSSING ACCIDENTS CORRELATED TO DENSITY OF TRAFFIC—YEAR WISE 
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Annexijre XU 

INCIDENCE OF LEVEL CROSSING ACCIDENTS CORRELATED TO 
DENSITY OF TRAFFIC—RAILWAY-WISE 


Passenger Trains Goods Trains Total 


IvaiUvay 

No. 

Rate per 
raiUion 
passenger 
train 

kilometres 

No. 

Rato per 
million 
goods train 
kilometres 

No. 

Rate per 
million 
Train 
kilometres 

Central 

15 

•10 

8 

•05 

23 

•07 

Eastern 

24 

•18 

44 

•37 

68 

•25 

Northern 

61 

•31 

35 

•25 

96 

•27 

North Eastern 

51 

•67 

30 

•69 

81 

•56 

Northeast Frontier 

31 

•73 

26 

•76 

57 

•64 

Southern 

80 

•39 

34 

•31 

114 

•36 

South Central 

12 

•36 

7 

•26 

19 

•30 

South Eastern .. 

21 

•24 

38 

•31 

69 

•27 

Western 

43 

•26 

34 

•23 

77 

•24 

Total 

338 

•31 

266 

•28 

594 

28 


Annexure XLII 

INCIDENCE OF FIRES IN PASSENGER AND GOODS TRAINS COR¬ 
RELATED TO DENSITY OF TRAFFIC 


Year 


Broad 

_A. 

gauge 


Metre 

__ _ JL 

gauge 


Passenger trains 

_ 

Goods Trains 

-A-_ 

Passenger trains 

_A_ _ 

■ I 

Goods trains 

A 

No. 

Rate ner 
million 
passenger 
train 

kilometres 

No. 

Rate per 
million 
goods 
train 

kilometres 

No. 

Kate per 
million 
passenger 
train 

kilometres 

No. 

Rate per 
million 
goods 
train 

kilometres 

1963-64 .. 

53 

•41 

24 

•19 

26 

•35 

9 

■18 

1964-65 .. 

1.5 

■11 

6 

■05 

9 

■11 

1 

•02 

196.5-60 .. 

20 

■14 

12 

•09 

10 

•11 



1966-07 .. 

20 

•18 

8 

•06 

18 

•22 

1 

•02 

1967-68 . . 

18 

•12 

8 

•06 

15 

•18 

1 

•02 

Total 

.. 132 

■19 

58 

•09 

78 

•19 

12 

•06 
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Annexure XLIII 

INCIDENCE OF FIRES IN DRAINS—RAILWAY-WISE 


Railway 


Broad gu ugd 


Xo. Rato pcT 
milUon 
train 

kilometres 


Metre gauge 

-A_^ 

No. Rate per 
milUon 
train 

kilometre# 


Central 



45 

•15 

1 

•04 

Eastern 



41 

■15 

. 


Nortljorn 



17 

•00 

4 

•00 

North Eastern 





18 

•13 

Northeast Frontier 



2 

•18 

19 

•25 

Southern 



30 

* 22 

3.) 

• 18 

South Central 



3 

•OS 

10 

•38 

South Eastern 



31 

•14 

.. 


Western 



21 

•13 

3 

•02 


Total 


15)0 

•13 

90 

•13 


Annexure XLIV 

INCIDENCE OF FIRES IN PASSENGER AND GOODS TRAINS— 

GAUGE-WISE 


Railway 

Broad 

gauge 


Metre gauge 


Total (Broad and 
Metre gauges) 
__ 


<- 

Passon- 

ger 

trains 

Goods 

trains 

Total 

Passen¬ 

ger 

trains 

Qoods 

vrains 

Total 

r 

Paasen- 

ger 

trains 

Qoods 

trains 

Total 

Central .. 

31 

14 

45 

1 


1 

32 

14 

46 

Eastern 

35 

G 

4t 



•• 

35 

f) 

41 

Northern 

13 

4 

17 

2 

2 

4 

15 

0 

21 

North Eastern .. 




18 


18 

18 

•• 

18 

Northeast Frontier 

1 

1 

2 

10 

9 

19 

11 

10 

21 

Southern 

21 

9 

30 

35 


35 

56 

9 

C5 

South Central 

3 


3 

10 


10 

13 

• • 

13 

South Eastern 

19 

12 

31 




19 

12 

31 

Western 

9 

12 

21 

2 

1 

3 

11 

13 

24 

Total 

132 

58 

190 

78 

12 

90 

210 

70 

280 


L/P(D)IRB—14* 








CAUSES OF FIRES IN GOODS TRAINS 
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Annexore XLVI 

INCIDENCE OF PASSENGER AND GOODS TRAIN DERAILMENTS 
CORRELATED TO DENSITY OF TRAFFIC 
Narrow Gauge 


Year 


Passenger Trains 
-1 

No. Rate per 
milUon 
passenger 
train 

kilometres 


Goods Trains 

r- -- 1 

No. Rate per 
million 
goods 
train 

kilometres 


Total 

I---*-- 

No. Rate per 
million 
train 

kilometres 


1963-64 



34 

4-8 

27 

7-3 

61 

5-3 

1964-65 



32 

4-6 

39 

10.-7 

71 

6-2 

1965-66 



26 

3-6 

31 

8-4 

57 

5-0 

1966-67 

, , 


37 

4-8 

27 

7-8 

64 

5-5 

1967.68 



32 

4-1 

30 

8-7 

62 

6-2 

Total 


, , 

.. 161 

4-4 

154 

8-6 

315 

5-5 


Annexure XLVII 

INCIDENCE OF DERAILMENTS CORRELATED lO DENSITY OF 
TRAFFIC—RAILWAY-WISE 
Narrow Gauge 


Railway 

Pa.s3enger Trains 

Goods Trains 

Total (5 years) 
1963-64 to 
1967-68 

A. 

Total (six years) 
1957.58 to 
1962-63 

<- 

No, 

Rate per 
millioji 
passenger 
train 

kilometres 

No. Rate per 
million 
goods 
train 

kilometres 

1 ' 1 
No. Bate per 
million 
trains 
kilometres 

1- 

No. 

—3 

Rate per 

million 

train. 

kilometre- 

Central 

.52 

8-1 

16 4-1 

68 

6'2 

148 

9-8 

Eastern .. 

5 

4-7 

. . • , 

5 

4-5 

, . 


Northern .. 

17 

5-0 

29 8-1 

40 

6-7 

75 

9'9 

Northeast frontier . . 

10 

19-5 

16 91 

32 

11-9 

73 

26-8 

Southern .. 

8 

4-9 

5 •27-S 

13 

7-2 

8 

2-93 

South Central 

4 

4-0 

1 1-8 

5 

3-1 


. , 

South Eastern 

2.5 

2-2 

81 11-0 

106 

5-2 

24:i 

9'8 

Western .. 

.34 

3-1 

6 13-9 

40 

3-3 

59 

4-10 

Tt)tal 

161 

4-4 

154 8-6 

315 

5'5 

606 

8-S 


Annexure XLVIII 

CARRIAGE AND WAGON DEFECTS RESULTING IN DERAIL¬ 
MENTS—CLASSIFIED 
Narrow Gauge 


Nature of causes 

Station 

Mid-section 

Total 

(i) Defective or breakage of spring or 
suspension .. 

4 

19 

33 

(m) Defective or breakage of axle box 


9 

9 

(»ii) Broken axle or journal 


0 

6 

(ie) Defective wheel or tyre .. 

1 

11 

12 

(v) Breakage of undergear or brake fittings .. 

4 

6 

10 

(»») Other causes .. 


10 

10 

Total 

9 

61 

70 












Annexore XLIX 

THE POSITION OF OVERAGED LOCOMOTIVES AND ROLLING STOCK ON THE NARROW GAUGE 





•Figures of South Central Railway not available. 
Note—H.S. stands for ‘Holding af stock.' 
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Annexure L 

INCIDENCE OF ACCIDENTS AT LEVEL CROSSINGS CORRELATED 
TO DENSITY OF TRAFFIC ON NARROW GAUGE 


Year 


Paascnger trains 

i _._;_*___ 

No. Rate per 
million 
Passenger 
train 

kilometres 


Goods trains 


No. Rate per 
million 
goods 
train 

kilometres 


1963-64 .. 




9 

1-28 

7 

1-9 

1964-65 .. 




r. 

0-70 



1965-66 .. 




7 

0-99 

3 

0-81 

1966-67 .. 




5 

0-60 

3 

0-87 

1967-68 ,. 




7 

0-90 

3 

0-87 



TtJtal 


33 

0-90 

16 

0-89 


Annexure LI 

ACCIDENTS AT LEVEL CROSSINGS—RAILWAY-WISE ON NARROW 

GAUGE 


Railway Passenger Goods Total 

trains trains 


Gontral 

Northern 

ATirtheast Prontior 
Southern 
South Eastern 
Western 



2 

1 

3 



2 

2 


.. 7 

9 

16 


3 

1 

4 


1 

'2 

6 


17 

1 

18 

Total 

. 

10 

49 


Annexure LU 

INCIDENCE OF BREACH OF BLOCK RULES INVOLVING PASSEN* 
GER AND GOODS TRAINS 


PaBSengor Trains Goods Trains 


X URI- 

Broad 

Gauge 

Metro 

Gauge 

Total 

Rate 

per 

million 

passen* 

gor 

train 

kilometres 

Broad 

Gauge 

Metre 

Gauge 

Total 

Rate 

per 

million 

goods 

train 

kilo¬ 

metres 

1963-64 .. 

24 

19 

43 

•21 

IG 

21 

37 

•21 

1964-65 .. 

19 

16 

35 

•16 

17 

22 

39 

• 22 

1965-66 .. 

9 

23 

32 

•15 

13 

12 

25 

■ 13 

1966-67 ., 

18 

21 

39 

•17 

4. 

1! 

1.3 

•08 

1967.68 ,. ■ 

9 

0 

15 

•07 

12 

14 

26 

• 14 

Total 

79 


164 

•15 

62 

m 

142 

•15 
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Annexure LIII 


INCIDENCE OF BREACH OF BLOCK RULES—RAILWAY-WISE 


Railway 

Broad Gauge 

Metre Gauge 

Total 


Number 

Percen¬ 

tage 

Number 

—» 

Percen- 

tage 

-— — 

Number 

Percen¬ 

tage 

Central 

34 

24-1 

6 

3-6 

40 

13-1 

Eastern 

13 

9-2 



13 

4-2 

Northern 

26 

18-5 

ii 

6-7 

37 

12-1 

North Eastern 



44 

26-7 

44 

14-4 

Northeast Frontier 

1 . . » 


23 

13-9 

23 

7-6 

Southern 

27 

19-i 

45 

27-3 

72 

23-5 

South Central .. 

2 

1-5 

3 

1-8 

6 

1-6 

South Eastern 

18 

12-7 


. , 

18 

6-9 

Western 

21 

l'4-9 

33 

20-0 

64 

17-7 

Total 

141 

100-0 

165 

100-0 

306 

100-0 


Annexure LIV 


CAUSES OF BREACH OF BLOCK RULES—ANALYSED 


Causes 


Broad Gauge Metre gauge Total 

^ - _ h _^ A ■_^ -■ ji 

P G T P Q T P G T 


1. Despatching or rumiiiig of 
trains without permission to 
approach having been obtained 
or despatching a train in an 
occupied section not resulting 
in collision or averted collision, 
or closing the line when the 
section is not clear or without 
putting the signals to ‘ON’ or 
giving permission to approach 
when conditions for giving 
line dear are not fulftHed, or 
starting on the line dear of 
another train 
{a) On double line sections : 

(£) equipped with lock and 


block .. .. 6 7 13 1 2 3 7 9 16 

(ti) not equipped with lock 

and block .. .. .. 2 2 .. .. .. .. 2 2 


{Hi} during failure of block 
instruments .. 

(6) On single line sections : 

(i) equipped with token¬ 
less or token block ins- 

truments .. .. 5 3 8 10 6 16 15 9 24 

(ii) not equipped with Block 

instruments .. •• •• •• 1 •• 1 1 .. 1 

(Hi) during failure of block 

instruments .. .. .. 1 .. 1 1 .. 1 


P=Pas8enger Trains. 
G=Goods Trains. 
T=Total 


Total .. 11 12 23 13 8 21 24 20 44 
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Annexure LIV — conld. 

CAUSES OF BREACH OF BLOCK RULES—ANAL\SED—con<t/. 



Broad Gauge 

Metre Gauge 


Total 



p 

Q 

t’ 

P 

G 

T 

i 

P 

G 

T 

2. Traim entering a section with¬ 
out an authority to proceed or 
with an incorrect authority to 
proceed (not resulting in 
collision or averted collision) 










(a) on double line sections .. 

II 

0 

20 

3 

2 

5 

14 

11 

25 

(6) on single line seciiuna 

21 

IS 

39 

41 

58 

90 

62 

76 

138 

Total 

32 

27 

69 

44 

60 

104 

76 

87 

163 

3. Reception of trains on blocked 
lines, or wrong lines or des¬ 
patching thein into a wrong 
line by incorrect setting of 
points (not resulting in colli¬ 
sion or averted collision) 










(<i) on double line sections 

21 

7 

28 

2 

1 

3 

23 

8 

31 

(6) on single line sections 

9 

7 

16 

16 

11 

27 

25 

18 

43 

Total 

30 

14 

44 

18 

12 

30 

48 

26 

74 

4. Miscellaneous causes; 










(o) on double line sections .. 

« 

6 

12 

1 

•• 

1 

7 

6 

13 

(6) on single line sections 


3 

3 

9 


9 

9 

3 

12 

Total 

6 

9 

15 

10 

•• 

10 

16 

9 

25 

5. Total Block Irregularities 

79 

62 

141 

85 

80 

163 

164 

142 

306 



NATURE AND EXTENT OF BLOCK IRREGULARITIES—RAI LWAY-WISE 
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Annexure LVI 

INCIDENCE OF DISREGARD OF SIGNALS 

Broad Gango Metre Gauge Ttital 

Year t - ^ -^ r" '—' * —' ^— 



A 

B 

A 

B 

A 

j; 

1963-64 .. 

142 

•63 

46 

•31 

187 

•46 

1964-65 .. 

161 

•56 

37 

•27 

188 

•45 

1965-66 .. 

141 

•49 

44 

•31 

186 

•13 

1966-67 .. 

.. .. 132 

•46 

30 

•21 

162 

■37 

1967-68 .. 

134 

•45 

39 

•28 

173 

•40 

Total .. 

700 

1 

1 

195 

•28 

895 

•42 


A=Nunibcr of cases of disregard of aignals. 
B=Rate per million train kilometres. 


ANNSaOJRE LVII 

DISREGARD OF SIGNALS BY PASSENGER AND GOODS TRAINS ON BROAD GAUGE AND METRE 
GAUGE SYSTT:MS OF DIFFERENT RAILWAYS WITH CORRELATION TO DENSITY OF TRAFFIC 
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A—Number of cases. 

B—Rate per mOlion passenger train kilometres. 
C—-Bate per mOIion Goods train kilometres. 

D—Bate per million train kilometres. 
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Annexure LVIII 

TYPES OF SIGNALS DISREGARDED 


Signals Uisrogardod 


19.‘>7.58 to 1962.fi3 


196.1-64 to 1967-68 

Broad Gauge 

Metre Gauge Broad Gauge 

Metre Gauge 


No. 

o/ 

■ -No. %’ 

No. 

^ r 

Of 

/O 

No. 

0/ 

/o 

Approach aigiiaU .. 

264 

25-2 

80 33-4 

196 

28-0 

74 

38-0 

Departure signals .. 

490 

40-7 

36 16-9 

294 

42-0 

61 

31-2 

Two or more signals 
simultaiiuoualy ,, 

141 

13-4 

66 24-7 

111 

15-9 

47 

24-1 

Automatic and semi¬ 
automatic signals, 
Manual stop sig¬ 
nals, gate signals on 
automatic territory 

Not dasailied separately, included 
in other signals 


47 0-7 



Engineering signals 

64 

01 

20 8-9 

45 

6-4 

9 

4*7 

Gate and other sig¬ 
nals 

90 

8-6 

34 16-0 

7 

1*0 

4 

2-0 

Total 

1049 

lOO-O 

226 1000 

700 

100-0 

19.3 

100*0 



INCIDENCE OF DISREGARD OF DIFFERENT TYPES OF SIGNALS—RAILWAY-WISE 
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Tot«l(a-f b-|-c4- 
d-i-B-ff) 













signals. Manual 
Stop signals, gate 
signals on auto¬ 
matic territorj’ 


211 



(c) Home, Starterand AdraDoed Starter 
(/) Starter and Advanced Starter 

Total 


























SERVICE PARTICULARS OF DRIVERS HELD RESPONSIBLE FOR DISREGARD OF SIGNALS DURING 

THE FIVE YEARS 1963-64 TO 1967-68 


213 



^iv) Ntunberof Drivers with no punishments 38 40 - 27 12 7 28 7 25 60 244 36'9 

(e) Servioe record not available 7 .. .. 7 10 

L/P(D)TRB—16 
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AN^tXURE LXII 

INCIDENCE OF AVERTED COLLISIONS—RAILWAY-WISE 


Railway 


Broad Gauge 


Metre Gauge 


Number Kate par 
million 
train 

kilometres 


Number Rato per 
million 
train 

k i lomet re 


Central 

46 

16 

D 

ti'J 

Eastern 

14 

■06 


Northern .. 

.14 

■12 

4 

•ti6 

North Eastern 



26 

■18 

Northeast Frontic- 

3 

•20 

26 

•13 

Southern . . 

22 

•16 

16 

(18 

South Central 

0 

•17 

o 

•07 

South Eastern 

11 

06 



Western 

19 

■12 

11 

•08 

Total 

157 

11 


13 


Annexure LXIll 

TYPES OF AVERVED COLLISIONS—RAILWAY-WISE 


Jluilway 


Between 
two 
tni’ns 
incluci ii;; 
between a 
train and 
light 
engine 


Between a 
train and 
shunting 
engine or 
vehielee 
during 
■ihimting 


Betw een a 
train & 
a rivko or 
vehieles 
or li>ad 
stabled on 
a ninning 
line 


Between a 
tra’n and 
bufter 
eiitl'' or 
other 
stationary 
objects 


Between a 
train and 
trolly 
or 

lorry 


Total 


'~BG Itit? ItC >K: ^0 MG ' BG ^ MG “llG MO ' BO MG 


Central 

26 

•> 

5 


14 


1 

4C 

O 

Eastern 

11 




1 



14 


Northern .. 

12 

1 

0 

I 

10 

♦> 


34 

4 

North 

Ea.stcrii 


18 


>2 


0 


I’G 

Northeast 
Ifhontier .. 

3 

18 


4 


4 


3 

20 

South, rii .. 

18 

14 

2 


2 

2 


22 

10 

South 

Central 

0 

1 



1 

1 


.. 6 

2 

South Kas- 
tern 

II 


2 





13 


Western .. 

18 

? 


3 

1 

5 

1 

1 10 

i.i 

Total 

164 

.A 7 

15 

10 

37 

20 

1 1 

1 1.57 



■■"nT 


L/P(I))IRB—16a 






Annexore LXIV 

SERIOUS ACCIDENTS—CAUSE-WISE ANALYSIS 


Cauaes 


Table i Table n 

-« - , ^ - -*■ — • 

1937 to 1962 1963-64 to 1967-68 


Total Porccii- 
number tage 
of of the 
aooideata total 
aocidenta 


Percen- Total Pereen- Percen¬ 
tage number tage tage 

of item of of the of item 

3 auuidenta total 6 

aeoidenta 


1. Drivers disregarding 
signals or running at 
exoessive speeds or 
violating safety rules. 

2. Station staff responsible 
for inoorroot sotting of 
Mints on receiving/ 
despatohing trains 
on blocked lines or 


22 


29-7 


39 3 


21 


26-6 


37’6 


sections 

18 

24-3 

321 

12 

16-6 

23-2 





plns*l 



3. Accidents caused by 







wilful tampering with 
track or other acts of 
sabotage e.g. blowing 
up of tracks/bridges or 
vehicles 

12 

16-2 

21-4 

17 

21'6 

30 4 

4. Accidents at road level 







crossings : 

(») caused by failure of 
railway staff 
(»») caus^ by road 

1 

1-4 

1-8 

•» 

• • 

• • 

users 

3 

4-1 

6-4 

6 

6-3 

8-9 

6. Total of the above 







four categories 

66 

75-7 

1000 

56 

710 

100-00 

6. Defects in engines .. 

2 

2-7 


1 

1-3 

/ 

7. Failure of rolling stack 

3 

40 


2 

2-5 

. , 

8. Failure of track 

4 

6-4 


3 

3-8 


9. Fires in trains 

10. Rash acts of trave¬ 

2 

2-7 


3 

3-8 

•• 

lling public or out¬ 
siders 

2 

2-7 


3 

3-8 


11. Accidents caused by 







natural calamities e.g. 
unprecedented floods, 
tidal waves, etc. 



' 

3 

3-8 


12. Kxplosions in trains 







not caused with the 
intention of sabotage 




2 

2-6 


13. Miscellaneous causes 

14. Cause could not be 

6 

6-8 


4 

60 


determined by the 

ACRS 




2 

2-5 


16. Grand Total 

74 

100 00 


79 

100 00 

, , 


♦One accident was inquired into by a Commission of Inquiry. 




CASUALTIES AND DAMAGES IN SERIOUS ACCIDENTS 
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Sl'ATEMENT SHOWING PERCENTAGE OF UTILISA 1 ION OF TRAINING FACILITIES 
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^ 88 1 74*5 given 

(6) Class IV Staff .. ' 6I*fi 6S-0 66-0 84 0 ry2-2 51-2 96 0 44-3 No fignreH 73-6 77*7 

• _ given _ 

Notes: (l)Soufchern Railway did not supply the reijuisite inforniatiim. • 

(2) The staff of South Central Railway arc sent to Zonal Training Schools of the Central and the Southern Railways. 



Annexure LXVII 

STATEMENT SHOWING EDUCATIONAL QUALIFICATIONS, DURATION OF INITIAL AND 
REFRESHER TRAINING AND PERIODICITY OF REFRESHER COURSES FOR VARIOUS 
CATEGORIES OF STAFF. 
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An.\exur£ LXV'II— contd. 
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I. Block Signal or Eleotric Signal MuintAiaerB for 
maintonanoe of (rack oircuita, roate relay 
intariooking, oentraliaed traffic cootxttl, aoto* 
matio block signalling «« . • .. (t) Apprentice 

Signal main- 
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.s 

§ 


4 

c 

•A 

4 

B 

*N 

•35 1 

I 

cc 

Nothing 

apooified 

Not 

mentioned 

2 montba 
Nothing 
mentioned 

Nothing 

mentioned 




O-N » ^ £ 

-s-§2 -Ssilgig 

>>S'2 » ®,5 s 
cs -.s. 5« K “ 


^g'sl 3 ai, 

cl‘1 la |1 


a o c 

©•430 
jO te 'ia 

1=2 
.2 a 

« H C 


Note South Oeutrai Railway followa the policies Central and Southern Railway-* in tlie portions taken from each of these 



Annexure LXVIII 

PERCENTAGE OF SHORTFALL AS BETWEEN THE STAFF DUE TO ATTEND THE REFRESHER 

COURSES: 
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y. .. l/ ft i*- I .. .. -M V UO J V io -. .. ^ » 

10. Yard 7;J 4 63-7 .. 100 0 71-4 Nn trjiiniuf* N«> figun-s 70 (» ^2 0 I.*} 0 31-5 40 8 42-2 40-4 

11. Driverb and ...... 

Motorrnon .. .. ..47-1 48-5 51680 020 33*8 130 30-3 25 0 9 0 OC 12() .. 4-3 .. lf>-3 25 1 

(Drivf^rs) 



12. Shuntors . . 32 4 28 7 ^ 78-2 73*5 9 81-4 73-0 01-9 No figure® 40-0 .. 56*0 18-2 41-2 12*6 

Xo K^rpshor 
Course. - 

13, A8*?tt. Dri- 
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In»p<ctur9 .. 50-7 61 1 !)7 0 95 0 78-4 77-8 80 0 87-8 .. .. 73 0 58 0 09 0 71 0 76-5 81 0 
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Annkxure LXIX 


DIRECT RECRUITMENT I O INTERMEDIATE GRADES OF CER 
TAIN CATEGORIES OF CLASS III STAFF DURING 1965-66 TO 
1967-68. 



Percentage pres¬ 
cribed by 

1965-00 

1906-07 

1967-08 


' Hail- 
ways 

Rail¬ 

way 

Board 


B 

A 


A 

B 

'I'nAFKlC Arl'RBNTycES 

Central 

2.5 

25 

7 

60 

14 

140 

14 

233 

Eastern 

25 

25 

14 

3.3.1/3 

9 

13 

S 

br)-2/H 

2 

Northern .. 

75 

25 

8 

2 

12 

3 

8 

North Eastern 

25 

25 

S 

15 

1 

6 

11 

48 

Northeast Frontier 

26 

25 

4 

25 

1 

25 

3 

25 

Southern . . 

25 

26 

11 

26 

18 

2.6 

15 

26 

South Central 

26 

26 

4 


2 




South KastcTu 

26 

25 

13 

li 

13 

4.5 

i,5 

2S 

Woatern 

25 

26 

16 

04 

2 

26 

2 

25 

AsaiSTAWT SiONAl. & 

Block Isspsctors 

Central 

■26 

1 

8 

26 

1 

25 



Eastern 

40 

1 

14 

14 

2 

2-1/2 

3 

3.1/2 

Northern .. 

<l(i-2/3 

40 

2 

12.6 

2 

) • 2.5 

:’l 

10 

North Eastern 

40 

40 



3 

22 

1 

10(1 

Northeast Frontier 

40 

40 







Southern .. 

40 

40 

79 






South Central 

40 

40 







South Eastern 

40 

40 







Western .. 

40 

40 







AsSISTKltT i’LRMANtnVT 

Way InsrKcioRs 

Central .. 75 

76 

14 

70 





Eastern 

75 

76 







Northern .. 

75 

75 




fi-76 



North Eastern 

75 

75 

9 



■ . : 

io 

100 

Northeast Frontier 

75 

75 



3 

75 

14 

75 

Southern .. 

75 

75 

143 






South Central 

75 

75 

6 


o 




Sooth Eastern 


76 







Western .. 

75 

76 







USOBANICAL ChAROE- 

Mkn 

Central 

25 

80 





4 

65 

Eastern 


(of App. 

. . 






Northern .. 


Mechft- 

nicH.) 







North Euatern 

00 

T)o. 

i2 

80 

14 

100 

14 

48 

Northeast Frontier 

80 

Po. 






Southern .. 

00 

Po. 

80 






South Central 

00 

Po. 

7 


3 




South Eastern 

40 

Po. 







Wcflf^Tn . . 

00 

Po. 



26 

1.3 
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Annexure LXIX — conid. 


Railwnys 


Pei'cenlage 

prescribed by 1965-6(1 1966-67 



ways way 
Board 


Train Examdisbs 

Ctentral 

50 

80 

27 

15 

19 

87 



Eastern 

, , 

80 

. , 

. * 

. » 

• • 

• • 

. • 

Northern .. 

50 

80 

6 

3 

• • 

, * 

• * 

• , 

North Eastern 

37-1/2 

80 

1 

100 

. . 


9 

100 

Northeast FrMitii r 

50 

80 


. 

, , 



• * 

Sonthern .. 

37-1 

80 

9 


8 


7 

. . 

South Central 

50 

80 


, , 

, , 


24 

• . 

South Eastern 


80 



, , 

. , 

• • 

• • 

Western 

371 

80 

18 

22-5 


. . 

. . 

J * * 


Firemsn Gkaue I 

Central 

80 

75 







Eastern 

75 

75 


. 


, 

, , 


Northern .. 

75 

75 

21 

16-76 

, 


08 

51 

North Eastern 

75 

75 

51 

100 

44 

100 

2 

100 

Northeast Frontier 

75 

75 

0 

76 

2 

75 

,, 


Southern .. 

75 

75 

49 

75 





South Central 

75 

75 

8 


6 


in 


South Eastern 


75 







Western .. 

, 75 

75 



30 

20-5 



Inspectors of Works* 

Cktntral 

25 

25 

i'} 

43 





Eastern' .. 

25 

25 



, 




Northern .. 

25 

25 





, . . 


North Eastern 

25 

25 



3 

100 

2 

8 

Northeiist Frontier 

25 

25 







Southern .. 

25 

25 

4 






South Central 

25 

25 







South Eastern 

25 

25 







Western 

25 

25 



i 

5 




Block Signal ani> 
Telecommun 1C ation 
Inspectors* 

Central 

25 

25 

3 

12 





Eastern 

25 

25 



6 

20- 5 



Northern . . 

25 

26 

3 

0-5 

3 

0-5 

•i 

0-.5 

North Eastern 

26 

25 


, , 





Northeast Frontier 

25 

25 

o 

26 





Sonthoni .. 

25 

25 







South Central 

26 

25 







South EasU-rn 

26 

25 







Western 

25 

25 



2 

7-i 
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Annexure LXIX — concld. 


Percentage 

prescribed by 1965-66 1966-67 1967-68 

Railways i--—^ -*- t --\ i-' ~ 

Rail- Rail- A BA BA B 

ways way 

Board 


Mot OKU hn 

Western .. 100 .. .. 4 23*52 9 32*14 

Noth : No direct recruitment to this category on other railways, 

A : Number of staff recruited direct. 

B : Percentage of staff recruited direct. 

♦Engineering graduates are recruited as Inspectors of Works & Block Signal and Tele¬ 
communication Inspectors only. 

Note : Southern Railway has a..»t furnished the information asked for in the proper pro¬ 
forma. 



EXERCISE OF DISCIPLINARY POWERS BY SENIOR SUPERVISORS DURING 1967 68. 
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Western .. .. 34 21 23 7 24 26 80 83 02 77 83 305 

All Kailways No. .. 438 174 130 llo 248 337 825 305 795 793 ' 1,251 3,234 

Percentage .. .. 15-8 13-3 TOJ 408 12-2 24 0 24-5 38 7 




STATEMENT SHOWING |URISDICTION OR BASIS OF DETERMINING OF THE STRENGTH OF 

INSPECTORS. 



@Equat«d track kilometrage. 




Annexure LXXII 

STATEMENT SHOWING SI AFE HELD RESPONSIBLE FOR CAUSING ACCIDENTS. 
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STATEMENT SHOWING PERCENTAGE OF VARIOUS CATEGORIES OF STAFF PROVIDED 

WITH QUARTERS AS ON 31-3-64 AND 31-3-68. 
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AVERAGE NUMBER OF DAYS TAKEN IN FINALISATION OF ACCIDENTS CASES. 
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South Eastern 



INCIDENCE OF FAILURES OF SIGNALLING AND INTERLOCKING GEARS. 
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An'xexure LXXVII 

INCIDENCE.OF TRACK CIRCUIT FAILURES 

No. of track circuit failures 

Railway /--*- 1 Remarks 

1963-64 1964-6S 1965-66 1966-67 1967-68 Total 


Central .. .. 22 

8 

300 

368 

471* 

723 

2,090 







*Onco incidence 

Eastern .. .. 47i 

5 

467 

464 

607 

678 

2,681 took place on 







‘Unsafe side'. 

Northern .. ■ .. 36 

2 

640 

644 

896 

970 

3,412 

North Eastern 

4 

10 

15 

31 

34 

94 

Northeast Frontier 4i 

0 

37 

49 

306 

416 

847 

Southern .. ., 24 

0 

334 

409 

623 

386 

1,892 

South Central 




139 

92 

231 

South Eastern .. 3 

7 

63 

62 

87 

233 

472 

Weatem .. .. 17 

0 

205 

163 

338 

.331 

1,207 


All Railways 


1,660 1,946 2,1G4 3,398 3,762 12,826 



SHORTFALL IN OVERHAUL AND REPLACEMENT OF LEVER FRAMES AND BLOCK INSTRUMENTS 
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AUBtilways .. 645 947 364 272 254 113 117 87 46 22 438 589 288 218 



INCIDENCE OF FAILURES OF STEAM ENGINES 
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Number of Engine failures. 

Average kitometrage per engine failure* 





Annexur£ LXXX 

MAIN CAUSES OF STEAM ENGINE FAILURES ON BROAD GAUGE AND METRE GAUGE RAILWAY WISE. 
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Note : Perooatages relate to the total number of engine failures on same Railway 



TIME ALLOWED FOR EXAMINATION OF GOODS TRAINS 
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North Eastern Railway 1 hour 30 minntes 45m'nutes .. 1 hour 30 minut€B. 

Northeast Frontier Railway. 2 minutes per wagon for intensive examination tiO minnte^ for train's inten- 3 minutes pet wagon for intensive examination. 

sively examined at ori- IJ minutes per wagon for ordinary examination. 
1 m‘aute per wagon for ordinary exam nation. ginitsHg stations. 
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INCIDENCE OF HOT BOXES ON COACHING STOCK BG AND MG FOR 10 MILLION KILOMETRES 

DURING 1960-61 TO 1962 63AND 1963-64 TO 1967-68. 
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AM, Railways 










CAUSE WISE ANALYSIS OF HOT BOXES ON COACHING STOCK FOR BROAD GAUGE AND METRE 
GAUGE RAILWAYS FOR THE YEARS 19G3 64 TO 1967-68 SHOWN IN PERCENTAGE. 
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roller bearing lailarea, water or dirt 
contaminated packing, badly metalled 
brass & bearing brass deficient etc. 

etc. .. .. .. .. 27-6 29-4 29-2 426 44-2 36-2 31-22 31-55 30-46 32-61 37-0 33-5 















INCIDENCE OF HOT BOXES ON GOODS STOCK B.G. Sc M.G. PER MILLION KILOMETRES DURING 

I%0-61 TO 1962-GX AND 196364 TO 1967-68. 
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All Rulwats .. .. .. 6-30 6 3 7 43 0-9 7-3 5-7 3 9 3 7 2-36 1-93 2-85 2 9 1»3 1-4 1-5 1-6 









CAUSE WISE ANALYSIS OF HOT BOXES FOR GOODS STOCK. ON BROAD GAUGE AND METRE GAUGE 
SECTIONS FOR THE YEARS 1963-64 TO 1967 68 SHOWN IN PERCENTAGE. 
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Annexurf. LXXXVI 

NUMBER AND PERCENTAGE OE OVERAGED COACHING AND 
GOODS STOCK. ON THE RAILWAYS AS ON 31 3 68 


Railways 


Coaches 



Wagons 


t 

Holdings 

Number Percentage 
ovoraged 

Holdings 

Number 

ovoraged 

Pcrcentug 

Broad gauge 

Central 

2,3U 

639 

27-61 

63,662 

3,775 

7-05 

Eastern 

3,782 

883 

23-35 

68,349 

5,094 

7-45 

Northern .. 

3,38a 

936 

27-62 

59,672 

2,996 

5-02 

North Eastern 







Northeast Frontier 

284 

11 

4-17 

34 

6 

14-70 

Southern .. 

2,192 

269 

12-27 

25,655 

983 

3-83 

South Central 

.. 





•• 

South Eastern 

2,448 

498 

20-34 

45,946 

2,830 

6-18 

Western ., 

2,992 

619 

17-35 

36,548 

2,762 

7-77 

Total 

17,381 

3,756 

21-6 

2,88,765 

18,445 

6-40 

Metre gauge 

Central 

•• 

•• 

•• 




Northern .. 

1,254 

370 

20-0 

8,897 

2,040 

22-63 

North Eastern 

3,487 

539 

15-46 

30,130 

4,328 

14-30 

Northeast Frontier 

1,997 

283 

14 17 

12,624 

-1,678 

12-50 

Southern 

2,B46 

554 

20-9 

21,951 

3,176 

14-60 

South Central 

•• 

•• 

•• 




Western .. 

6,604 

838 

14-95 

26,389 

2,140 

8-10 

Total 

14,987 

2,584 

17-2 

99,991 

13,282 

13-30 


Notes : 

1. The Soiith Central Railway did not furnish the Ogurea. 

The Central Railway has stated that they do not own any M.G. st .ck and thi ir reqolre- 
p. nte are mot by the S.C. Railway. 
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Appendix 

THE RECOMMENDATIONS/OBSERVATIONS OF THE RAILWAY 
ACCIDENTS COMMITTEE (1962) AND REMARKS OF THE 
RAILWAY BOARD ON THE ACTION TAKEN ON THE RECOM¬ 
MENDATIONS NOT DEALT WITH IN CHAPTERS IV AND V. 

Board’s remarks 

Reootamen- RsoomniBadation/Obaervationmade by the Note; [Remarks within 

dation No. Railway Accidents Committee (1962) parenthesis of the type] are by R,A.I.C.-I968. 



Part I 


Chapter 1 


INTRODUCTORY 

1. VVehiVa decided to take a period of five years This is an observation. The relevant paras 
from lat April, 1957 to Slat March. 1962 for contain only factual position, 
our statiatioal study of accidents on the 
Indian Government Railways. We have 
excluded the privately owned narrow gauge 
lines from the purview of this Report. 

2(») Wo have divided train accidents into two main This is an observation. The relevant paras 
categories from the point of view of their contain only factual position, 
effect on safety of trains viz. (o) consequen¬ 
tial accidents and (b) indicative accidents. 

In addition, we have also made a study of 
technical accidents whi<* involve breach of 
basic rules of safety without resulting in 
actual accidents. 

2(ti) In view of the fret th St consequential aooi- The relevant paras contain only factual 
dents, which constitute only 22 per cent of position. ' 

the total train accidents were responsible 
for 98 per cent of the casualties and 73 per¬ 
cent of damages caused by all train accidents, 
we have decided to focus our study on this 
class of accidents. In doing eo, wepropose to 
reinforce and strengthen our conclusions 
from a study of indicative and teohnical 
accidents. In adopting this lino of approach, 
we fall in lino with the practices followed 
on many railways in foreign countries. 

Chapter II—ACCIDENTS TO PASSENGER TRAINS 

3. Our study of oouseqoeutial aooidents to This is a recommendation which required 

p Dsenger trains indicates the need for more_ continuous action. The Railways are paying 
intensive preventive action on the metre oonoerted attention in pursuance of the 
gauge and the narrow gauge. recommendation. 

4{i) The first objective of the Indian Railways The Railways were advised to aim at bringing 
should bo to aim at reducing the inoidenoe of down the incidence of collisions to 0-14 

collisions on the broad gauge and metre per million passenger train miles. The Rail- 
gauge to about 0-14 per million passenger ways are making constant endeavours to 
train, miles. achieve this target. 

[Also see Chapterll Para 21] 

4(m) Special educational and admonitory drive Railway Administrations wero asked to take 

among station and shunting staff is required necessary action, 
to reduce collisions between trains and 
shunting engines which form 30 percent of 
their total. 

L/P(D)lRB-17(a) 
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Appendix— contd . 


2 


3 




4(»t)) 

4{y) 


Tbe inoidenw of odllUionB botweea trains 
and trolleys shows an abnormal inoreaso and 
is 32 par ooafc of thu total. Vigorous aotion 
should bo takdn to reduce them. 


[See Chapter IV. Para 349.] 

We snggest that trolley refuses should be 
provided in tunnels and on bridges in aooor* 
datioo ^th the Sobodule of Dimensions, both 
on main and branch lines, as also at adequate 
distances in deep cuttings where necessary. 


The Railways were directed in 1903 to Ins¬ 
titute a special drive to bring home to the 
trolley holders the serious ri^ involved to 
themselves and to the travelling public in 
disregarding tbe safety rules in running 
and protecting the trolloyn on line and 
to take stern measures against those found 
not complying with the rules. The in.specting 
officers were also directed to ensvro that 
trolley holders have knowledge of safety rules 
and to test the equipment frequently on 
their inspection. Tho.se instructions are 
being oomplied by the Railways. 

{See also Chapter 11, Pare tl8]. 

Railways bave provided nearly 848 additional 
trolley refuges on bridges and 42 in tunnels 
bo-hdes as required in cuttings. The balance 
number of trolley refuges Lt> be provided 
(82 on bridges and 1 in tunnel) are in various 
stages of progress/planning. Provision of 
trolley refugee on some tunnels on Central 
and Intern Railways has, however, not been 
planned due to technical difficulties and 
high cost, Tbe rulee for trolley movement 
have, however, been modified to ensure safety 
on Buoh sections. 


4(W) 


6 . 


«) 


{ii) 


82 per cent of ooUisions involving p^onger 
trains wore caused by lapses of station staff, 
drivers and permanent way staff. Prompt 
action shoulo be taken to reduce their 
number by instructional propaganda and 
deterrent punitive action. 


66 per cent of the averted collisions wore 
caused by station staff and 17 per cent by 
drivers. The basic causes of ooiliftions and 
averted oollinious being identical, similar 
action as suggested in respect of collisions 
should be taken to remove the basic causes 
of averted collisions. 

Our analysis of p k'^se.iger train derailments 
show that : 

Derailments per million passenger train 
miles ou metre gauge and narrow gauge 
have been 3 and 16 times the corresponding 
figures on broad gauge. 

Lapiea of railway staff wore responsible 
for 27 per cent of derailments. 


The Safety Organisation sot up on tbe Rail 
ways is engagedin an intensives afety orieutol 
educational propaganda. The necessity of 
detorrent action against tbe staff wlio cause 
accidents by their lapses has been impreased 
upon by tbe Kailways from time to time. Tbe 
beads of the departments on tbe Railways 
are required to keep a personal watcb over 
the adequacy of punisbmont. Wbenovur 
punishments are found on the loaient side 
tbe matter is also suitably taken up by 
the Board with the Railways. 

Tb 0 lapses on tbe part of the drivers and station 
staff causing averted colliHioni are viewed 
with the same seriousness as in the ease of 
collisions as regards the punitive action. 


This is an observation only. 


This is an observation only. 

(See also Chapter TT, Para 47 ]. 

This is an observation only. 

{See also Chapter tl, Para fi6 ]. 


Contribution of track defects and engine and The standardised maintenance schedules bave 
rnlUng stock defects to derailments of been introduoed on all Railways and rolling 
passenger trains was on the high side. This stock maintenance is receiving adoqna^ 
indicates tinsatisfaotory maintenance and nmphaets on all Railways, 
emphasises the need for Detter maintenance. 

Metre gauge and narrow gauge need more 

attention in this respect. [See also Chapter II. Paras 57—64]. 
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Appendix— contd . 


1 


2 


3 


»(‘o) 




7(ii) 


7(«0 


7(i«) 


7(r) 

7(i>i) 

7(«i) 


7(t»ti) 


O^oer-i holdlag doptirtmonUil otiqairiM 
Hhoald ondoavour to arrive at proolao find* 
ing4 in all oases. 


The number of lovul orosaing aooidenU in 
gonorally on tbe inoroaao. 


Our anaJyaU of the oautea of aooidente at 
manned and unmanned Level oroaein^ 
indiotes that manning of levol oroeaingD is 
not the complete remedy against their ocen* 
rrenoa. 

per cent ao eldonteat manned level 
oroAsin^ were due to failnre of gatemon 
indicating that either the gateraen are 
oareles.H or their number is inadequate. 


Wo suggest that additional gatemen should be 
provided where neoeesary. Oaeed on a yard* 
stiok to belaid down by the Railway adminis¬ 
trations after investigations. 

[See Chapter IV, Para 408.] 

[See Chapter IV, Para 403.] 

Cattle crossings should be reviewed and oon- 
verted to *C'class lovel crossings where)u.Hi- 
fied. 


We find that 77 pai oent of the total number of 
aoeidentd at alllevel orossinga were caused by 
failure of road users. 


Ra>lw% 3 rs wero advised to impress upon all 
officers that they should always end endavour 
arrive at precise findings. Where, however 
a oombination of factors is inevitably bold 
to be responsible for an aooident they should 
attempt to quantise tbe relative oontribution 
of each of the factors to the extent possible. 
The Railways are oomplying with the 
instructions to the extent possible. 

[See also Chapter II, Pars 77] 

This item gives only the actual position. 
Efforts are being made to minimise the 
iticidonoo of levol crossing accidents bv im¬ 
plementing the recommendations made bv 
the [Kuiixru] Committee lathis regard. 
The number of accidents both at manned 
and unmanood level oroesings has come 
down firom 168 in 1962-63 bo 104 in 1060-67. 
[See also Chapter II, Paras 88-89]. 

Instrootions were issued to the Railways in 
1963 to ensure stricter supervisions in the 
work of gate-keepers and test of knowledge of 
safety rules. Orders were also issued for taking 
periodical oensqs of level crossings inoloding 
cattle crossings once in every 6 years and 
taking appropriate action for manning/ 
upgrading In consultation with tbe state 
Governments after obtaining their acoep- 
tanoo as per extent rules. TbeRailwa)^ have 
been asked to vigorously pumse with the 
State Governments regarding tbe work of 
manning and provisions of bumps on the 
approaches of tbe nnmanned level crossing 
Instructions are being complied by tbe Rad- 
ways. 

[See also Chapter IV, Para 403 ]. 

The Railways have been advised that while 
deciding manning/upgrading including posting 
of additional gatemen, they should tuie into 
oonideration local conditions, pattern and 
quantum of both road and rail traffic as 
well as tbe need for economy. 

[See also Chapter TV, Para 403J 


This is in accordance with the present policy. 
The attention ofthe Railways has been drawn 
to tbe [Kunsru] Committee's recommenda¬ 
tion. On South Eastern and the South 
Central Railways, the review has been com¬ 
pleted. No. upgrading of class level 
crossings was found necessary. In certain 
areas in Raiasthan, cattle oroesings are now 
being upgraded into'C* class level oroseings 
in consultation with tbe State Govtfument. 
Review on other Railways is In progress. 

Railways have provided road signs (stop 
boards) at tbe approaches to all unmanned 
level crossings. Regarding provision of 
bumps, matter is still under correspondence 
with the Ministry of Transport who 
have not oommumoated their dooision in the 
matter. Some bumpe have, however, been 
provided in Andhra Pradesh and Mysore, 
[See also (Napier XV, Para 403] 
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Appendix— conld . 


1 


3 


3 


8(t) Wo r iqaeat inToitigationii into th« aleotrioal In regard to the teohnioal inveatigatlon, the 
dofooti wbioh oaiised the largeet number of oanaee of eleotrioal Are caeoa whieb took place 
dret in paseonger traina. from 1957*58 to 1961*82 were analysed. It 

wae noticed that 49 per cent of the fire 
oases or.ourreddue to slsekneesinmaintenanoe 
and about 35 percent of the case were due to 
dofoote oansed by tampering of equipment by 
miscreants. Accordingly, the Railway 
Board issued instructions in November, 1963 
to tighten up the maintenance and security 
■ arrangements. A detailo<l investigation into 
the causes of fires was also carried out by 
R.D.8.0. to minimise the risk of electrical 
fires and they have issued a code of practice 
for train lighting maintenance in regard to 
the prevention of fires. 


A new Act, vix.. Railway Property (Unlawful 
Possession) Act, 1968 was also passed and 
(»me into force with effect from 1-4-1968. It 
is felt that the operation of this Act will go a 
long wav in bringing down the incidence of 
thefts of electrical fittings. 


S(i() Raiiwaysshoiitdintensifythelrpropagandafor Railways were advised that propaganda cam- 

warning paasoiigera and railway staff of the paign which they have already nndertaken 
fire haxards. should be intensified for warning the paaaon- 

gers and the railway staff about fire haxards. 
They were also asked to cany out the pro¬ 
paganda through other media like display of 
advertisoments, cinema slides etc. The Rail¬ 
ways are taking action accordingly. 


9(() .Serious note should bo taken of casesof breach Serious note is taken of the cases of basic rules 

of basic rules of safety, 90 per cent of which of safety, and deterrent punitive action is 
were committed by station staff and drivers, taken. Instructions have also been issued that 

apart from the punitive action, drivers and 
station staff wno are held responsible for 
violation of basic rules of safety should bo 
singled out for oorrootive antion and a 
special watch should bo kept over their subse- 
queut working. 


9(«) 


Drivers were responsible for 85 per cent, while 
station staff and others were responsible for 
ISpercent oftbecasesof trainspaasingsignsi 
at danger, Casea of disregard of more than 
one signal at a time were also appreciable. 
These oleuly establish ths needof apersonali • 
sed and maas propaganda amongst these staff 
with a view to make them vigilant and alert 
in the observance of signals. 


I^ilways were advised to take action on the 
bseis suggested by the Railway Accidents 
C!ommitteo(1952).RaiIwaysare taking action 

aocordmgly. 


[See also Chapter IV, Para 303.] 


9 («») 


We suggest that a driver must operate a 
mitiimum number of throe trips for learning 
the rood. A driver who has not operated on a 
section for fix montiis should again learn the 
road before working on ths section. 


Inxtmotions that a driver mnst operate a 
minimum number of three trips for learning 
the road and a driver who baa not operateil on 
a sertion for six months should again learn the 
road before working on the section have been 
issued to the Railways. On hill and ghat sec¬ 
tion or any other Section requiring special 
attention, a driver is required to make ad¬ 
dition^ tripe as may bo proscribed having 
regard to the nec4s of each case. * 
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10(0 


10((0 


11 


12{t) 

12 (») 

13(0 

13(i0 

H(0 

U(i0 

IS 


Wd Uavo ma'lo a detailed fltady of the 74 oaads 
of sdriotiH aocidenti^ into which statutory 
onquirie.'^ wero held by the Government Ins- 
pniJtor'} of Hailwaya/Additional Oummiasion. 
era ofKailway Safety.Whiletho numberof 
theae accidents constituted only 3 per cent of 
the total numbor of con.Hetiuonttal passenger 
train accidents, they resulted in 92 per cent 
of deaths, 68 per (sent of i n j u rics and 68 * 5 per 
cent of damages caused by all of them. 

Acoidenta caused by the lapses pf drivers, eta* 
tion staff and gatemon and road users and 
by miscreants tampering with track were 
responsible for 87 per cent of fatalitiee, 92 per 
cent of injurim and 00 per cent of damages 
resulting from all the 74 Merious accidents. 

Theinoreaseinacoidantsdueto human failure, 
as compared with tho previous quinquennium, 
is disquieting. The number of f^ures of loco* 
motives, rolling stock and permanent way 
and dres in trains have, however, shown a 
decline. 


This is merely an observdtloD containing the 
facto al position which did not require any 
action. 

[See also Chapter III. Para 180.] 


This is an observation and did not require any 
act.ion. 

fSee also Chapter III, Para 183.] 


With a view to check human failures, safety 
organisation was set up on all the Railways 
and in the Board's Office in accordance with 
the recommendations of the[Kunzru] Com¬ 
mittee and safety propaganda was undertaken 
on the linos suggested by the [Knniru] Com¬ 
mittee. As a result thereof tho number of 
accidents attributable to the failure of railway 
staff hawe oomo down steadily from 1016 in 
1962-63 to 679 in 1066-67. 


AoquituU of staff hold responsible for aooi- This is an observation and did not require any 
denU, do not sub.itantially alter the position action, 
of the overall staff responsibility. 

[Sec Chapter IV, Para 328.] 

CiuPTW In-^OHATSILA, MAINPURI AND KOSGI ACCIDENTS 
Qhatsifa Accident 


We agree with tho Additional Commissioaer of 
Railway Safety and the Commissioner of 
Railway Safety that the Ghatsila accident 
was the result of tampering with track by 
some unknown persons. 

We agree with the Oommissioiior of Rwlway 
Safety that the defects in the engine did not 
oontribute, in any manner, to the accident, as 
suggested by the Additional Commissioner of 
R^way Safety, Bombay. 

Wh invite the special attention of the Railway 
administrations to the importance ufiosistiog 
upon daily methodical work of the permanent 
way gangs and its prejper check and nupor- 
vision. 


We suggest that, as far as possible, newly 
traincS or promoted permaqont way staff and 
inspectors should be planed under experienc¬ 
ed hands for personal supervisou and guidance. 


Our study discloses that theoiroumstaooesand 
facto rs existing before the Padali acoident on 
Central Railway in 1967, at6 similar to those 
•xistiog before the Ghatsila accident. 

[Seo Chapter III, Para 183 and Chapter IV,] 
Pura 66(1.] 


This is an observation. 


ThU is an observation. 


Instruotions were issued to the Railways in 
January, 1663 tp,aiik the superrUory staff to 
set defiuitc and regular task to the gangs and 
to check in detail the work of the gangs on 
tbeirregularinspootions. This is being followed 
by the Railways. 

Instructions wore issued in January, 1963 that 
as far 08 possible newly trained or promoted 
permanent way staff and inspectors should be 
placed under experienced hands for personal 
supervision andguidanoe. This policy is being 
implemented by Railways. 

This is an observation. 
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[S 0 O Chapter IV, Para 560.] 

[See Chapter IV, Para 660.] 

[See Chapter IV, Para 366-] 

[See Chapter IV, Para 660.] 

[See Chapter IV, Para 660.] 

[See Chapter IV, Para 660.] 

[See Chapter IV, Para 560.] 

[See Chapter IV, Para 560.] 

[See Chapter IV, Para 660.] 

Mainpuri Accident 

We aeeept the flndlagfl of the Additional Com- Thle ii an obeerration. 
mi wi oner oHUilway Safety that thella^puri 
aooldent waa oauied by the train rutuxing at 


ezoeaalTo apeed. 

[See Chapter IV, Para 364.] 

We Hnd that the oonolaaiona aa to the ooodi- 
ticma of the track ontheShlkohabad-Farrukha- 
bad aeotion, arrived at as a reanlt of the osoilla* 
tion trials recently conducted by the Railway 
B^d, aresimilartotbosealre^y arrived at 
by us. 

We auggeet osciUatien trials with OWD/AWT) 
or other euglnos prone to lateral osoiliationa 
on sections with aub-8tan<lard track for ex¬ 
perimental rerification of safe speeds. 

Until crack renewals are complete*! on the 
Shikohabad* Farrukhabad Branch, wo reo(^- 
mend offeoti ve supervision and augmentation 
of gangstrengtb, where found necessaTy, to 
ensure proper maintenance. 


Track Jefoots of the types found in the Main- 
puri ease should be taken into aeoount in 
considering priorities for trmjk renewal pro¬ 
grammes and for determining the strength of 
maintenance staff. 

[See Chapter TV, Para 364.] 

In order to emphasise the importanoeof strict 
obsorvanoe of the spood limits of different 
sections, which is so vital to the safety of 
trains, we suggest that the drivers, before 
oomraenoing their trips should be specially 
briefed aboat the speed reetriotions to be 
observed. 


This is an observation. 


Inatriiotions wereissued to the Railways acoo^ 
dingiy in June, 1963. Tliese are being followed. 


Instructions were accordingly issued in Jan* 
1963. Out of 106 * 52kmt. length of 8b ikohabad. 
Farrukhabad section, length up to 69* 85 kms. 
baa been renewed. The renewal of the balance 
36'67 kms. bas already been pr(jammed in 
the current year’s (1068-1969) works Pro* 
gramme. 

Instruotions were issued in Jan., 196.3 to the 
Railways for aooording priority for track re¬ 
newal in such oases and for augmenting gang 
strength where neoeesary for satisfactory 
maintenance of track. 


All permanent speed restrictions are notified in 
the Working Time Table, a copy of which is 
■applied to all drivers. Instm^onshave been 
Issued to the Railways that temporary speed 
restrictions imposed from time to time should 
be posted seotionwlse in a separate register. 
The reetriotions imposed should be brou^t 
forward in tbe Restriotion Renter at the end 
of each week and arrangedln geographical 
order of loca^on and given fresh serial num¬ 
bers. Instmotlons have also been issued that 
the acknowledgement by the driver for the 
temporary speed restriolions imposed on a 
partioalar section should be obtained each 
time he is booked to work a train on that 
section. Tbe Railways are following these ins¬ 
tructions. 


Koigi AuUwnt 

We agree with tbe finding of the Additional This is an observation and did not require any 
Commissioner of Railway Safety that the action, 

Ko^ accident was oansM by the driver of 
14 Down passing tbe main starter signal of 
the station at dimger. 
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30. This acoiclont points to the neooflfity of: HailwAys were asked to oheok speed reoorde 

(0 frequent independent oheoke of epaad obarteiystematioally. It baa also been auggea- 
vioUtiona by driven, on lines with reatric* tod that additional alinnts should be provided 
ted ipeeda; againaieachdriver'sreoord, whoreintbereeult 

of oheokin" shonld be Indicated. All Bailwaja 
have confirmed that frequent independent 
oheoks of apeed violations by drivers are being 
done. 

(ii) S'.irprise tests of obierVanooofsignaU by Recommendation not accepted. A procedure 
devising oonfliotitig signals etc.: wheri^by conflicting wignals are devised on 

purpose with the object of teating drivers in 
their alertness will involve interferenoe witli 
i nterloeUng gear at interiooked etadons which 
will not be in the larger Intereet of eAoienoy 
and safety of operation. Kven at the non^ 
interlock^ atationa. such a test may not serve 
any useful purpose. 

(tit) Special action to Instil in drivers the over-rid- The maximum pemiaaible speeds for different 
ingn^ceasity of observance of speed restric-‘ types of locomotives for different sections are 
tions by particular types of engines, on sec- already laid down in the working time tables, 
tiona With varying working speeds. copio* of which are given to all drivers. Spe¬ 

cial attention of the drivers is also drawn to 
this feature through loco inspectors and re- 
freaher courses at the Training Centres. 

31. We agree that the sand hump taking off main This is an observation, and t!(^ not roqalrc 

liaes would not produce unsafe conditions, any action, 
with the Additional safeguards snggetted by 
Additional Cdamissioaer of Railway Safety, 

Bangalurs. 

32. (») We hold the view that serious aooidmits are This is an observation. 

oRen preceded by some Indications of tbelr As far aa vioUtlODs of speed restrictions are 
ooourrenoe. In support of this view, we cite oonoeme<i. General A Bnnidiury RulMofthe 
the iostanoea of repeated speed violations on Railways require the railway officials to ro- 
Sbikohabad-Famikhabad Section and the port auob violations toproper authorities, 
track defects found in the course of investi- 
gationa Into Qbatsila and Malnpori acci¬ 
dents. 

32. (ti) (a) to [3e« Oiapbar IV Para 354] 

(d) 

33. Wesugge^taniraproToilprooedurefordeaUdg Railways were advi«xi that the ACRBs have 

with rep'irt^ of enquiries into accidents held been instructe<l to send 7 copies of tbeir Draft 
bv the Addition'll Cammifl^ioners of Railway Report and one sopy of the evidence to bo^ 
Safety 90 that the knowledge and experience the Railway Board’s office as well as the 
of the officers concerned are brought to bear Railway administration concerned. As soon 
on hU the aspsets of the reportn. m copies of the report are received, arrange* 

ments should be made to distribute these 
reports to the various Heads of apartments 
for getting their views on the reports as a 
whols. 

Similarly copies of the rnport and also CR8*s 
notings are also distributed amongst the 
Directors in the Board’s Office for making a 
critical study of the report as a whole giving 
oommonts even on those issues with which 
they may not be directly concerned. 

34. Dslaysintbsimplemsatatlonofthsrecommsn- A constant watch is being kept both on the 
dations made by the Additional Com- RailwaysaswellasintbeBoard’s office on the 
mUeionsrsefRailway Safety in tbsir reports implementation of the accepted reoommen- 
of enquiriee have been brought to our notice, dations made by the Adaitional Oommis- 
We suggest better scrutiny of the progress sioners of Railway Safety in their reports of 
and pursuance of their reoommentUtions, enquiries. 
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33. 


.3(1, 


.37. 

38. 

39. 


40. 


41. 


43. 

43. (0 

43. (ii) 

44. 

«, 


46. 

47. 

48. 


49. 

.30. 


Wo that briof roports of nUtutory TJjo Ministry of Law to whom th« matter was 

enquiries into accidonta hs publisbod in the rofnrrod for advioo, bad expreased thrmselves 
m^unef of tho Inter stato Commerce against publioatiou of the report lioce such 
Commission Koportsofthe United Statmof a course, in the event of prosecutions having 
Am'irioi. been launched or likely to b<i launched against 


[See Chapter TV Para 308.1 
[See Chapter IV Para 212] 

[See Chapter tV Para 212} 

We recommend supply of hmdy rule books 
separately for each category of staS'. TUene 
should oonikin information of the type wo 
have briedy outlined and should bo written 
in simple language and attractively printed. 


[See Chapter TV Para 303.] 

We recommend the launching <»f a mass cam* 
paign and propaganda from a central focal 
point on each (Railway, ootiducted obieQy 
through poiters placard, pamphlets and 
dims. We also suggest the lines on which 
this should be condaoted. 

[See Chapter IV Para 263] 

[vSee Chapter IV Para 222] 

[See Chapter IV Para 249.] 

[See Chapter IV Para 222,] 

Failure <ff staff which are rospnnsible for a 
large number of accidents can be considera¬ 
bly roiiiOed if the Hiilway administrations 
create tho^c ]Hychologioal conditions in 
which staff tliemselves willingly abide by the 
safety rules and regulations. This should not 
require a revision of the current disciplinary 
procedure. 

[See Chapter IV Para 290,] 

[See Chapter IV Para 280.] 

We reocmniend, for the sons of railway 
emloyees. opening of polytechnics and 
Schools for trainii^ as Signallftrs at a Central 
place on each Railway Zone. 


[See Chapter IV Para 322.] 

The Dirisional Organisation is the implement¬ 
ing agency of the policy of the Railway ad¬ 
ministration and the Railway Board. The 
Divisional Superintendent is the linchpin of 
the Di rlalonal machinery. We suggest launch¬ 
ing of programoxee on the lines of those 
outlined in Aunexure so as to infuse tbe 
DiTisional Organisation with the required 
dynar'ism. 


the staff involved in accideritH, might result 
in public disouMtiion of mattern likely to bn 
adjudicated by the courts thus prejudicing 
a fairtria) ofthe aocuMMl. Tq view tUcreoi, 
this recommendation wan not acceptml. 

[Soo also Chapter TV Para 339], 


The following handbooks have been printwl in 
KnglUh and other regional langii.sges and 
diMtfibiited to tho concerned Ktaflf:— 

(i) Handbook for SMs/ASMs. 

(t*) Handbook for Oimrds. 

(iu) Handbook for Gatcmen. 

(»V) Handbook for Yard Staff. * 

(c) Handbook for Switchmen and Cabimnen. 
(tn) Haudb(H)k for Pointsmen ami Levermcn, 
ivii) Handbook for Permanent Way Staff. 

M-ass campaign and propaganda on the lines 
as recommended by the [KunTjruJ Committee 
WM launched by tbe Sadely Organisation of 
the Tiailways and it is continuing with all 
vigour. 


Tbe Safety Organisations created on the 
Railways arc engaged in creating these con 
ditions through their pemunalisUl contacts 
during which tho importance of rules and 
regulations and 04>nsoquenoeH to tbomselvojt 
to the Railway and its users of not following 
them, are impressed upon them. 


On acooiint of difficulty in giving preferenoe 
to children of railway employees in the up of 
such matter of recruitment, the setting 
sohoole and polytechnics will not help. There 
are already vocational training centres on tbe 
railways for imparting vocational training 
to children of railway employeos and such 
training schools should oontlnne to be 
dev«lo{^ on the Railways. 

The Railways were instructed to bearinmind 
the point# brought out in the recommen¬ 
dation and take necessary steps to raise the 
morale of staff by instilling in them pride of 
work and a sense of duty and by ensuring 
that staff grievanoes are attended to prom* 
ptly. 
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61. On ft rough ftM^i-tmoni wa Qud th'ib the work 
load 7irid^o ) liidorftbly on varioDHDWinions. 
Wt> recommond that tho Railway Board 
uadortftko an examlufttion of the workload 
on tile r)i7i4ionit ao as to evolve a norm ftnd 
then, onits bisni.a&rongche.i or bifuroate the 
Divisiotis, aa may bo juatided. 


Coftai^ criteria for detormining the work 
load oa the Diviaiona have been oAtablished 
based on past expnrimw and are utilised for 
a very general appreciation of the workload 
devolving on t-ho DiviAums. Tliese criteria 
are ttMtiirally different tor a terminating 
liivUirtn like Bombay (Western Railway) 
and for a passing'through Division like 
Lucknow Diviaioh (Northern Railway). 

The examination of workload on Divisions and 
the relief to by provided thorefore are a 
oontinnouftMooeiaaiidreoeiveoo&staiit action 
of each Railway adiainifltration and the Rail* 
way Board. Qenerallj, bifaroation of a 
Division is adopted aa a last resort as it is 
organisatioDaUy costly and very often it is 
not operationally praotiral to bifurcate the' 
division unless there are independently 
manageable and distinct streams of traffic. 


M. 


63. {i) 

65. («) 

64. 


66 . «) 
56, (ii) 


66 (Hi) 


56 . (fv) 

66. (V) 

(‘I) 


CMAPTeB—V SAFETY AIDS 

Wbila we hold the view that tho safety of the Though tbe reooramondation suggeeU no spe- 
Railways (lepends ultimately on human oifio action, yet safety aids as rncommbno^ 
vigilance, we consider that staff shoQld be by tbe (Kunr.ru) Ciuumittne in the various 
provided with some simple safety aids. recommendations are being provided progreS' 

Hsvely commensu/ftte with the availnbility of 
ways end means. 

I See Chapter TV Para 486,] 

(Seo Chapter IV Para 486.] 


We consider that J olnt iaspeotion of signals bv 
tbe Signal, Traffic and Loco Inspectors should 
bo made raandatorr and recommend the iU' 
troddotioQ of a Subsidiary Rule to this effect. 


[See Chapter IV Pan 478.] 

Where the first stop signal is not visible tbe 
position, location and hei^t of the signal 
poets should be altered; or alternatively. 
Repeaters should be provided. 

In oaso other expediepts cannot be provided 
for obt ainin'? adequato visibility, permanent 
speed restrictions should be imposed for 
trains approaching first stop signals. 

[See Chapter IV Para 444. ] 

We find that the provision of sighting boardg 
has not been completed on all the trunk 
routes. Weoonsiderthatthuialiouldbeoom- 
pleted within 6 months on all the main line 
sections where the maximum pormiseible 
speed is mure than 45 mites per hour on the 
broadgaugeandSOmilesperhouron theme* 
tre gauge. This, should do extended to ail 
sHOtioDs where tbe maximum speed is more 
than 30 miles per hoar and where vioibiUty is 
poor. 


Instructions wore issued to the Railways in 
March* 1963 that periodical inspeotioQg of the 
signals should be carried out jointly by the 
Signal, Traffic and Loco InspeotorM at an in¬ 
terval of every quarter. The Railways have 
also been direct^ to idoIm necessary pro- 
viNton in their Operating Manuals. Signal 
Engineering Manual has also been suitably 
amended. 


Tho Railways were instructed to ensure 
adequate visibility of the first stop signal by 
reeitinz or repositioning of tbe signal or to 
provide repeater'repeaters at suitable loca¬ 
tions. 

Tbe Railways bavo been advised to irapoee 
permanent speed restriotion in such oases. 


Instructions to the Raihra 5 rs already existed, 
that tbe sighting boards should be provided 
at ft distance of3,170ft. in rear of the Outer/ 
Warner signals on sections where the maxi¬ 
mum pHrmissible speed was 60 m j>di. Ins- 
tructums were re-empbaeUi^u in Fsb., 1963 
that provision of sighting boards at a mini- 
mum,distanceof3.170ft.inr©arof tbe Outer/ 
Wamor sigool ahoold bn.axtended to all sta¬ 
tions, ^shere the maximum-permissible speed 
on the section is merw tbaa 46 miles per 
hour on the brood gauge and more than 
30 rn.p.b. on the metre gauge. 




ApptNDix— contd. 


2 


3 


55 (t;)(6) We alto luggeet the prerWon of a Ktrip of TheTlailwayi weroadviaedtUataetripof white 
white ma^aoroee the track to mark the mark about i'—0* wide sho'iM bo provided 
location of the eighting board. on the ground aoroea the track oppoeite to 

the eite where the eighting board hae been 
inelalied. 'nilx work baa einoe been completed 
im all the liailwAyi. 


56 We sn^geit the uae of Lever C-ilUr^ on the Inatruotiona to the R»iilway« already existed 

loTer handlee at all interlocked siAlion*^ to iibout th« usf of Inver collar and about the 
•tff eai a Visual Warning tOMtaff «>i>»rAini:;ihrt introdnetion ofusuitabl»<rul«nn thnuseof thn 
levers. This work should be oomplei«j«l wiih- invov collar!^ tobo int*orporated intho subsid- 

in three months. iary rules of the Haiiwiky. litftructions 

wer*s Iiouovor. rrt'ooiphfwiso*! im the 
Railways in Feb., 196^. 

[See also Chapter IT, Paras 27 and 30.] 

57(0 We luggeat that the road authorities should Thiwe recommendations wore brought to the 
provide road signs and signals at approaches 0011^*0 of the State Chief Seorotanos demi* 
to all level croasings. TUeroad sigtijtshoiild oftlcially in Hec., 1962 for necessary compli* 

be standardised on an alLlndea basis. ance and to the Seorotary, Ministry of IVans* 

port and Communications in Jan., 1063 for 
similar action in respeot of National High¬ 
ways. The instructions were also issued to 
all Railways to rut up prominent road signs 
with tbo words *STOP' in regional languages: 
Railways have provided rood signs ‘STOP* 
Boards at the approaches to unmanned 
level croasings. 


57{«) [9*0 Chapter IV, Para 413.] 

57(«i) [See CSiapter IT, Para 415.] 

58 Wf stress the need ofspeedy action to ensure Tbs recommendation made by the Railway 

that a third lunago-brAke «»r an anti- telo- .^ooidents Oommitteo 1962 to ensure that a 
soopio-steol'boiSedorstoelooachis putonin thinl lui^gago-braks or an anti-toleacop:c* 
thefrontandtheraarof all pis^engertrains. steel bodied coach is put on in tbo front 

and the rear of all passenger trains ha«4 
been implemented. All paasonger trains 
run with a third oumdiwago-oum-brake 
or a luggage-eum-brako (TLR/LR) in the 
front and toe fear except on a few short 
distance rtxtHoted ipeea shcttlea, under 
83 >eoial dispensation. 


aiarriR VI—METHODS \NT> M^VCHINERT FOR IMPLEMENTATION 

50(0 to 

(••0 [3o» Chapter IV, Para 341.] 

60 Chapter IV, Para 341,] 

61 We oonsiderthatocoidenUneednotinevltably This is only an observation requiring no 

increase with thoin'^roaio iti volume of trafSu. speclBo antiou. Despite increase in the volume 

of traffic the accidents on the Railways 
have been showing continuously dnclintng 
tendoQoy. 


We mention that the failure of rallwaymeo This Is only an obeervatlon and did not call 
and the accidents resulting from them are for any spedfio action, 
indgnlflcant as against their achfevemeots 
In the ooatext of the Tastness of the field 
of their operation. 
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Wn su^Mst th%t the K%ilsr«y admiaUtrstioat 
•boula woloome and m'4ka u«a of tho offar of 
oo-op9ratioi\ofUiorailwayauioiiiath«aiattor 
of safoty propaganda. 


Tb« reipoa^iblUly for improriag tbo tafaty 
rooord of tb« ladiao Ratlwayi rails aqaaroly 
and for oVar on tha Hallway adeninistraiitm. 
In doing lo* no ooaildoralion of ooil ab>>uld 
oonae in tba way. aa aooIdaaU ara oamalatiTsly 
▼ary ooatly and are a aonroa of avoidabla 
waaiaof monay, material and energy. 

We oonaidor that tbo implemaution of our 
propoiala at tbi« uritioitl junotara wit) balp 
the Tlailwaya to oq<iip tliamaelTaa for render* 
ing a more aoouro and safe aerviae to the 
nation* 


It baa already been the polioy to enliat 
Co*operatioa of organised ^boor. HoweTer» 
the racommendation baa been brought to the 
notice of tba Itailwa^si fur their gaidanoe 
and appropriate action. Kail ways have 
alao taken stepe in Tarioui ways to seen re 
tba oo-opeiMioo of Ubonr. 

AU moMare* which ore ooniidorsd aocMury 
fur improTlng tbo oofoty of train nperatiou 
oro ooooptod onil implomontod witbio tbo 
llmltoliono of roilwoj roMourco*. 


TbU it only on obsomtion ond did not coll for 
ony apool6o ootion. 


II 


OsArtm II—STATISTIOAL ANALYSIS OP AOOIDBNTS—GAUGE-WISE 


Wo Snd that tbo yatrly bgiireo of imporbont Tbo Rotiwiyi woro odriaed in Fobruory, 1964 
oooidantH.inrjlringbotbpataongorftndgooda thot tbo nood for odboring to tbo doGoitiona 
train), daring tbo piriol of aiz yoara from oa UId down in tba Manual of Statiatioal 

19j7-5S to 193L6J, arc not oomparabto. Inatruotioaa for oompiUng of atatiatloa of 

baatuio of tbo uniUtoral obanga in tba doA- aooidonU tbould bo empbaaiaod un all oon- 

nltion of Graoiatraiiil.madaia 1961—62,by oarnod. In oaao of any doubt or whan a 

tba Ooatral and North Baitom Itallwaya, Railway foala tba nead for any changa, 

wUab wa dapasata. BxaUdi^ tba oaaas Railway Board’a wi'>r approval tbould ba 

of fira* in trafoa. tba total aoaiaanta on all obtained by tba Railwaya. 


Railway! bava been higher than in 1957-56. 

Tba inoldanaa of Important aooidento during 
tbolaat tlz yaart hao ahowa a daoraasa on tbo 
broad gauge and an inoreaaa on the motro 
gauge, where it has bean throughout bigbar 
than ou the former. Purthar, tba diaparity 
between the two baa beau widoning and 
deaarrai the ipaolal ootloa of tbo Railway 
authoritioi. 

Ouratndy of accident, doaanot aupport 
tba Impreaaion that the Incfeaae in traiSe 
mainly aocounta for tba iaaraaae in aooidanta. 

Wa find a wido range of Tariation io tba inoi- 
danoa of aaoidanta par million train mil« on 
the diSarent railwaya, and iu dilTaraat yaara 
on tba aame railway, whiob algni&aa tba 
poaalbillty of effeating marked improTomenta 
in reaching the beat parfotmanoaa if tba 
Railway adminiatrationa undertake an 
objaetivo analyait of aooidanta apd oarafully 
aslaot and affartlToly implamont tbo ptaran- 
tlTo mauuret. 


A oin.n watch it kept on the ineidanoa of 
acoidanta on all tba gauge, both on railwaya 
aa alao in the Railway Board’a offioa and 
auitabla atapa taken wbenaTar tba altoation 
ao damanda. 


Tbia la maraly an obaarration. 


Tba Railwaya bare bean oonatantly making 
objaotire analyaia of aaoidanta and taking 
neaa i aa r y remedial action. The auggaation 
of the [Sunzru] Committee in regard to 
Giation of targata baaed on the Ttailway'a 
beat parfonnanoa, baa been dealt with under 
para 27 of the [Kunaru] Committea’a report. 


CoOMoiw 

5(t) The inoidanoa of oalliaiona la abour 50 per Tba Inoidonoa of eotlialone par million train 
cent more on the broad gauge than on tba kilomatraa on the Eaatam and North Eaatarn 

metre gango, the inoidenoa on RaUwayihaabaenoontrolIed tinea 1964-65. 

the B.O. and the H.G. baa been higheat 
on tbo Eaetarn and tba North Eaatarn 
Railwaya, and loweat on the Waatam and 
Southern Railwaya, reapaotlTely. 
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5(ii) 




5(ii» 


0(t) 


«(») 


6 (.-«) (») 


CulUiions trains aud AUantuigen^in«s, 

vhich nonatituted thn largest proportiou 
cf have beieD i^howing a downvivard 

trend on th^ broad gaiigo. We suggest that 
tile measureH which have in imp* 

Mvement on the broad gauge should be 
applied also to the metre gauge where 
there hae been a dotorioration. We suggest 
tee need for special attention to 
collisions between two trains, whose pro* 
portion has been in<Toasiug on both the 
gauges. 

Thirty-four and forty-two per cent ot the 
ollisions, on the broad gauge and metre 
giugo respeobively, wore caused by the 
T'^eption of train'i ou blocked lines or by 
despatching them into blocked secii<ms 
or by the inc’orreot sotting of points. In 
addition, drivers wero responsible for 2i 
and 17 per cent of the coUisiona on the two 
gauges reapectivciy. VVo emphasiito the 
need for imparting training and a perso¬ 
nalised approach t<i the station staff jind 
drivers and to provide them with appro¬ 
priate signalling aids. 

Collisions between trains an<l trollies are 
more on the broad gauge than on the metre 
gtuge .and are iiisuoptible of appreciable 
r«Kiuction for whioh the Ibiilways should 
enforce strictly the rules for trolly pro* 
teotioQ 


\ study on eollUions was made for the year 
1963.64. This study was circulated to all 
tho Hallways for weir guidaiUxt to enable 
them to bake necessary action. The number 
of collisions has been showing a declining 
trend in that their number camo down from 
9^1 in the year 19()2-60, to 66 in 1067-dd. 

[Also aee Chapter If, Paragraph 10. The 
figures given there were furnished to tho 
Committee by the Railways*] 


With a view to preventing nuveption of trains 
on occupied lines, instructions were issued to 
bbo Railways to undertake the provision of 
track oirouiting on a programmed basis. 


Basic safety essentials which should be ob« 
served for running of trollies, motor trollb’s. 
and lorries were compiled in Board’s office 
and sent to the railways f»>r iftoorporation in 
thoir subsidiary rules. Tb(t Railways have 
already t»kon action in this regard. 

[Sec alio Chapter 1V» Para^apb 349.] 


The imddcnce of derailments per million 
train miles on the broad gauge has been 
tlirough'mt lowjr than outhe metre gauge. 
This shows that by raisihg the standard 
of equipment and its m‘tiutenaaoo add by 
inoaleating greater alertness amongst 
the operating htaff, it is possible to neutralise 
th(» adverse effects of tho higher intensity 
of traffic. 


Seventeen per econt of the derailments on 
the broad gauge and 36 por cent of those 
on the raotre giuge iwourred in midsootion; 
such doniilments, being more divngorous, 
call for special steps to reduce their 
oooarrencu, 


Fifty two per cent of the station derailments 
and 11 per cent of midsection derailments 
on the broad gauge wore csusm! by various 
types of failure on the part of tho staff. The 
corresponding figures for the metre gauge 
were 46 and 10 per cent respectively. 


i>erat7men|« 

Instruotious wore issued to the railways 
desiring that steps should continue to reduce 
further the incidence’ of deruilnicnls on tlio 
metre gaj^ige with a view to bring it down to 
the level un the broad gauge. The incidence 
of derailments has come down on the broad 
gaugeasalsoOD the motrugaugesince 1963- 
64, though there wae a marginal inoreaso on 
the broad gauge on 1067-68. 

(Sec also Chapter IT, Paragraph 47.] 

The Effioieooy Bureau in the Board’s office 
have already made a study of midsection 
dnriiimKiits on the Central Kailway. Action 
in tho light of tho recommendations nt^e in 
the said report is being taken on the railways. 
The Effioienny Bureau have also completed 
their rppbrt in regard to mldsootion derall- 
menU on. Southern Railway and have also 
taken in hand a similar study in respect of the 
Northeast Frontier Railway. Necessaryaotion 
will be taken in the light of the reoommon* 
dations made by Efficiency Bureau. 

This is only an observation aud did notrequirt 
any specific action. 
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S(iii) (b) 


6(iu) (c). 


61 p 3 r 03it of th« 3 b 4 tion derailmonti. c-wsed' 
by fiiUure^ of stifcioa staff on tho broad 
gauga and 3S per cent of those on the metre 
gauge W 0 T 0 attributed to inoorreot setting 
and nondooking of-points. We» therefore, 
suggest that bheguard should persohaHy 
supervise shuiitingat all stations exoept: 
whore a Shunting Jamadar or a corres¬ 
ponding ofScial is in charge of shunting. 
In al! oases of shunting whether involving 
a passenger or a goods train, locking of 
facing points should be made oompuUoiy. 


Thirty tour per cent ot tue station derailments 
on the broad gauge and 36 per cent on the 
metre gauge were caused by the failnrea 
of drivers; the midseotion derailments 
attributed to them were 63 per cent and 
02 per cent on the two gauges, respectively. 
As inadequate brake power may be a con¬ 
tributory factor, we suggest an expeditious 
conclusion of the experiments undertakei) 
by the Rogearoh, Designs and Standard 
Organisation (RDSO) so that more powerful 
and effective brakes may be provided on 
trains. 


Instructions were issued to the railways on the 
lines suggested by the Committee. The rail¬ 
ways' were further advised that decides en¬ 
suring the looking of facing points during 
shunting operations on a paaaetmer train or a 
part thereof or an entire goods train they 
should insist on facing points being looked 
during shunting operations on a train or part 
of a train at all interlocked stations where 
interlocking so permits and further that 
locking of facing points should be a pre-re¬ 
quisite for shunting on all trains at all non- 
interlocked stations also, 

'JHie Reaeroh, Designs and Standards Organi¬ 
sation was addressed for taking action to 
implement the decision expeditiously. A 
number of improvements in vacuum brakes 
suggested as a result of Research Designs and 
Standards Oganisation's detailed research 
has been incorporated in the now stock, with 
the result that brake power available on 
8 t(X 5 k of new design is higher than that pro¬ 
vided on the old stock. In order to improve 
the total brake power available on goods 
trains the percentage of effective brake 
cylinders has been increased from 75 per cent 
to 85 per cent on broad gauge. All Railways 
are now working to this revised percentage. 

[See also Chapter IV, Paragraph 478.] 


6 (iv) Defective loading was responsible for 36 After a study of derailments du e to uneven 
per cent of midseotion derailments cavised loading had been undertaken, the Research, 
by failures of thu staff on the broad gai^e Designs and Standards Organisation was 
and 36 per cent, on the metre gauge. We addressed to go into the question of evolving 
suggest that the Railways should make suitable, simple and inexpensive measures 
a detailed study of the nature ofsuch defect- for the loading, securing and packing of 
ive loading and devise measures to avoid consignments which according to the study 
them. were susceptible to un even k^ing and/or 

shifting on run. The matter is engaging 
the attention of the Research, Designs and 
Standards Organisation. 


On the metre gauge, track defects caused The Railway Accidents Committee’ reco- 
a larger number of derailments at stations mmendation and Board’s views thereon 

than between stations. The position was were communicated to the Railways, ^il- 
reverse on the broad gauge. The wide varia- ways were also asked to programme track 
tions on the liffsrent Railways in the aoci- renewals over sections having track materials 
dents caused by track defects point to the below the present standards and to intensify 
need for raising tlie standard of the track the maintenance on such sections till renewals 
and its raaintenanoe on the Railways, where are carried out. The recommendations of 
th® performance is poor. general applicability in the study of derail¬ 

ments on metre gauge carried out by the 
Efficiency Bureau have been forwarded to 
the Railways who have since implemented 
these recommendations. 


6 '***) Sixteen per cent, of tho derailments on the The Railways were asked to pay special 
broad gauge and 20 per cent, on the metre attention to the repair and maintenance 
gauge were caused by carriage and wagonaspect, keepingin view the observations of 
defects, whose incidence varies considerably the Kunzru Committee, and ensure that the 
on the different Railways. Tho incidence of rolling stock is always maintained in good 
th© 5 e derailments per hundred million fettle. The Railways have taken action 
vehicle miles on the metre gauge is 232 accordingly, 
per cent higher than on the broad gauge, 

jrhisemphasises the urgent need forimproye- [See also Chapter II, Paras 68 and 61.] 
meat on the metre gauge of some Railways. 
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6(vu) Four per cent of the derailmeate on each Same remarks ad against item No. 6(vi). 
of the two gauges were caused by engine 
defects and we urge that the maintenance 
of engines on the ^Railways with a bad 
performance should be improved appre¬ 
ciably. 


6(w«) 


In a number of cases, responsibility for 
derailments was not clearly established 
and heavy delays occurred in finalising the 
oases. We suggest that the Railway Board 
and the Commission of Railway Safety 
should pay special attention to this problem 
so that preventive action may not bo 
delayed. 


Railways hare been directed that every 
eifort should be made to fix correct responsi¬ 
bility in oases of derailments particularly 
those occurring in midsection. Where the 
responsiblitj' could not be fixed at lower 
levels, it was the duty of eenior officers to 
look into the cases and fix responsibility. 
A constant watch is kept in Board^s office 
over the finalisation of accident oases through 
monthly returns. 


[See also Chapter 11, Para 77]. 
Accidenis at Level Croeainge 


(»)(<*) 


7(i’) (6) 
7 if) ie 


The level oroising accidents have been showing 
an upward trend on both the gauges but 
more so on the metre gauge. Ninety per 
cent, of the accidents at manned level 
crossings on the metre gauge and 77 percent, 
on the board gauge were attributed to the 
failure of the railway staif and this indicates 
the need for greater vigilance on the part of 
the gatemen. We .^ugge-it that the Perma¬ 
nent Way, Loco and the Transportation 
In^pector.9 should watch and r^ort on the 
alertness of the gatemen and officers should 
make frequent oheks on the working of the 
gatemen and the security factors at the gates. 
Severe action should be taken against tho.'ie 
found not alert or ab-sent from duty at the 
time of the passage of trains. 

[See Chapter IV, Paragraph 417.] 

[See Chapter IV, Paragraph 403.] 


All the Railways were instructed to take 
effective steps to ensure vigilance and alert¬ 
ness on the part of the gatemen. Instruc¬ 
tions are being oomplied with by the Rail¬ 
ways. Detailed checks are exercised on 
the visibility for the approaching trains and 
the road vechicle*>, interlocking and signalling 
arrangements, knowledge of rules cf the 
gatemen* equipment at ihejeve) crosbing 
gate etc. 

[See also Chapter 11, Para 85] 


7(w) 


7 (Hi) (a) 
7 (ui) (6) 
7(m)(c) 


The highest incidence of level crossing acci¬ 
dents, both at manned and at unmanned 
levelcrosaings, was on the NortheastFrontier 
Railway in the case of manned and the 
Eastern ^ilway in the case of unmanned 
level crossings. We urge these Railways to 
make detailed investigations to determine 
the preventive measures to be taken. 

[See Chapter IV—paragraph 408] 

[See Chapter IV—Paragraph 419] 

[See Chapter IV—Paragraph 424] 


Instructions were issued to concerned Rail¬ 
ways to investigate in detail the causes of 
the accidents and take suitable measmes 
for preventing accidents at the level crossings. 
There has been an improvement in the position 
of levelcrossingaccidentsoAthese railways. 


Fires in Trains 


8 W 


We suggest that a fire in a train should be 
treat^ as a train accident only when it 
remits in death or injury or ^mage to 
property of Bs. 500 and above. Other 
cases of fires should, however, be duly 
accounted for and thoroughly investigated. 


Inatcuotions were issued to the Railways 
advising that the change proposed by the 
Committee in definition of fires for the purpose 
of treating them aa train accidents hue Been 
accepted and that fires should be accounted 
for according to the recommendation. The 
changed definition of fires was given effect 
to from let April 1964. These instruotiona 
are being followed by all the Railways, 
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t^ii) More p&Msengor tr&liis were involved in fir^ In.>«traction8 wer^ issued to the Central. North 

than goods trainn On both thogffuges. The Bastarn end the Western Jiailways asking 
Central, the North Kastem ana the Western them to make special cSbrtH to bring down 
Railways, where the incidence is abnormally ineidence of fires in trains. Copies of the 
high, should make special efforts to bring Ihtter were also endorsed to the remaining 
them down. raiways. The incidence of fires in trains 

on tho three Railways has rome down both 
in respect of passenger ag well as goods 
trains. 

8 (»ti) The number of cas^. in which the causes Instruetions were issued to the railways 

ofthe fires could not heestabllshed. ts unduiy tliat the recommendation should bestrictly 
high. We suggest that the Chief Operating implemented. This is being followed by 
Superlntetidents should personally satisfy all tho railways, 
thomiolves before accepting such findings 

that tho cause oaimot 1 m established. [See also Chapter II. Para 117]. 

8 (ie) [See Chapter IV—Paragraph 567.] 

8 (u) Sparks from engiries were responaible fdr All steam locomotives on Indian Railway's 

18 per cent, of the fires in passenger traiTM havo been fitted with spark arie.^teis ul a 
and for lo per cent in goods trains. We suitable d6.sigD. 
recommend that a auitablo of spark 

arrester should bo dcsimed by the Research. [See also Chapter II. Para llfi], 

Desi^s and Standards Organisation and 
fitted on all the locomotives within a period 
to be specified. 

8 (ta) Railways should intehsify their propaganda Instructions trere i.sifurd to the Railways 

for warning passengers of the danger of bringing to their notice the recontmejidution 
fires breaking out in trains and of the penal of the Kunxru C<>mmittee atid advining 
consequem es of their acts of omisaiob and them to launch an intensive safety campaign 
oummissioh. on the lines suggested by tho [Knnzru] 

Cemmittee. I'he Railways are taking noces* 
sary action in this regairi. As rcgarrls the 
enhancement of fino. the matter is being 
prthccssed for amendment of Indian Railways 
Act in consultation with the Ministries of 

• Law and Home AfiTsirs. 

Af'^idtfds on iVarroto Gauge 

8 (»)(<*) CiolHsions On the narrow gauge lines have Thi.n \h only an observation and does not call 
been few and far between. for any specific action. 

8 (0 (6) Derailments con.stituto 78 per cent, of tho This is only ah observation and does not call 
accidents. Theirincidcnce waa tho heaviest for ahy specific aetioii. 
on the Darjccling-Hinialayan Action of the 
Northeaal Frontier ^^Iway. 

72 per oent of the decailmenta on the narrow This is only an obscrvatinn and does not rail 
gauge occurred in mid-wictioa. for any speeifio action. 

33 percent <if the derailments in midsections All new stock is provided with standard 
and 16 per cent, of those at stations were bearing springa. 
duo to carriage and wagon defoetK, partly [b’ee also Chapter 11, Faral27j. 
oauriet] by the high percentage of overaged 
rolling stock on the lino. We niiggest that 
all new stock should be provided with 
standard bearing springs. 

8(f)(e) Trairw on the D-krjeeling^Himalayan Section 
should be provided with vacuum brakes 
without delay. 


The trials undertaken by Railways and 
Research, Designs and Standards Organise 
tion to guarantee the satisfactory ojKiiretion 
of a newly ilovelopcfl vacuum brake system, 
have been complef^d and the locomotives 
working on this section are now boing fitted 
with vacuum brake system. Fifty-fwo new 
coaches built by North Eastern Railway for 
this section have boon provided with vacuum 
brake equipment. It will now be possible to 
ojtorale pa-sseiiger trains on this section 
with vacuum brakes progressively. 


9 ( 1 ) (c) 
6(<)(i) 


L/1*(D)IRB—18 



A PPt^Dix-wron id. 


1 


2 


S 


A 


9 (i) (/) 


# (•■) (#) 


13 per eePb. of the derailnloaU wore oamed 
by track defeobi. Wo urgn the neoe-teity of 
mtiaUining the traok to the required eiatld' 
aids. 


AnotJierl9peroeot oftheeooideaUweredne 
to fttiluree of tho like taoorrect eettiDA 
and aoQ-lockin|( of pomte, overloading of 
wagoon* oroe^mve ipeed etc. We ooiuider 
that wherever the iateosity of traioe eervicee 
it more than three trains each way, rudimen¬ 
tary interlocking and block instrDinenU 
■hould be proTid^ within a reasonable 
period. 


The rail and ileeper reaewali on narrow 
gauge have boon stepped up. The supply 
position of Permanent Way material im now 
sati^tfacUu-y. The relaying on nanow gauge 
has generally been maintained at a hightf 
level coosistent witn reooiiroes. 

[Ree also Chapter IV, Para 339]. 

Necessary instrnotions were issned to Railways 
in hlarch, 19A4. Kailuaye are taking neco- 
•saiy* action for implementing those instruc¬ 
tions. However, for such sections as are 
unremuneraitveandtho oaestion of retention 
of these sections is untler consideration, a 
dispensation for implementation of these 
instructions has since been granted to some 
ItMlway* and the question for granting 
similar dispensation to tither Kailways.who 
have approached in the matter is under 
oonsideration. 

[See also Chapter IV. Para 435]. 


0 ({) (A) Level Crossing accidents on tho narrow g&nge This is an observation. However* necessary 
are mo^tlycondned to the Northeast Frontier instnintions were issued to the Northeast 
and Western Bail ways. FruoLierRailwayandtheWesternltailways. 

9 (ii) k (Ui) [See Chapter IV— Paragraph 670.] 

OflAPTEB in-OTATiHriOAL ANALYSIS OP AOCmENTS-TtAILWATS 


10 We recommend certain short-term and long* The'Iong term and short term targeie for con* 

term targets to which the incidence of seqnential atuiileote riirU by the Commitee 
different oategories of impdrtant tndn were communicated to the Ftailway. asking 

aocideou should be brought down by all them t<> make an all out effort to attain 

Bailwayi the target* preecribed by the Commi¬ 

ttee. These target were later recast in 
terms of per niilTion kilometres and commu¬ 
nicated to the Railwayii in NovrmW, IAH6. 
From the performance of the HaiJww's 
during the period from 19C2-C3 to 1966 67 
it was obserred that the Railways had 
improved upon the short term targste nuggm. 
ted by the [Kunxnt] Committee in almost 
all categories and it wa« found that the short 
term urgets bad loMt tbejr sigmlicance. It 
wat, therefore, decided to have unly an 
all Railway target for broad gauge and metre 
gauge separately. Thane Urgote are 10 per 
cent less than the best performance on any 

Railway based upen the bffuresupU) the veaf 
1967.(«. 


11 


Cenlfcl Railway 

Our analysis of acoideuts on the OontTal 
Railway shows that tho coHuiions between 
trains and shunting engines on its broad 
gangs see lion have bew high, that t he average 
incidence of derailments on its metre gauge 
section has been 82 per cent more than on the 
broad gauge and that tho statum suH 
have be^ responsible for a very largo 
number of ooliisi(m.s and derallmeuts. This 
indicates the need for a more thorough 
check on their work* 


[See ato Chapter U, Para 21], 


Central Railway wae askfid lo take snltable 
action to implement the suggestion of tho 
nCunaru] Committee. Those instructiens are 
being complied with by the Railways. Tho 
BUggPiitiDn that Traffic lni<|icrtors should 
not generally be incharge of more than 20.26 
atations has been implemented on all Rail- 
wuys, 

[Regarding tho concluding port.on of tho 
Board’s comments, ece aUo Chapter IV, Para 
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12 


13 


We Hud that the drivers ware responsible 
for large number of derailments, a good 
number of ooUisions and for most of the 
oasoH oftlisregardofsi^iald, whoseiocUlence 
WiLH the highest on this Railway. Wo 
suggest that the Railway Board’s lustnio* 
tions regarding the mizumiim vacnom in the 
Qitard’s brake van should be brought into 
foroe.notlaterthan theSUtMaroh, 16d4and 
the drivers sbonld be given better and 
regular training in schools and on the £oot> 
plate; for this purpoee, the strength of Loco 

' Inspectors should be augmented. 

We find that midsoction derailimonts consti¬ 
tuted the bulk of derailmouU on the metre 
gauge and that carriage and wagon defoota 
were the targo^t five tor respoa-siblo for them. 
We obiorved that proper attention wa:4 not 
being given to wagons iu Matonga Workshops. 


Railways have implemented. 

[See also Chapter ILParas 39 and 56] 


The Rail way was advised to ensure that proper 
attention is given to the wagons repaired in 
M^tnngA Workshops. The wagons tamed out 
of Matimga shops are now inspected by a 
Shop Insepc tor Mfore coring the w^ons for 
inspection to tho Neutral Control Staff. 


Eantam Railway 

i4({) The number of ooltlaiona on the Eastern Tho Railway was asked to make a lindy of the 
Railway was tUeUghest of all the broad oircomatanoeeinwhiohoolliiionlmtweentraiBi 
gauge railways during the last six years, and buffer ends ooonr. The poaitioii haaslnoe 
althoo^ there has boon a general trend oonsiderablyimproved on this Railway, 
toward a reduction in their number. 

li(w) A largM number of collisioim between trniiH Tho liailway was askrdtomukeastudyoftbe 
an<l buffi'F ends or <itliorrttfttiouary objects circujustaueo.'j in which collision between 
hjie been a p'»cuHarity of this Railway, trains and bufl'of ends oc(5ur. The poailfon 

b»w simx' t:(.u.-id»rttbl> improved on this 
Railway. 

I4(m) [See Oliaptor 1\’--Paragraph 447.J 

I4(it) The r«eeptiun on or despatch of trains into Enstern fvailwi».y was addressed to oontiime 

blocked liiuy or s(»otioas atsmunted for 3») thwr ellorts to furtbor bring down ths ind« 

per cant of the clollidons. which mdieuti- dt-ntv-of collisions. As a result of the efi'orta 

tho ni'ed for grostcr vigilunco o«i the part madn by Die lluilway tho iiumUir of ooUisions 

of Dm station staff. eausad by reoeption of trains on blooked 

linos or desiMitchirig tniins into blook^ see- 
tious or inuorruct sotting of pouite has come 
down conaidorably. 

14(t) [See Chapter I\'—Para 349) 

15 We 6nd that the proportion of inidseotion ThoUailwayswereaakedtotakestops to review 
derailmonU on the Eastern Rail way has boon the rt^pairs and maintooanco organisation and 

increasing mainly <ia account of oarria^ proot^u re for rolling stock on each Railway, 
and wagon defects. One-third of the tratij Xu order to improve the pcaiDoo wboiever 

partings in India were on this Railway imceesary and action should also be token to 

and 60 per cent of bhooi resulted from brea- expedite the obunge over from Clasa 11 to 

kage of the drawbars, liulw et«. Bosidm Class fV stool drawULra. Procedure for main* 
the early comphition of the programme of isnain'c of rolling stock has been radically 
replacemont ot drawbars of Class If steel by improved and strengthened on tho Eastom 
those of Class IV stool, wo suggijst that the Railway ; with the result that tho number of 
procwluro fur the maintonauco of rolling midsootioo dcrailmonts and train pirDugs 
stock should bo radicallv improvo<l and bavo progrosHivoly come down, 
strongthonod on this Railway. 

IG [Soo Chapter I\'—Para 359). 

Northern Bailtcoy 

17 Wo find that there has been a general down- It was only an observation and did not call for 
ward trend in the ooourrence of ooUUions any specific action, 
and derailments on both the gauges of tbe 
Northern Railway. 

L/P(D)IRB—19 
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Oar analjrtU hIiowk that tho station ataff The Northern Bailway was adTised io take 
were responsible for an abnormally large punitive as well as educative remedial 
nurnber of Qollisions. averted collisiouM and moasures. Tho incidence of such accidents 


block irregularities. 


The position regarding train partings and 
hot axles on passenger and goods trains 
is uusatisfaatory on both the gauges and we 
oonsider that the maiiitenance of coaches on 
the broad gauge and wagons on both the 
gauges require con'*iderablo improvement. 


Our fltudiei^ disclose wide variations in the 
incidence of accidentn on tho two gauges, 
due to the lack of ttdequate attention to the 
metre gauge Divisions. Wo suggest full 
Investigation into the causes of this dis* 
parity and earlyjstcps to improve the position 
on the metre gauge. Wo also suggest 
consideration of a roductiun of tho huo of 
the Railways if the situation demands. 


has since cotne down on the Northern 
Railway. 

The Railways were asked to improve the xnain* 
tenance of carriages and wagons and to take 
effective measures to minimise the incJdcncif 
of hot boxes. The Railways W'ero also asknl to 
examine position of repair and maintenance of 
carriages and wagons and taka^uitable steals 
to i mproVO the standard of maintenanc e where- 
ever ntoa-tKAry. 

A Committee of Heads of Departments was set 
up. The Northern Riillw uy took necej*sai y ac - 
tion Oil the rei ommonantions of tho Com¬ 
mittee. As a result tho number of derailments 
have been coming down stea<iily on the metre 
gaugejK^rtitmofXorthem Railway. TbedotaiU 
of action taken in regard to the size of the 
Northern Railway are given in tho remarks 
against recommendation No. 76. It has been 
considered that the stage for reducing tho 
sizeoftho Railway has not yot come. 


yorlh Kastern Railway 

Our analysis of accidents on the North 
Eastern Railway shows that tho incidence 
of collisions has been the highest among the 
metre gauge Railways and the inchlenco of 
derailments, avert^ (collisions and blO(;k 
irregularities was also very high. Fiftyfonr 
per cent of tho oolUsions on the Railway 
werelMtween trains andsbimtingengineHand 
a large majority of the derailments took 
place at stations. 

Thu Railway alone accounted for 43 to 49 
per cent of diffbreat typo-j of staff failures 
on all the metre gauge Railways. We 
comment on the widespread lack of know¬ 
ledge of basic rules among the Operating 
*ud suggest raeasuios for improvemont 
in this respect. 

AmoifW the metre gauge Railways dorailmeuts 
dne to track defects wore the highest on 
this Railway (North Eastern), Defective 
track material, mostly in station yards at 
or near the points, accounted for the 
largest number of such derailments. The 
condition and maintenance of points and 
oroasingH were admitted to be poor. Sixty 
per cent of the track was under speed 
restrictions at the time of our inspec¬ 
tion. 

Wn ftnd that 41 per cent of the derailments 
due to engine defocte on the metre gauge 
occurred on this Railway. The position iv- 
garding engine failures also has b^n unsatie- 
faftory. We suggest that the Railway should 
Uke steps, with special assistance from 
the Railway Board, to get over the shortage 
of spare parts, the inadequacy of com¬ 
petent supervisors and the wide-spread 
illiteracy among drivers. 


A Committee of ReodsofDepartmentbanalyKed 
and examined the factors responsible for high 
incidence of collisions and derailments (m this 
l^ilway. All the recommendations made by 
the Committee have been implemented.Except 
in tho case ofcollisiuns the inciiJeia-e ui oUier 
categories i.e., derailments, averted collihioDH^ 
and block irregularities on the Railway bos 
been showing an improving trend. 


Tho Safety Organistion has been engaged in an 
inteosive safety campaign which is primarily 
edneative in content, to arouse the sofety 
consciomooss of tho staff . The Railway hM 
been addre!4sed from time to time to pay special 
attention to the knowledge of staff 
in regard to safety rules and their obser- 
vanue. 

There was no section under speed reHtrietlon on 
North Eastern Railway due to track defeoto 
as on 31-3-67. The track renewals on this 
Railway were stepped up. 


The Railways were asked to pay special atten¬ 
tion to the repair and maiutenance aspects, 
keeping in view the oboervations of the Rail¬ 
way Accidents Committee and to ensure that 
the rolling stockis always maintained in good 
fettle. 
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Northeoit Frontier Kailtcay 


W« aro doubtful about the utility of the 
peo ul iar Upper Quad ran t Signal 1 i ng sy.i tern on 
the Northeast FrontierKailway,aadHUgg«et 
its conforming to the racoguijied pattern. 


The work of modifying 2-a?p«ct Upper Quad¬ 
rant SignaUing at 32 out of 47 sta* 

tioQs, to conform to tUo recognised pattern 
lias been completed, (.^ut of the romainiog 15 
stations, 14 have boen provided with panel 
iutorlocking under C.T.C. and one station is to 
be closed tlown. 


26 


27 


We find the incidence of derailments on this 
Railway to behiglieat amougall metro gauge 
Railways and of uollision-s to be next only to 
that on the North Rast Railway. Collisions 
between trains and trollies constituted their 
largest proportion and the majority of 
dorailmnutstookpiaco at stations. 


The failure of itaif leading to accidents on 
this Railway wore only next above the worst 
figure of the North Kostorn Itailway. We 
find the finalisation of accident caues to be 
slowest on this Railway and even then, the 
responsibility is not being clearly fixed in a 
large number of cases of derailments. 


AH but two of the reecomtneudations made by 
the Committee oflUa<iH of Dopartmentshave 
been implemented. One is in regard to divi< 
siunali^ation of the railway which is now 
being ro-exammed by t ho RSiciency Bureau 
and the other in uonneciion with the provUimi 
of lifting half b u riersin regard to which trials 
ere being carrieil out. The Safety Organisation 
hsb b(^n engagc<i in au intensive oduoational 
and adnionii ory safety (campaign to arouse the 
safety consciousness of the staff. As a 
result of those measurtvs, the incidence of 
consequential accidents iioi been showing a 
xLeadily declining trend. 

The|)erfonuauceofthe Railwayinregard to the 
fina lisatiun of accidents cases is beiu^ watch* 
edanditiHobscrvedthatthe Railwayna'a now 
been finalising the accidents cases within tlic 
schedule laid down by the Railway Iksird. 
In regard to the fixation of rospimsibility 
instructions were also issued to the iCailways 
in terms of para 22 of Part 1 of the (Kuuzru) 
Committee’s report. 

[See also Chapter 11 i>ara 5(i and Chapter IV 
Para 322]. 


29 We comment on the heavy shortages in all 

the categories of operating and maiotenaaoe 
stafi* and their insufficient education and 
tnuning, and^ou the poor (quality ufeuper* 
vision. VVe suggest the following special 
steps to get over this problem: 


(a) Opening of a polytccUaiu at a suitable'place 
in Assam to provide vciurnes in railway 
subjects, the SOU) of the railway employees 
b^ing given preference for admissioa ; 


(6) Sanction of a substantial special allowauco 
for staff serving in unhealthy and difficult 
localities; 

(c) Offer of sufficiently higher emoluments to 
the staff volunteering for transfer from 
other Riilway), to fill up the existing va¬ 
cancies; 


There arc .ilroiLiy vocational training centres 
on the Railways for imparting vocational 
training to children of railway employees and 
such training schools will continue to be 
developed on the Railways. 

This recommendation was examined in detail 
and it was considered that the atlowunces at 
present payable are adequate. 

Instructions were issued in December, 1964 
that transfers in tlie category of Station 
Mastors/Assistant Station Hastors volon- 
teering to go on Northeast Frnntier Railway 
would bo given a special bonns ranging from 
Hs. 30 to Rs. 45 per month depending on the 
years of experience of the volunteers. No 
shortage has been reported thereafter. At 
present there is a small snrplaa on Northed 
Prontior Railway being absorbed in other 
categories. 

[bee sdso Chapter IV para 226;] 
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28. (fi) Betoining Cla.s3 I OfBoars for a safficioiitiy A« a gdnoral nilo. promotluns to the Junior 
long tiino on this Railway by offering the Administrative Grade in the three major 
inducement promotions upto the Junior departments viz. Civil Kngincering, Traffio 

Administrative Grade should be conhiied t(t and Mechanical KuginccTing are l^ing 
those ou the Railway, subject to thoir regulated Railwiiy.wiso except when there 
fitnes' ; und is wide disparity in the seniority of the 

ofDc'ers considered for such promotion on 
other Railways. Promotion in the minor 
departments i.o. other than the three men¬ 
tioned above is regulated onall-Railway basis- 
Kcoplngin view this procedure, it has already 
been decide<l that regulur cadre of ihiB 
Xortheastj^'rontior Railway should be Gna- 
Used by making iutHr-Railway transfers 
wherever considered necessary. 


(<) Provision of educational assistance on a Railways already providt* edacational aasU- 
liberal scale to the cUildicn of the etaff tance to Class IIT and Chii$s IV employees 
and ofTtcers. who are compelled to send their ohiidren 

away from their headquarters for purpose 
of education due to absence of educational 
facilities of the requisite standard at the plaoe 
of their posting. 

The Government hivs also adc>pte<i a 60 heu\o 
aocording to wbioh reimhurseinent of toition 
fws in respect of children of Central Govern¬ 
ment ompJoyet‘s is allowed. 

29, We tindthat O'lly thro* inik*«off«layiiig<.ui*»f The posithm Hjis since improved, 617 kilo- 

225 miles due in 1902*65, was oomploUM). mc*ti '‘s of rail renewals and 3u5 kilometres of 
'rhi6maypurtlyaocountfo’*thoUmi;number slecpHTrcnewHlewcrecairiedout in the Third 
of track d(*focts fading U) dorailno nts on Plan period on tfio XortUeost Kronticr Rail- 
fhe Railway. way. Another 45 kilometrr s rail renownls 

and K8 kms, sleeper renewals were carried 
out in 1966-67, llic above figures are 
exclusive of casual n.nowals of rails and 
shs'pi'fs. 

30. Wo Gild the it»ckl<Mi<*e of train partings both Ruilways were advised that the method of 

on paasougor and goods trains on this Rail- analysis and procautionh taken by the North- 
way (Northeast l^rontier) was the highest osst hYontior Railway to l»ring down the 
•among thomotP? gauge Railways. Wesuggosfc number of trains partings, should be followed 
that therttepstakoiiiwiaresult ofthodotailed on their system also. The other Railways 
analysis of train partings carried out by the have since implemented tbesr. 

Chief Moohanieal Cngiuccr of tliis Railway 
should be implemented on all Rail wa^o*. 

51. Wo express our misgivings about the Rail- Tlio Railways wore uskod to pay spooiai attoii- 

ways* ability to meet tbo crying noed for the tion to the repair and maintenance asjicot 
rehabilitation of the obsolete traok and for keeping in view the observations of the 
the creation of facilities for the overhauling Railway Accidents Committee (Kuuxru 
of the engines and rolling stock, uolt'es Committee) and ensure that the rolling stock 
aasistanoeisgivenby otherRidlwaysandthe is always maintained in good fi'ttlo. 
Railway Board. 

Soitth^m HaUiowj 

32. Ouranalysis of ttOoidenW and ouriu.speotions .Southern Railway was asked l<* pur.-uo with 

on tho Southern Railway show that short- vigour the drive to wipe out the use of 
cut mothoda are widely prevalent and these shortcut methisU of working. Stuff indulging 
remain nndeteoted by tho suporvisors, who in shortcut methods are dealt with severely, 
arofound carrymg<mtonlysuporfieialchcck.s To Improve tho quality of inspections addi- 
ou the working of the staff. tionnl pi^ta of Trafilo Inspectors in higher 

grade have been provided on tb** Railway. 

33. ■Werooommondarovlow ofthop'witiuuubout Tho recommendation has sim^e btrcn imple- 

the Assistant Station Masters being required nientod at most of the important junction 
to pull levora in cabins ou this Railway and stations on the Railway and its exti-nsion to 
tho provision of lovifrmon or pomt’«moii otherHt>Uionsi.'«boingpux>»ucdbyUu'Railway 
where justiGed. 
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34. 


35. 


36. 


37. 


38. 


39. 


40. 


Wetiadthatderailmf^ntson th« Hallway have 
boon inoroMing on both the gaiigoe. WhHo 
on the broad gauge there waa an inorKata in 
domilmenta at etationa, mideectiun derail, 
monta wore hoaa’y on tho metre gaugn; 
41 per otmt of Llio latter were attributed to 
dufeotive loading, for which epooial action is 
proposed. ' 


A study of derailmonta due to iinoveii loading 
was undertaken by tho Safety Directorate 
and its report was discussed by the .Standing 
Safoty Ctommittee, who deoidixl that tho 
matter should bn referred to Rcsoarch, 
Designs and Standards Organisation to go 
into theqiiu.stiou of evolving suitable,simple 
and inexpensive measures for tho loading, 
•sonuring and packing of consignments which 
according to tho study wore susceptible to 
nnoveu loading and/or shifting on run. The 
matter is engaging the attention of the Re- 
eearoh. Designs and Standards Organisa- 
tion. 


Track defects on tho ^outheru Railway aro 
highest among all tho broad gaug<4 Kailwaye 
and the relaying of truok and the provieloti of 
ballast aro l^^ing \ ory much behind the 
saQOtionod prugrumnioSs 


Tho position has ninoo impi oved. 1879 Kms 
of rail renewal and 2314 Kms. of sleepers 
renewals were carried out in Third Plsn on 
Southern Railway. During 1906-67 sed 
1 a further 750 Kms. of rail renewal and 

707 Kjns. of sleeper renewals were carried 
out on present houthorn Railway and Vijaya¬ 
wada and Hubli Divisions of South Central 
Railway. 


Wo fiinl that tho incidence of dorailmtinU on 
this Railway duo to cogino defects is tho 
highest among tho broad gauge Railways and 
that the position regarding engtno failures is 
Vi^ry u riaatisfactory. Owing to the aon^avail* 
.ability of matorial, shortage of staff and 
tho poor wdibre of tho men in the shod?*, 
repairs to ongiaos wore not receiving proper 
attontion. 


Lisjomotives on Southorn Railway are now 
receiving odoqnaUi attention. Material and 
staff position is satisfactorv. Proper cheek is 
being maintained by the'R.iiJway to ensure 
that locomotives continue to recoive pronor 
attention. ‘ ' 


Huuth Easltn Batltcay 


Wo find that the incidence of oblUsions on the 
South Eastern Railway has btvn the sccenil 
highest among tho btoail gauge Railway., and 
a largo number of oolUsions between trains 
and trollies were responsible for the sharp 
rise in Oollislens in 1963*63. 


bouth Eastern Railway was instru ctert to applv 
tho preventive measures for decreasing colli 
sions between trains and trollies which have 
proved succceanjl on the Kastem and Koril^ 
Frontier Railways. Th(7 position has 
flinco improved on this Railway. 


Th« derailments on this Railway wore tho South Ea*dem Raiiwuy wai» addres-rf^d 
highest among the broad gaugo Railways. analyse factors responsible f.ir tlio unw- ^ 
Midsoction derailments showed an upw.ard trend of mid««ciii>n derailments on that Rail 
trend from 19.17-r)8 to but camo way and take remodiai iiuMsun-y a /•*!» 

down in 1U62.G3. Tho unoonaoUdatod track of tho w-tiou tak«*n by the Railw nv the ‘ 
on nowly constnu-ted linoy and the defects tion on tho South Eii^tcrn RailwnV in r 
in tho desigtt of new BOBrt wagons have to total number of demilnients as «Iao 
bn.ni largely rogporifliblc for thU trond. tion derallraonts has considerably improv -d 


Wo find that owing to tho heavy shortfall in The shortfall in track reuowal was due tt 
tho supply of track materials, the standard of availability of matohing eomponenta of 
tbotrack audits maintcnanoeliw behind the materials. The position has since imnrH 
actual rnquirementH, while traffic is growing, arid tho relaying programme is makinc 
and oleotric and diesel traction is being ndop- factory progress. ® oaus- 

ted and this appears to be a reason W tho 
increase in dorailtnents. 


We find that the carriage and wagon defects 
Icadlag to derailments aro very high and the 
condition of wagons Is generally unuatiafoO' 
lory on this Railway. Tlio Railway should 
tlghteuupits train examination by providing 
sufficient train examining staff to complete 
tho work satisfactorily within the permissible 
timo. Tlioroisnccdforgiving training to the 
staff in the maintonanco of the new type of 
wagons and forimproving the su pply of stores 
for the sick lines and the wor^hops at 
Kharagpur. 


The lUilway waa advised to provide adeouale 
numberof trained examining staff to iranrove 
the maiuteuanoo of wagous. Stops »£Quid 
also be tekm to improve the supply of storaa 
to tho siefc iiii«.H and to Kharagpu r workshon. 

Adeou^TXR staff and f^fFitioshaS 

dnvolopod and staff have been trained for 
maintenance of now typo of stock. 


L/P(D)1BB—20 
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42. 


43. 


44. 


45. 


46. 


47. 

48(i) to (ni) 

k 49 
50 . 

6i(i) to {iv) 
62 to 65 
56&67 ({) 
to {vii) 


Wt$Um Railway 


Theinoidonoo of ooUiaions and dorftllmente on 
the bro>vl gaiigo an<l of dorailmonta on 
tho motro g/iuge of tlio WoHtorn IWiiw&y 
have boontholovrartt&mong all tbo Rftilw^a 
Tbero was a risoin suoh aooidenta from 1958. 
59 to 1961-62, followcnibyanlmprovomeiit 
1 n 1963-03, the station der^Iments oonstitut- 
tbe maj or projKjrtion of the doraitments. 

The staff failnres have been responsible for 
46 per oent of the station derallmeote on the 
broad gauge and 44 per oent of those on the 
metre gauge. We found some of the station 
staff having a oasual apjiroiMh to train 
p<Msing duties which was not being ohooked 
and oorreoLed by supervUory offlotals. 

Permanent Way failures on the motro gauge 
and Oarrlage and wagon failures on the broad 
gauge have shown an increase and wesuggest 
Immediate action to arrest the deterioration. 


The high incidence of engines failure due to 
mismanagomont l»y the orpine crow and our 
analysis of disregard of signals iudicato the 
inefneionoy of the drivers, about whloU we 
reooivod wide-spread compUinte daring onr 
tour. We oonsider that th^ situation is dae 
to the lack of timely anticipation of the 
requirements ofthe footplate staff, leading to 
inadequate recruitment and the eventual 
promotion of inexperienced or even illiterate 
staff as drivers. Wo saggost personal 
lostruotlous and more training to the in¬ 
experienced and potontiai Drivers. 

We find that the engine dofects leading to the 
derailments on the broad gauge were highest 
on the Western Bailway; this has been 
attributed to inadequate maintenanco faci¬ 
lities and equiPmont and inoffloiont work¬ 
manship in shcxls and shops; these need to be 
reotiflod early. 


Tlds is only an observation. 


The Bailway was instructed that the various 
steps to improve staff porformanoo as suggest 
ted by the [Knnrru] Committee in its other 
rocomraendations should be taken In order to 
eliminate suob failures. Emphasis was also 
laid on the need for detailed and r^ular checks 
at various levels. These instructions ore 
being complied with by the liailways. 

The Bikilw&y was direoted to pay more atten¬ 
tion to maintenanoe of metre gango and 
gauge lines as minor defects in smaller gauge 
lines have more advene bffeots on the running 
of trains. They wore also direoted that 
existing maintenance practices should bo 
improved particularly on metre gange and 
narrow gauge and appropriate action 
taken to ensure better maintenance. The 
Railways were also asked to pay special 
attention to the repair and maiutenance 
aspects, keeping in view the observation of 
the [Kunzm] Ckvnmittee, and ensure that 
the rolling stock is always maintained 
good fettle. 

The inoidenoe of engine failures on the Western 
Railway has shown OonMiderablo Improve¬ 
ments. 


Tlie Railway was asked to pay special attent ion 
to the repair and maintenance aspects and 
ensure that the rolling stock is always main¬ 
tained in good fottlo. Adequate repair and 
maintonanoe facilities both inshods and shops 
have been provided and rigid inspections 
procedure introduced. 


CuAPTiB IV—^THE HUMAN FACTOR 

Our analysis of accidonts during the last This Is only an observation and no specific- 
six years has shown that a majority of them action was colled for in the matter, 
nanbeattributedtohuroan figure. 

[Sec Chapter IV—Para 222.] 

[See Chapter IV—Para 270.] 


[See Chapter IV -Para 280.] 
[See Chapter IV—Para 249.] 
[See Chapter IV—Para 199.] 
[See Qiaptor IV—Para 281] 
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5S. Wa suggest malifloatiooa ia the axliting rulM Rsviasd rnlM, on th« buU laggastod Irf the 

ofselsotiontosaparruoiypartiirhiahaonfei [Kanara] Ooramlttoo foi lolection to toper- 
triple weightago of aenldilty. vlaoiy poets have been promnlmted. Tbete 

orders are being foUowoa by all the Rallvay 
administrations. 


69. Wo anggest tbat after aolsotlng the right type rrangoments for oonduoting Snpervltors 
of persons as saperrisors, it is essential to oonrses in Snperrision and Management were 
equip them vith the teohnioal knowledge madeintheZonalTrainingSehool.Chandanai. 
roqairedfor their job and to give them train- Instrootions have beenissnod to theBailwan 
ing to develop their skill in management. that aeleoted Senior Bnpervisors from all toe 

Zonal Railways should reoeive training in the 

60. Wopropoee the opening of a Oentral Institnte Training School at Chandansi. A oonrse each 

at Baroda for training senior supervisors of in 1064 and 1066 and two courses in 1067 were 
the different Railways and the oreatioo of arranged. In regard to the training oonrses for 
similar faoillties for junior supervisors in the Junior Supervisors, instructions wereissued to 
Zonal Training schools. We also snegest that Railways in March, 1064 to take immediate 
Railways should derive benefit Bom the steps for arranging such courses where they 
various supervisors training oonrses run in had not already been arranged. To enable the 
In^a and abroad. Railway administrations to make immediate 

arrangements, a syllabus was also olreulated 
for their gnidanee. 


61. [See Ohapter IV—Para 290]. 

62. We are of the view that Senior Supervisors This recommendation has been examined In 

should not bo permitted to become mem bers consultation with the Ministry of Law but in 
of staff unions, for which if necessary, the view of the opinion tendered it will not be 
Indian Trade Union Act may bo suitably possible to amend the Trade Union Act, to 
amendod.Thoymay, however, form a Union exclude Senior Supervisors from becoming 
of their own to reprosent Uicir interests. Sri members of the Trade Unions. 

T. B. VittalBaodi^nts from this recommen¬ 
dation. 


63 & 64, [See Ohapter IV—Para 290]. 


85. [See Ohapter IV—Para 322], 

66. Wo reoommend a system of accelerated pro- Hje Railways have been advised that a system 

mot'ousoradvanooinoromontstosupervtsora of aooolerated promotions orgrantingof in- 
and officers as a reward for excellent perfor- orements in advance to Supervisors and Offl- 
manoe or sustained outstanding work. For core for outstfinding performanoes or for a 
thMeinloworgradeaofClassIUservioeaud record of sustained outstanding work would 
in Glass TV servioo. we oonslder that the best bo conducive to efficiency and oonstitute suit- 
reward will ^ to proWds for their children’s able incentives. It should be impressed upon 
education by opening polytechnics and the the officers sitting on the selection boards that 
grant of scholarships. We also suggest tbs in making appointments to ’'selootion posts” 
employment ofsousofrailwaymen with credit- utmost care should be token to evaluate the 
able record of servioo. professional ability of the candidates on strict 

standards. 

67. Several Senior Scale Offloers with insuffloiont In an expanding organisation, it is not always 
experience and working as Divisional or Dis- possible to adhere to a minimum period of six 
triot Offloers. This is duo to inadequate plan- years’service before a junior scale offleer is 
ning and the erratic rate of reoruitment and promoted to seniorsoale. However, the various 

promotion to ClsM I sorvioe during the Second snggestioiu made by the[Kunzru] Oommittee 
live Tear Plan.'We suggest that tte require- in this respect will bo ke^ in view, 

ments of the Fourth Plan should be worked 
in time. Wereoomraend tbat no officer should 
be promoted to the Senior Scale, unlessbehas 
completed at least six years of service in the 
Junm Scale and also suggest certain mea- 
sutss for overeeming the interim shortages. 
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6A. We were limpreseod by the Iraiatiig facilitioa Refroeher courses at Railway Staff Colleges 
developedintboBailwayStaffCollego.Baroda, Bsroda and Indian Rollways School of Signal 
the institute of Signal and Tolocommunica- Engineering and Teleeommoniostions, Seoun* 
tion Engineering, Secunderabad and the dorabad are arranged ae a regular mewnre* 
Advanced Perroanont Way Training School, Refresher coursoe have now again been intro- 
Poona, but the number of oiBoers trained in duced at Poona School also this year for Senior 
themduriogthelastthrooyearshasbeenmuob Seale Offlcors. 

below tbo number that should have paAsed The question of nhifting the Ailvanced Perxna* 
through a refresher oourse. The extflting oo- nent Way Training School to Baroda hoe not 
uraea in these iiistitutos do not a<lequately boenfouad fewible andit has been decided to 
cover the problems of man-nsanagoment and developfaoilitiertponnaueutly at Poona. Semi' 

art of supervision and wo auggeiit their inclu- narafor Administrative Officers have commen- 
siont We suggest the hohlirig of regular semi- oed at Railway Staff College Baroda. The 

nara for adminUtriitivo officers, and recom* fifcoilitiea for training In Iiwtitutea of Manage* 
mendthatlargerntiirtbcrofofficersshoiildbe meat in India are being utilised to the extent 
sent for training in Institutes of M^anagemeut feasible, 

and Administration in India and abroad. 

In view of the small number of persons 
rooeiviog training at the Poona Tostitute. 
wosuggostcooBideratioiisofitA being mado 
a part of the Baroda College. 

aO. We strongly reoommoiid that Iho prinoiple of While the prinnitde of selecting officers for ad- 
selootiiig for Administrative posts the bout minUtrative poets on merit is accepted, senior 
man available aivl not the Senior man if suit* rity has lilso to be taken into consideration for 
able, should be restored. We projMwe the eligibUity for such promotions, 
constitution of a Screening Cominitteo of Sotting up a separate Sorooning Committee, as 
senior offif.-ers to reoommoiid the names of suggested, is not cousidored neoossary, a» all 
offloera for filling I» 06 t 6 of itoads of l‘><»part.* promotions to snch posts are ordered after a 

meats and Divisional Superintendents who goc«l deal of sheening by the Members of the 
ahonld bo hand-picked persons. Board colleotively. 

70. We are of the view that the oonfidontial report Pursuant to the rocoinmendations made by the 

of officers should be precise and explicit and [Kunxrul Committee, an additional item 
be invariably Horutfinised by tho next senior “Doneral Assoeement” was introduced in 
officers. They should also provide for a SectionTT ofthoconfidontUlreportfonn,with 
general asscHsmout in tlie narrative form. an explanation under ‘Instructions* printed 

on the reverse of the form that, “General 
Asiiessment’* should be recorded in a narrative 
form, summing up, in general terms, the offi* 
cer’s personality, capabilities and poteutiali'’ 
ties, including qualities and shortoomith^ 
if any. lutbe case of technical officers, their 
aptitude for design and research work should 
be partionlarly oommonted Upon in the general 
assessment**. 

All the other aspects brought out in tbo reoom* 
msudatlon have been amply covered by the 
Code provuions. 

71. WedopreoatefrRquonttransfersofoffloemfrom Meoessaryinstmetions in this regard were 

one Railway to another and suggest that an is sued to Railways in June, 1964. 

offi'}er In tbo Administrative grade should 

normally bo retaioeil ou the same K^lway 

and on the same post for at least three tofon r 

years. 

72. l8oo Chapter IV~Para 319]. 

73 . We make the following suggestions for reduo* 

ing the paper work in order to onablo officers 
to exercise sufficient checks on the working of 
the staff and maintain personal touch with 
them:. 
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73. (0 OodosaadproooilurosehoaldbttBimpliflod. Soiaa of the Gkxles have already boon rovined 

and proct^ares simplified. It wa« decided that 
the pablioationa ^iob wore last revised before 
1956 may be examined for further revision 
Aooordincly, new oditionK of Indian Railway 
Way & wor^MiUinal and the Indian Rail way 
Signal Rnginoering Manual have einoe boon 
brongiit out. The Manual of Railway Board’s 
Office Procedure has boon revis^ and is 
under print. The Indian Railway Code for 
Mechanical TXipartment (Workshops) docs not 
call for complete revision. Portion dealing 
with **Paym6nt by Rosults** alone is being 
revised. 

(ti) Periodical roviews should be made to Those roviows are being made and repeated 
eliminateormodifysomeofthestatonients every three or five years an^ results oi these 
and statisties. The first review should be reviews interchanged among the Railways in 
immediately undertaken by the EtBclen<^ order to get uniform benefit from them. The- 
i^oeni on the Railways. Rffleiency Bureau altto undertakes reviews as 

and when uonsidered necessary. 

(lit) TheadministrativeleveUat which spooi* This prooodnro is already in force, 
llo problems should be dealt with, should 
belaid down and rigidly adhered to. 

(iv) The number of ofiluors and supervisors Action has boon taken by all the Railways to 
should be suitably incroased and organise- review oadro of suporviaors and additions I 
tional changes in troducodto reduce their sanctions a<':cord(id where necessary, 
jurisdiction to raanl^;eable charge from 
the viewpoint of safety and efficiency. 

(p) Porsorial Assistants should be provided Heads of Etepartments have b<»n given P.As 
to th<» important Ke wls <»f Departments, and Divisional Superintendents have boon 
tlmDIvUionalSuporintHndeiitsinohargoof provided with additional stenographers. The 
large Divisions and iti special oases, to scale of Htonographers to other oflloern has 
DivisionalOfficsra. WesuggestthatofficHfS been dotemiined by the General Managers, 
should be provided with stonographer.s oiia Senior Scale Officers have one steno and 
more liberal scale than at present. Assistant Offioors, one, for two officers. Only 

On Xorthern Railway Senior Scale Officers 
concontratod in one place have boon given two 
stonos for three officers. 

(pi) Senior Scale Officers and above should be As the existing rules already permit the exor’ 
authoriswi to incur expenditijro upto oiso of certain powers by senior scale officer® 

oertain limits without prior ooiicurreooo without prior financial oonourrenoc, views of 

of Accounts Officers. the Railways had been called for in pursuance 

of this recommendation to indicate the 
powers they would like to be delegated to 
their senior scale officors in addition to what 
wore being already enjoyed. Recommendations 
received from the Railways were examined 
and further delegations were agreod to. 

(inil Officers should bo discouraged to sock This practice is already in foroo. 
directions from above in matters within 
their oompotonco. 

74. Woaroconvinoodthattheworkloadonoertain The Efficiency Bureau have completed th® 

DivisiimH has exceeded the optimum capacity examination of worklowi on the 11 Division® 
of tile existing Divisional orgauisation and mentioned in para 115(0 of the Report oi the 
therefore reiterate our earlierrecommon<lati<m Railway Accidents Committee [Kunxni 
and urge an expeditious examination of th« Committee] (I’art II) and made some rocom- 
workloadonoertaiiiDivisionsofthoRailways, mendations. As a result, strengthening 

of tho divisional organisation has been done 
besides any other strengthening which has 
ocen rrnd in the divisional organisation in the 
Engineering, Signalling and other departments 
by the j usti fic'ation of their departmental work- 
hwid. The above relief measures were based on 
the workload as assessed on 1963-64 dat*. 
Further review of these divisions with fospeot 
to functional strengthening/bifuroation, and of 
other divisions with hi^ workload is in 
progress in the Effio!en<^ Bureau. 
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75 We laggdst tho lotroduotioa of tho Dlrlsional The matter has been examined from time to 

OrganiiaUoQ on the North Eastern and North* time. It irai deeided to introdaee dirisionali- 
e^it frontier Railways whieh are at preaent aation on the North Eaatom Kailway with 
working on the Distrlot pattern, in oraer to marginal re-adjustment in the territory of 
prorido matore and on-the-epot gaidanoe to North Eastern and Northeast Frontier Kail* 
inexporienoed DUtriot Ofioers. ways. The sohemo haehowevur been hold In 

abeyanoe ponding finalisation of an integrated 
scheme for diTisiooaliaaiioo of both the North 
Eastern and Northeast Frontier Kailways. 

75 We oondslder the workload on the throe Rail- The workload and the effioienoy oum-operating 

way Zones to be heavy and recommend an mdlc«w of the Zonal Kailwayii are oontinuouitly 
expert study to examine the present work- under rnrlow by the Effioienuy Bureau. A 
load, its future projection with its impact dotailed examination of the workload and the 
on different aones. effinienoy-onm-operating indices of those three 

railways was also undertaken by the Effioionoy 
Bureau and it was decided to oarve out a new 
zone (South Oeotral Railway) out of tho 
erstwhUe Southern and Oontrfld Railways to 
reduce their territorial jorisdietlonsand hence 
their workload. The South Oontral Hallway 
was formed on 2-10-1066. 

Tn regard to Northern Railway the proposal to 
i^uce it ter^torially was shelved during the 
emergency In 1002, this being a border Rail¬ 
way. Since then tho operational workload on 
the Indian Railways ae a whole bas not come 
np to antioiMted level and the proposal for 
its territorlid jurisdiction has. ther^cre. not 
been pursued till the national economy pick 
up again requiring relief to the xonol orgaoisa’ 
tion. 

77 We suggest that there should be only one Thic is a recommendation concerning the trade 
rooogni«»ed Trade Union on each Riilway union* primarily, where they are called upon 
Zouo and its oiEoo bearers should be drawn \o take nocemary action to comply with the 
from tho serving Railway employees. Wo rnoommendation. Therefore, attention of 
expect the Unions to bring only w)li-autbenti- the two .\ll India Federations (A.I.R.F. and 
oated grievances of individuals to tho notice the N.F.I.R.) to which all the reoo|m>sed 
of the Railway administrationn at appro- trade unions on the Railways are affulated 
priate levels, after norma/ channels of appeal has beon drawn to thi’ recommendation. 

Mve been exhausted. They should also 

rofnunfromspoa'toriag oases ofatafl^ontshed 
for causing accidents, and ^ould help in an 
expeditious finoli satioauf aocidentenquirtes. 

78 Tho medical facilities, both in scale and In 

qoal Hy, are second to thoee of no other 
organisation in India. 

79 We are glad to note that as a result of oor 

discussion with the Railway Board, initruo- 
tluns have been issued to saloulate the 
overtime on a two-weekly iosteadoft^ 
present monthly baalt. 

80 [SeeOhaptarlV—Para312J 

81 We attach great /mportanoe to the provision 

of suitable ruonnig room* and o sriy comple¬ 
tion of standard faoilitias inallofthom. We 
malu sugx'' itions for improving tho «ervioes 
available iu the running roomi. 


This is an observation. 


Overtimoin ra4peotofstaff olaesifled as**Inten- 
Hive** and '‘Omtinnous*' under the Hours of 
Eruploynocut Regulations is calculated on 
half-monthly basis. 


Tho RailwayN were directed to examine how 
thee^eentialfacilitiesoouldbe provldedinthe 
existing running rooms with minimum altera¬ 
tions. Tho Railwayshavegensraltyprovided 
essontial facilities. The Railways wers also 
directed to try out the soggestion for provi¬ 
sion of cubicles with light partition walls for 
ovefy individual in a few running rooms. 
Some of the Railways have since tried pro¬ 
vision of separate cubicles la one or two 
ranning rooms %s aq experimental measure 
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83(m) 

83(«ff) 

B3(v) 

84(i) 
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85 

86 
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89 


90 fc 91 
92 


CHAmsB V—SIGNALLING 

W^oan^idersigasllmg to'bo tha assaatial In* 
strameot of sMotyaait misimlfloatheimpaot 
of human error on the safety of train opera* 
tion. 

Morse telograph m^tnimonts should be pro* 
greiiaively replaced by to^n instruments on 
all single Hue sections of broad gangs and 
metre gauge. 


[See Chapter IV^Para 440] 

[See Chapter IV—Para 486] 

[See Chapter IV—Para 444] 

[See Chapter IV—Para 430] 

[See Chapter IV—Para 461] 

[See Chapter TV—Para 447] 

[See Chapter IV-—Para 457] 

[See Chapter IV—Para 461] 

We oonsidor that thejnrisdiction of the siraal* 
ing offioern needs to be rationalised ana the 
frequency and <^Uty of their iaspo<aioa 
improved. Also that theseuiorafhoers should 
watch the frequency and quality of iuspeo* 
tion by Junior officers who sh<m1d i n their 
turn watch those of Inspectors. 

We recommend for adoption on all the R*il* 
ways, the special register in use in tho Loco 
sbw on some Railways, in which the in* 
coming drivers record^feots about nignals, 
noticed by them on route. 


We strongly urge the early establishment of a 
central elootrioal signal workshop for xnanu* 
factoring ^eotrioal signalling equipment. 


[See Chapter IV—Para 344] 

In order to keep the Rule Book tidy and sns* 
ceptible of easy reference, we suggost tho 
adoption of theAmerioan practiced having 
a BuleBooklooselyl^uadinafolderso that 
whenever a rule is amended, the wb^e page 
is replaced. 


This is an observation. 


Instructions were issued to the R^lwaye tha^ 
the work of replacement of the morse instru' 
mentA by token instruments on sections havo 
ing more then 3 trains each vrsy should be 
taken on a priority basis and completed by 
Jnne, 1966. This work has since been com¬ 
pleted on all tho Railways except on one 
section of the North Eastern Railway. With 
thelimited resources at present and need for 
improving signalling and block working on 
other busier sections, it will not be possiblo 
to provide them on all sections with lighter 
traffic having three or loss trains each way 
per day. 


Jurisdiction of signalling officers has been 
rationalised on the South Central, the Nor¬ 
thern and the Sonth Eastern Railways. In 
reganl t4> other Railways, the sub foot is under 
investigation by the Efficiency Bureau of the 
Railway Board. 

The Railways were asked to introduce specU[ 
register in all the loco sheds where it had not- 
already been done. It waa also stated that the 
drivers sliould be instructed to make necessary 
entries in the special register about the simal 
rtefect-a noticed en route and the Loco Pore- 
man should intimate the Station Master con¬ 
cerned as also tlie Signailii^ Department 
officials responsible for maintenance, for 
expeditious roctifioationofthedefecte noticed. 
This is being done on all the Railways, 

In view of the limited resouroee. tho indigenous 
oapaoity for the manufacture of electrical 
signalling equipment already easting In the 
country and now proposed to be created by 
well ostablishod firms with International 
standing, viz., M/s. Westinghouse Sazby 
Farmer, OalcuttoandM/s.Siemens, Bombay 
in their existing factories in India and also 
witha view to keep pace wit h the rapid changes 
that are taking place in the field of signalling 
toohnology, it has been decided that tha> 
proposal lor setting up the Oentral Signalling 
Workshop may be dropped. 

Necessary instmotiofas were issued to the 
Railways on tholinos suggestedbytheRailway 
Accidents Committee and alUbe Railways have 
brought out their subsequent prints in a 
looiiely bound folder. 
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chapter VI—track 


About 13 per cent of the deraitments were 
caused by track defects^this indicates that the 
maintonance of the permanent way has not 
been, keeping pace with the increasing traffic 
demauds^ not to speak of the roqniromentj? 
of very heavy traffic in future. 


We weioomethe new track standard slaid down 
by the Railway Board aiulauggest that the 
economics of a larger use of 132 lb rails on 
some of the trunk routes should be 
considered. 


We suggest suitable improvements in the 
design of steel trough and oast iron CST/9 
sleepers. 


[See Chapter IV—Para 859] 
[See Chapter IV—Para 368] 
[See Chapter IV—Para 369} 


As a result of various measures taken to im¬ 
prove the track maintenance^ the total num¬ 
ber of train derailments on aocmmt of track 
defects as well as the percentage of train 
derailments on account of track vis-a-vis the 
total train derailments has come down consi¬ 
derably. 

60 kg. rails are proposed to beusedin very high 
density lines carrying over 20 GMT per 
amium as those rails will have useful life up to 
700 GMT (32 kg. rails having an anticipated 
life ofiOO GMT) Drawings of suitable sleeper 
fittings, points and crossings etc. of these 
rails are being prepared by the Research 
Designs and Standards Orgaoisation. 

/ 

It has been decided not to encourage CST/9 
eleepei's on trunk I'outes as they are not suit¬ 
able for high speed and heavy density traffic. 
However, improved GX sleeper to be called 
CST/lO is imder;d6velopjment by the Re¬ 
search, Designs and Standards Organisation. 
Some sleeper plates have already been manu¬ 
factured in the Manmad Workshop for trial 
purposes. Steel through sleepers with elastic 
fastenings are also being introduced. 


100 

101 


(*) 

(ii) 

(m) 

(iv) 


(v) 


102 


[vSee Chapter IV—Para 365] 

We find that the recoupment of ballast has Most of the measures suggested by the [Kunani^ 
been extremely unsathfactory and suggest tlio Committee have already-been taken and 
following special stops for overtaking arrears special drive had been histituted on all the 
and for working up to the iucreased cushion of Railways for increasing the ballast procure- 
10 inches on important imutes: ment anfi for training out the same, as a 

result of which the quantity trained out during 
the first eight months of 1963-64 haa already 
reached the figure of 120 • 3 million cubic feet. 


[See Chapter IV—Para 382] 

Traffic Inspectors or Ballast Coutcollers to (w) Ballast train controllers have been posted 
watch the working of ballast trains. in almost all Divisions. 

Unng motortrucks for thecolloction of ballast (m) This is being done, wherever economically 
on the cess. feasible. 

Rapid acquisition of land for quarrying pur- (fn) This isboing done when required, 
poses; and 


Installation of moobanical crnshersatsuitahle (u) Railways were asked togoin for mechanical 
places and examination of the feasibility of crushers. As a result of above measure the 
installing mobile crushers, recoupment of ballast has already increased. 


We sT^^ggst that a systematic programme 
should be drawn up by each Railway in con- 
•iultatiou witli the U'j-joarch Centro, for the 
stabilisation of formations made of black 
cotton or unstable clay soils. Wo suggest 
s]>ocial watch on and proper maintenance of 
tile newly made bauk«< in station yards and 
the use of coal ash on new banks in mid' 
section- 


B.adlwa7s have been instructed to make special 
arrangements for stabilisotion of bad banks 
on open lino, conversions and new construc¬ 
tions. Programmes had been made by Rail¬ 
ways and these are progressively taken up or 
investigation by the Basearch, Designs and 
iStaudards Organisation and for remedial 
Tueasureg. In construotion of new formations, 
HOilstudiesandsuitable measures likemoorum 
blanketing and special consolidation adopted. 
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[S«o Chapter 17—Pare 376] 

We make the followir^ ob:<ervali(taH in ref^ard 
to maiat«uani:o of track. 

Wo prefer the praotioofollowed 4 >q theOentral 
Railway iu regard bo through packing bning 
carried out for as long a period as p03>il»lo 
during monsoon and the two months of the 
pre«monsoon period on octionB of the line 
wheietbeolimaiic conditions permit. 


Railways were inrttructed th&t in areas with 
rainfall upto 30', 4 days in a week shall be 
doroted ihnmgh packing and iho remaining 
daya to clearing of sideaadoatoh water drains 
earth work, aud picking up of slacks. Pro¬ 
gramme of maintenance daring monsoon and 
post moTi.-4(><>D period will remain as laid down 
in the Indian Railways Way and Worlu*, 
Manual. 


Our obiervationn make u.h doubt if the pres- Railways were directed to issue smtable in* 
cribed prooodareforpickiQK*upslacksii*cifcc* structionsto themaintenanccsteff W em<ure 
tivoly followed as a gonoral practice. correct and better maintenance of track. 

[See Chapter IV—Para 382] 

We emphasise the importance of the opening') These obeerrations were brought to the notice 
of the road by the removal of ballast, to an } of the Railways, 
adeqaato extent, prior to loanual Umping. 

RpeciaUtreHsoeedstobolaidoneostiringthe C 
oorreot alignment of tho track in the daily | 
work ofthe gangs engaged on through pack- ; 

•°g. j 


(See Chapter IV—Para 382] 

(See Chapter IV—Para 387] 

We f'Hind variatiooB in tho method of manual Instrnctions hare been issued to the Railways 
packing and we give iastancefl of defective to follow tho praoticoH indx ated in Chapter 
practices on some Railways. VI of the Indian Railway Way and Works 

Manual and to oliminate defertive practicoe. 
Railways are following those! astructions to 
the maximum eitent po.nsible. 


(See Chapter IV—Para 382] 

[See Chapter IV—Para 212] 

We fool that tho Permanent Way Inspeoton*') 
shouldtvkedeuilod notes regarding the work] 
ofthe gangs in their own note booLfin addi* 
tion to tho rooordings in the mate's dian'. 


We suggest that the Permanoat Way Inspeoton 
should ho properly instructed about the im- 
portaoceuf making observations about track 
variatioai, sleeper by sleoper. over a shortest 
length of the track. 


Instruntions were issued t4> all railway's that 
PWls should make detailed notes regarding 
tho work of the gangs in tho note books 
maintained by them. The Kailwa>'8 were 
also askod to impress the importance of tliis 
observation on the PWIs and APWIs tiurjng 
their training courses. Besides PWTs attached 
to safety organisation were also askod to see 
whether the iDstroetjons wore actually 
followed. They wore aUo required to observe 
track variations etc. sleeper by sleeper over 
bhort lengths. These instruotions are being 
followed by tho Railways. 


Tho Apprentice Permanent Way Inspectors 
shouM stay and isctually work with thio gangs 
over an appreoiable period to learn thonjughly 
the duties of the gangs including the use of 
tools and implements. 

[See Chapter IV— Para 29a] 

[See Chapter IV—Para 300] 

Wo suggest that, tho AnsisUnt and District 
or Divisional Enginoors’ note books should 
be properly maintained with a detailed 
rooord of th« results of tho iuspeotions and 
th*wo should be rwriodically o&amin««d by the 
biglier oiBoeni. We suggest tho iosun of snit- 
able iastruotions and incorporating them in 
the Way and Works Manual. 


AU Railways wore ankcd to ensure tliat A|ipren- 
tieo APVI^ stay with the gangs over an 
appreciable periinl to learn thorougly the 
work of gangs including tlio use of tofds and 
implements. Instructions arc being follow^ 
by the Railways. 


ToHruotions were Ksued to tbe railways that 
.Vtistant Engineers and Divisional Knglooers 
should maintain note books containing detail¬ 
ed record of the resulu uf the inspection and 
that these note books should be periodically 
examined by bi^er ofFloert. Provision of this 
rffeot has also been incorporated in the Way 
and Works Manual in Para 601. 
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We th%t the rAUwey^ iboald et^rt 

implomontiug the prupoiel to Uosit the 
jurisdiotion of A))UtAQt BaginooM to about 
\ 20 mitei. <<ub]eot tooxoeption^ uaderepeoial 
olroumitanoee. 


Wewero ctraok with the oonseqaonoM of the 
rapid promotiont of young ofBoore with short 
aerrioe. andeuggeetthat ad hoc arrangomente 
ebould be mado to givu them guidance and 
instruotions. 

Tb e Permanont Way I n<peetoM aad tho AsiU* 
tant and OirUional EnglnooM ehould profi¬ 
tably orrMate thn objerrAtioas during tbolr 
inipeotioQA by footplate and brakeran. with 
thoee made by aotual mnMuremenU of de> 
foote- 


Iq April. Efloioney Bureau undertook a 
study to frame suitable yardsticks for terri¬ 
torial jurisdiction of open lino AENS. The 
stod^ has been oomplete<l and is under 
consideratiou. Detailed instrnotions regard- 
ing yardsticks are expeot4>d to be iesnod 
sborUy. 

Ad hoc arranMttente hare been made to 
imparl speoi J training In the Adranoed Per¬ 
manent Way Training Hchuol at Poooa to 
tboee officers who hare bad accelerated pro- 
motioQt4 without adequate experionoe. 

All Railways wore asked to instruct DBNSG* 
ABNh and PWLt to correlate tho obserration 
taken daring foot-plate apd brakeran ins- 
Motion with actual measurement of trace 
Mfeots. Tnstruotions are being followed by 
the Railways. 


[See Chapter IV—Para 306] 

We comidor that the oparator-ln-charge of the 
Hallade Oar should be fully tested l^ore 
ho is given the reipoQiibility of oporatlngit. 
Hu Interpretation of the records ^thoutd also 
be subject to competent check periodically. 


[See Chapter IV—Para 396] 

Our ooaclusious in this chapter are based on 
limited observations and the data supplied to 
us. Their general applicability is a matter 
for further iavosUgation by the Railways. 


Hallade track recording eharts are always pe¬ 
riodically soratinised by senior officers to have 
a check on the interpretation of the Hallade 
tri^ reeording staff, 'nsts has been further 
ti^teood on all the Railways on the re- 
pommendations of the Railway Accidents 
Oominittee. 

[See also Chapter IV Para 396] 


Further tavostfgations were carried and tho 
developments are indicated againet ea*ih 
observation. 


OHAPTBB Vn^ROLLINO STOCK 


We fiud that 51 per coot of the derailments 
due to eugiue defeote were on aeeount of bad 
maintenanee. 38 per oent were due to the fail- 
ure of tho material and the balanoe of 11 
por oent was due to taieoellaueoas oausos. 


We suggest that the wear on tyros should be 
oheokM with a eoudemning gauge and the 
even, fiat and r<»ot wear^ should be oheoked 
andreoorded. AlUho major sheds should be 
oquiroed with wheel lathes and the tyres 
may oe maohloed to the prescribed iotor- 
mediate profile gauges. 

(See Obapter TV—Para 472] 


The Railways were asked to pay Mpeoial atten¬ 
tion to repair and maintenance aspects keep¬ 
ing in view the observations nf the Railway 
Accidents Committee, and ensure that 
the rolling stock is alwa^ maintained in 
ood fettle. Proper maintenanoe proee- 
nres have been introdueed by all railways. 

[For the position relating to the years 1963* 
64 to 1967-68, see Chapter IT, Para 61]. 

Wear on tyree is now oheokod by oondemniim 
gauges on all Railways and ornpor records 
of the same maintained. Aanquate wheel 
lathes have been provided in the sheds. 


[See Chapter TV—Para 491] 
[See Chapter IV—Para 476] 


Railways wbidi are in heavy arrears in res¬ 
pect of the major maintenance sohedoleg. 
should study their oansea In each shed and 
divisloo* We suggest: 


128 
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(0 


128. 

(«»■) 

(»•«) 


«») 


(») 


128. 

130. 


131. 


132. 

133 


tho &dqptioa of the prloeiple of oontralteed The prinoiple of oontralwod niainteaeaoe over- 
meiateaasM orerhaal on » diTielonnl or h*alhM been adopted on ell ll;>ilway.i. 
dietriot baeb. 


tho proyUioQ of propor raaohinos. oqaipmoat 
and othor faolUtidi lor undortakin^ tho main* 
tooaaoo nohodaloo: 

traoiUtion of sohodalo'l itomi in the rogional 
laognafie and tbelr oxhibition on notioo 
board for tho guidanoo of tho maintoaaooo 
staff; f 

maoufaoturing a few aou*fdrrou>t itemA In a 
Kmall foundry attaohod to tho big tooo ahod^ 
wborojiistidod; and 


aaoarly itady ofthoataff raqoirod lashoda to 
oarry nut aohodulod ropairi and iU oarly 
proriaioa and tbo adoption of adoqoatd 
maatnrot to tmproTo th« qualUy of fitten. 


All Kallwaya hara oondrraad that proper 
equipment and faoiliilea hava boan proridcd 
for iohadulriil malnfonano^. 

Tito pr.ioitod of transUtiog tha achodolaa In tho 
roi^ional language and e^ibiting them In a 
prominant place for guidanua of tha mainto* 
nanoa ntaff iti the l^ooo iihodA has boan adopt • 
od. 

Supply of non farrouft itema to abodn ta being 
ensnrod by rognUr on pplv front ahopa. Sotting 
up of non-farrona fonnuarioa in abed in not 
doairablo bocauae adequate control on quality 
cannot be ennured without largo capital 
InveHtmont in control equipment. 

Ttulwaya ba7e alni'e prortded adequate staff 
for carrying out schedule repairs In acoor* 
danoo With the yardstick fixed. 


[See Chapter TV—Para 498] 

We find that the Northern and Northeast Adequate workshop capacity for periodica) 
Frontier Railways require expansion of work* ovBrha»il of steam loooinotires hsA been deve- 
•hopoapaoitlosw doing the periodical over* loped on the Northern and the Northeast 
haul rf their locomotives. Frontier Railways. 

Weemphasbetheimportanceofacarofnlexa* Inspection Organisations have been created 
nunatTonofthematerialandthemanafaotur. in all Railway Worhihops to ensuro that parts 

ing prooess of spare partSi which should manufactured conform to specification, 
oonfonn to strict speoifioatiooi. 


[See Chapter IV—Para 474,] 

CARRIAGES A WAGONS 


As the iocidnnoe of the derailments duo to 
oarri^e defects on the metre gange was five 
time more than on the broad gauge, there is 
need for more attention to the maintenance 
ofpassengerstock. especially on tbo North* 
east Ftootier Railway. 


The Railways wore asked to pay special atten¬ 
tion to the repair and mainteuanoo aspects 
keeping in riew the observations of tho 
(Kudzru) Committee and ensure that tho roll¬ 
ing stock is always maintained in good 
fettle. Carriage maintenanoe work has been 
re*Qrgaoised on tho Northeast Frontibr 
Railway and proper maintenance of coaching 
stock is now being ensurtnl. 


134(f) to (f) 

and 136 (f) [See Chapter IV—Para 603] 


ISO. («i) 


In order to obviate derailments caused by 
broken axle. 1 , cold or hot, we suggest that— 
a uniform practice for the tboron^ e x a m i n e* 
tion of joamals should be introdnoed. 

r 1 


The Railways were asked to follow the re* 
oommendaUon to the maximum extent possi¬ 
ble. They were also advised that the flaw 
detectors may be progressively provided^ in 
other loco sheds, worluhops and major sick 
lines throngh the normal kwhinry and Plant 
Programme. 


136 . 


We find that 50 per cent of the dorailmenU dne 
to earriage A wagon defects on the broad ga¬ 
uge and 68 per cent on the metro ^u^e ware 
caosedbybM mainteoanoe, ther^y udicat* 
log the nM for a more thoroQgh examination 
and proper repairs to rolling stock In sUtibn 
yards aiid sick lines. 


Necessary instructions were issued to Railways. 
Prooodu re for maintenance of rolling stock has 
been radically improved and strengthened on 
the Railways, 
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137. 

[See Chapter IV—Para 639] 

138. 

4; 139. 

[See Chapter IV—Para 639] 

140 

[See Chapter IV—Para 616] 

141(0 

Wo suggest the following measuree for 
improving train examination and repairs : 

• 

A concerted drive should bo made by the 
Security Department in cooperation with 
the Mechanical Department in order to 
prevent frequent and extensive tho of 
materials and parts of wagons. 

14l(u)&(») 

[See Chapter IV—Para 607] 

141(«0 

Thoprogrammoi for inoceasing the oapaoitios 
of siok lines, with adequate equipment in 
keeping with the noed-s of the preaont day 
conditions of work and traffic, shonld be 
Implemented. 

Ul(<u) 

A review of the preotioe of repairing wagons 
in trafflo yards should bo undertaken so 
as to prescribe the nature of repairs that 
can be properly done there and the facilities 
reqalre<l for the purpose. 

142(0 

112(f0 

[See Chapter IV—Para 527] 

We suggest the adoption of the following 
measures in re^poct of Railway Workshops; 
The undesirable practice of giving periodical 
overhauls t<i wagons in slt^ lines, as we 
found at Vijayawada on the Southern 
Railway, should bo discontinued. 

I42(ii0 

Manufacture of wagons ahonld be centralised 
in a ^cnsi*ate workshop so that the repair 
workshops may give undivided attention 
to the periodical overhaul of wagons. 

42(iv) 

Tu rm*-lsfv3tory praofcio# of oannibilising 
spfcce psrtj should be elimluated. 

42(0) 

[See Chapter IV—Para 512] 

48 

[See Ohapt.«r TV—-Para 534] 

44 k 145 

[Son Chapter TV—Para 612] 

146&147(i) 

to(«) 

[Sec Chapter IV—Para 649] 

148 

We ompUasUe the need for improvement in 
the quality of supervision on tho main- 
tonanoo and repair of rolling st<»ok and 
adeqii^Jto follow-np actioiUo remove defects. 


Tbit} rMommendatloa was brought to the 
notioc of the Rallwaya aad in^tmotinns 
wero reitoratod that ooaoertod drives 
jointiy by tho Railway Protection Poroe 
and the Hia£f of the Mechanical and El»o* 
trioal Departments should bo organtHed 
with a view to localising and checking 
thofts/loeaoH of fittings fri>m the Rolling 
Stock. 

A new Act vis.. Railway Property (Unlawful 
Poeneesion) Act, Idfid waa aUo passed and 
oame into force with effect from l'4<196g. 


The Railways were asked to pay special 
attention to the repair and maintenance 
asp-^ots, keeping in view the observations 
of the [Kunaru] Committee and to ensure 
that tho roUing stock is always maititained 
in good fettle. 

The Railways were asked to review the prao* 
tioe of repairing wagons in traffic yards 
and provide adeqnate facilities to carry 
out repairs in traffic yards. This has sinoe 
been done on all the Railways. 


Tho practice in question had to be resorted 
in siok lines ae an emergency measure on a 
temporary basis and has sinoe been dis> 
continued. Wagons are not being given 
p;irio<lioal overhaul in sick linos now. 


The progressive withdrawal of wagon manu¬ 
facture work from railway workshops is 
b.eing done as plan need. 


Tho Railways wore asked to take necessary 
steps to avoid such irregular praotioes. 
These instructions have since been acted 
upon. 


Tho Railw.ays were asksd to take suitable 
stops to review the prevailing position *nd 
effect improvement in the quality super¬ 
vision and inspwctiou practioos, wherever 
necessary, in their workshops, rnnuing 
shells, siok linos etc. in order to euaure of 
high standard of maintonace of rolling 
stock. Necessary action has been taken by 
-the Rttilweys. 


279 


Appendix— contd. 


1 


2 


3 


149 


150 

151 
163 

163 k 154 
155(0 

185(i0 

55(u>) 

155(y) 

155(w) 

155(cti) 

155(tr»i) 

155{ix) 


I66(i)ft(u) 

i5d(m) 


I56(fy) 


106(r) 

157 

157(0 to 

m 

158 
150 


OHAPTER VIII-.RESEARCH 

W« not© tho extreme inadequacy of tbo The Organisation of the Research, T)o«ign8 
Railway Research and Testing Centre in & Standarcls Organisation has been ex¬ 
regard to its aquipmeot and personnel and paiiding and developing both in equipment 

aUo tbo limited range of its work and oohio- and in personnel. The importance of tho 

vomont against tho vast background of expansion of Research, Designs & Standards 

the raquiDinents of a Urge organisation Orgatiisation ooosistont with the needs of 

like tho Railways. research and devolopmentol work on the 

Railways is kept in view and the neoessary 
facilities are afforded to tho oi^nisation. 


[See Chapter V^Para 585] 

[Seo Chapter V—Para 683] 

[See Chapter V—Para 588] 

[Soo Chapter V—Para 590] 

[See Chapter IV—Pkra 387 ft Chapter 1— 
Para 593] 

[Soo Chapter IV—Para 396 ond Chapter V— 
Para 593] 

[Soo Chapter V—Para 593] 

[See Chapter IV—Para 368 and Chepter V- 
Para 693] 

[See Chapter IV—Para 515 and Chapter V- 
Soo Chapter V—Para 693] 

[Soo Chapter IV—-Para 457 and Chapter V— 
Para 593] 

See Chapter V—Para 693 

In order to dovolop equipraont for expediting 
tho welding of the track, which would be a 
safeguard against sabotage oti vulnorablo 
sections of tho Rvilways, iavostigatiou of 
the dux used in tliormit welding should 
bavo boen undertaken* 


[Sec Chapter V—Para 693] 

Rasoarcb items should be takon'to sucoessful 
oonolusions and not loft inoomploto over a 
largo number of years. 

All roioaroh items. Inoludlng those which 
aro partly undertakoa by the Railway 
administrations, should be strictly under 
the control of this Organisation. 

[So© Chapter V—Fan 695] 

[Soo (3haptor V—^Para 697] 

[Soo Chapter V—Para 599] 


•Para 693 


Development of tbo 5ux used in alumuio 
thermit welding hse already been under 
t^kkeu. RoHO.kr(»h, Dnsignti, and Standards 
Organisation have suocosafully dovolopod 
‘portions’ In oonformity with tho relevant 
railway specifications. Suob portions aro 
also available from tbo private sootor. 


As far as practicable this recommendation 
of the [Kunzru] Committee is boing followed. 

[Soo also Ohaptor V Para 695] 

All important items of tbo rosoaroh are 
coordinated by the R.D.S.O. 

[See alsu*Ohapter V Para 595], 


[Soo Chapter V—Para 601] 
[See Chapter V—Para 601] 
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60,161 & 162 [Sdo Chapter V-->Para 606] 

163 

We suggest the roorultment of einiQont TIiuR.D.S.O. is eugagod on applied research 
soiontUts and oaglneers for which ooutaota and doaign dovelopment oonnooted with 

Mhould be maintained with riniversitiwi, different delds of railway engineering* 

teohnioal inatitationa and research centres Most of the staff in this Organisation has, 
and any prooediiral hurdhv^ in the selection therefore, to consist of engineering personnel 
and appointment ofsuitable persons should with requisite practical railway ezperienoe. 

be removed. In order to attract and retain The problems of basic research arc framed 
.<^iicb persona, thot6rm>4 oftbeir employment out to the National Laboratories and Bn* 
and their prospects should be made suffl* glncoring Universities. Soientists, will be 
oiently attractive. induotod into the Organisation as tiie need 

develops. 

In pursuance of the decision to indnob soien* 
tints in R.D.S.O., two posts—a Director 
and a DeputT Director in Mettalurgioal 
and Chemical Dirootorato—were* created. 
The post of Deputy Director will be filled 
by direct reoraument through UFSC. 
A candidate has been recommended by the 
Commission who will bo offered appoint* 
ment shortly. The post of Director has, 
however, been filled Dy promotion of the 
Joint Director (M & C). 

|g 4 We suggest for ooa'ildoration the question of With the azpanslon of the R.D.S.O. during 

converting a certain peecontage of posts of tho last few years, the avenues of promotion 

Senior Design Assistants into Class II of the Class III technical staff to Class II 

posts, or placing them in a snocial oIa.HS have increased duo to creation of atlditional 

whiobt in due course, may taho thorn to class II posts. In addition to this, a deolsion 

class TI and, in oxooptional oases, even to was taken that 20 per cent of Class I posts in 

class I service. Senior scale In the rank of Assistant Director 

should be reserved for Class II technical 
oilloers belonging to the R.D.8.O. promoted 
from Claes in to Class U* 

165 Wo indicate tho broad contents and dura* Tho broad outlines of the training programme 

tiou of training to bo given to tochnioal suggested by the [Kunzru] Committee 

officers and staff, both in India and abroad, are generally being followed. A detailed 

ond 3Ugger«t that testa sliould be held to see programme of trainix>g of officers and staff 

that trainecH have properly utilised thoir of the R.D.8.O. and from the Railways 

opportuiiitieH. will continue to be worked out. and im¬ 

plemented from year to year according to 
the requirements. 

In order to get maximum benefit from the 
foroign training of railway officers and 
Staff, a detailed procedure was laid down» 
aoooMiim to which each trainee on bis 
return from abroad sbonld submit three 
copies of bis report on his training. These 
reports are carefully studied by the res¬ 
pective Directorates to assess the benefits 
derived by the trainee and to see what 
practical use could be made of the same* 

166 Wo suggest that post-^aduate courses in Director General, B.D.S-0. was asked to 

Railway engineering oe provided at one process the mai^r with the engineering 
or two universities and teohnioal in stitotes Universities/Institutes and asoertM from 
\^ere students may be awarded scholar- the Institutions whether a few of the 
ships and fellowships for the investigation resgaroh scholars could be associated with 
of some of the Railway problems of a the Investigation of problems of funda- 
fundamental nature. mental nature counted with eleotrio 

167 [See Chapter V—Para 610] traction etc. 
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168 [S©8 0h*pt®r V—Par* 012] 

169 [See Chapter V—Para 016] 

170 [See Chapter V—Para 016] 

171 [See Chapter V—Para 601] 

172 [See Chapter V—Para 618] 

173 We that a review eoveriag a period The first triennial review for the period 

of three year>< should be eubmitted to the from Maroh, 1965 to April, 1968 baa been 

Omtral Bo vrd of R kilway Resoaroli who preparoil, passed by the Central Board of 

should forward it, with their oommoata,for Railway Research and im expected to bo 
bein^ placed before both Houses ofParlia* circulated to Members of Parliament In the 
ment. enduing Session. 

174 [See Chapter V—Para 619] 

175 & 176 [See Chapter V—Para 621] 

177 We note the creditable performance of the This has been noted. OfBoors of ezooptlonal 

Reeearoh, Designs and Standards Organ!* merit are given inoentivae like Railway 
sation and feel that the shortcomings pointed Week awards, 

out by us are ohiefiy duo to the limited 
facilities at its disposal. We recommend 
that those who show an exceptional Hair 
and aptitude for this work, should receive 
every enooaragoment and recognition from 
the Government. 


CHAPTER IX—SAEOTY ORGANISATION ON TAB RAILWAYS 


178 to 224 [To be dealt with in Part II of the Report.] 
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